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EASTERN CLASS RATES 


The Commission seldom is suspected of playing poli- 
tics, but the turn its men gave the eastern class rate 
fourth section hearing on April 15 has suggested again 
the thought that its members are not wholly insensible 
to the value of a good political move. 

The Senate has been playing with the fourth section 
in such way as to give the man not unaccustomed to 
thinking a proposition through the idea that fourth sec- 
tion relief is an evidence of unfair preference for the 
terminal points and unjust discrimination against the 
intermediate points. Its committee has ordered a favor- 
able report on the Gooding bill. That is in the interest, 
it is implied, of the under-dog, or the plain “peepul,” as 
opposed to the “interests.” Apparently, the Commission 
can also play at that game. It will deny fourth section 
relief of any kind to the eastern carriers in the matter 
of class rates and, mayhap, acquire popular acclaim. 

The applications for relief were made in 1910. They 
had the effect of continuing rate situations that had been 
in effect for a long time and under which the east had 
developed. The relief being denied, time must be given 
to the eastern carriers-to figure out how they may obey 
the section. Unless all experience is shown to be worth- 
less, the revision will put higher rates on some shippers. 
Some may get lower rates. Usually, however, a revision 
is not intended to result in reductions. An abundance 
of caution usually leaves a small margin of increases, at 
least, above the reductions. But the demand for a change 
in the adjustments under which businesses and com- 
munities have been built up will be met and the world 
should be happier. 

The Topsy-like character of Eastern Trunk Line class 
rates has never been denied. They are, however, fully as 
Scientific as the human race. No yard stick devised can 
be applied to any two phases of it-and-produce the same 


in that part of the country should never have got into 
the slough out of which, to a certain extent, the Disque 
scale pulled them. But they got into it. Some are not 
far out yet and may fall back again. The answer, it is 
possible, is that the rate structure should be made to fit 
business and not business to fit the rate structure. Yet 
Trunk Line territory is to be made over. The demand 
is for change. There are humps and bumps around the 
boundaries of the territory that must be removed. At- 
lantic’s wide waste being to the east and Central Freight 
Association’s smiling rate plain being to the west, nearly 
everybody should be happy over the prospect, especially 
inasmuch as Mr. Eastman has his plan for orderliness in 
the southeast well in hand. The southwest has been in 
hand for a long time. Mr. Hoch, of Kansas, may not 
know all the facts, else his resolution might not be pressed 
so hard for a general rate revision on top of all that is 
going on and what is in the immediate future. 


REPEAL OF SECTION 15-A 

The hearings before the Senate committee on inter- 
state commerce on the bill proposing to repeal section 
15-A, of the transportation act—the section that provides 
the present rule of rate-making—goes merrily on and we 
are trying to report it adequately in our news columns. 
It seems to us that, in spite of the unfriendly attitude of 
members of the committee toward this section, the evi- 
dence should produce a pretty clear impression that the 
section is not responsible for high freight rates and that 
it does not constitute a guaranty of anything to the car- 
riers, but that its repeal would remove the assurance 
that the attitude of Congress toward the railroads is that 
they should have an adequate rate of return, and would 
tend toward a destructive policy toward the carriers. 

If the committee itself does not get this impression it 
will be because those who feel that way fail to get their 
views before it. We earnestly recommend, in the interest 
of a sound national transportation policy, that individual 
shippers and organizations of business men act at once 
and to the point. They should wire their views to Sen- 
ator Smith, chairman of the committee, and their own 
individual senators. Many of them should be willing to 
go to Washington and give their testimony before the 
committee, and they should ask Chairman Smith for op- 
portunity to-be heard. If permission to appear is re- 
fused, a second telegram expressing the views that it is 
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desired to get into the record should be sent. Organi- 
zations that have adopted resolutions opposing repeal of 
section 15-A or opposing any changes in the act at this 
time should call them to the attention of the committee. 

We believe there is an overwhelming business senti- 
ment against repeal of this section, where the matter is 
understood. The decision ought not to be allowed to go 
by default, nor should the burden of the fight be left 
on a few. ; 


POLITICAL RATE-MAKING 

The resolution, favorably reported in the Senate, direct- 
ing the Commission to make such changes in the rate 
structure as will permit products of agriculture to move 
at the lowest possible rate, is about the baldest example 
of attempted political rate-making that has yet been 
shown. It is, of course, within the power of Congress to 
instruct the Commission, its servant, to do anything with 
respect to rates that Congress wishes done. But the 
point is that these matters ought to be left to the rate- 
making body. The Commission, in the making of rates, 
ought not to be at the orders of a set of politicians— 
which is what members of Congress are—and the manip- 
ulation of the rate structuré ought not to depend on 
what these members of Congress think are the political 
exigencies of the day. If we have the Commission in- 
structed by Congress to make rates, on the theory that 
lower rates will help the farmers, there is no reason why, 
at some other time, it should not be instructed to lower 
rates on other commodities for the purpose of relieving 
the steel industry, or the coal industry, or the newspaper 
industry. 


In the first place, the proposed lowering of rates will. 
not be the help to the farmer that these half-baked econo- 
mists think it will; in the second place, it is a serious 
precedent for Congress to instruct the Commission what 
it shall do about any rates, except as to a policy with 
respect to the general level of rates. If we are to have 
a Commission to decide on such matters, let us permit 
the Commission to function, according to its knowledge 
and experience and not under the orders of the politicians 
in Congress, concerned with “playing” to their constitu- 
ents and laying plans for reelection. 





“PRO RAILROAD” SHIPPERS 

There has come to our attention a pamphlet entitled, 
“Will Prosperity Continue?” put out by the Peaslee- 
Gaulbert Company, of Louisville, and sent, it says, to 
about 25,000 of its customers, as well as to the railroads 
and senators and representatives in Congress. It is an 
appeal for a constructive attitude toward the railroads. 

We recently commented on something of this sort done 
by business men of Shreveport, La., as showing that it 
was unfair to say that advocates of adequate revenue for 
the railroads were “pro railroad” and that most broad- 
minded shippers were agreeing with the railroads at this 
time as to the need of a more or less liberal policy. Mr. 
J. H. Johnston, of Oklohoma City, whose communication 
on the subject was published in the April 5 Traffic World, 
discounted this by expounding his theory that there are, 
among shippers and communities, certain “railroad pets” 
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and that these may always be counted on to side with 
the railroads. We wait to hear from Mr. Johnston as to 
whether he will now add to his list of railroad pets this 
Louisville concern, or Louisville itself, and whether he 
has already added to his list the long array of organiza- 
tions, published on page 878 of the April 5 Traffic World, 
that have adopted “pro railroad” resolutions. 

The pamphlet put out by the Peaslee-Gaulbert Com- 
pany reads as follows: 


Do you, Mr. Citizen, appreciate the intimate relation that 
exists between you and the railroads that serve you and your 
community? Do you recognize the indispensable service the 
railroads perform, or do you merely accept them as a matter of 
fact or as minor incidentals in our economic scheme? We in- 
vite you to read what follows: 

What is the nature of our railroads? They are, agriculture 
excepted, the most vital single factor in the promotion and 
stability of our national and individual prosperity. Representing 
an investment of $20,000,000,000, giving direct employment to 
2,000,000 people, consuming great quantities of the country’s 
products, and doing a business of nearly $6,000,000,000 per year, 
no other industry can match the railroads as actual creators of 
industrial values and as stimulators of general business activity. 

What is the business of our railroads? To give service. Their 
sole purpose is to sell safe and efficient transportation at the 
lowest possible cost consistent with the work they perform, and 
to meet the natural obligation of compensating the owners of 
the properties. 

What has been their success? Time was when the railroads 
failed miserably to provide satisfactory service or to prosper. 
The high cost of operating, coupled with governmental restric- 
tions beyond managerial control, greatly reduced railroad in- 
come and impaired railroad credit resulting in virtual suspen- 
sion of needed facilities. Since the enactment of the Trans- 
portation Act in 1920, and particularly during the past year, 
they have largely recovered from the almost disastrous effects 
of government operation and are now efficiently handling the 
largest volume of traffic in history, reaching during the past 
few months the unprecedented heighth of over 1,000,000 cars 
per week. During the year they have established eight new rec- 
ords of service to the public which was performed in a satisfac- 
tory manner and without any -hardship on any class of people. 
In the past twelve months they have borrowed and spent over 
$1,000,000,000 in the rehabilitation of their properties. The 
return on their investment, while less than the fair amount 
provided by the Transportation Act, is higher now than at any 
time during the past seven years. 

Will their success continue? Yes, if they are let alone. You 
know that although railroad service is a public necessity, the 
railroad is a private industry, having been created, fostered, 
improved and is owned by private capital; simple justice de- 
mands that it should be permitted to make money for its owners 
just like any other private institution. There are some few, 
however, who deny this and claim that not only should there 
be no railroad dividends but that the railroads themselves should 
be owned and operated by the government. Their present 
methods of attack are to break down the railroad business by 
the imposition of further hampering legislation and the virtual 
junking of the Transportation Act. 

The Transportation Act is the railroad law of the land. It 
may not be ag but its imperfections have not been justly 
demonstrated. The railroads have accepted their responsibilities 
and duties under this Act, but there are likewise duties devolving 
upon the people to see that the railroads are given fair treatment 
and permitted to prosper. 

We are anxious to see them prosper. We are, of course, in- 
terested in having lower rates but we are just as much interested 
in the continued efficiency of the railroads and in seeing that 
they earn a sufficiently attractive return on their properties so 
that they may obtain capital to provide needed improvements as 
the growth of the nation demands. 

If you think the railroads should be given a rest from legis- 
lation and kept free from the imposition of theoretical nostrums; 
if you think they should be given a fair, American fighting 
chance, then use your influence to that end. Write to your 
Senators and Congressmen making it clear that you are talking 
straight business and that the substantial interests of the country 
are solidly opposed to any meddling with the railroads at this 
time. Tell them to let the Transportation Act alone until it has 
had an adequate test under normal conditions. 

This country is prosperous today and our railroads have un- 
doubtedly been a chief instrument in promoting that condition. 
We therefore inwardly rejoice that our material blessings include 
such a wonderful system of service as our railroads and we 
outwardly bespeak for them such measure of consideration as 
will give them a fair deal. 

The Paramount certainty is: The continued prosperity of the 
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nation is wholly dependent upon the adequacy of our railroad 

transportation, and the American business interests cannot hope 

to obtain any better character of transportation service than 

that which they may be willing to support and pay for. 
Therefore, the interest of our citizenship is plain. 


TRUNK LINE CLASS RATES 


The Trafic World Washington Bureau 


Absolute scrapping of the trunk line class rate structure, 
as the first move toward more rigid observance of the long and 
short haul part of the fourth section, is in prospect. Denial of 
permission to continue departures under the existing rates prob- 
ably will be made by the Commission, as a matter of course. 
Such an order would be its technical answer to the applications 
made by the trunk lines, in December, 1910, particularly Nos. 
1774 and 1625, te continue departures. 

Hearing was had on those and related applications, by Ex- 
aminer H. G. Cummings, on April 15. R. H. Collyer, chairman 
of the trunk line organization, made a general statement of the 
attitude of the trunk lines. One of the points in that statement 
was that the trunk lines observed the principle of the fourth 
section but that, under the class rates now in effect, it would 
be impossible to comply with a fourth section permission be- 
cause of the hundreds of relationships which had grown up and 
which could not be made to conform to any kind of a fourth 
section order possible for the Commission to issue. 

As a substitute for the existing class rate structure he sug- 
gested five six-class scales, for application in different parts of 
the trunk line territory, the quantum of the rates to be fixed 
according to the traffic density. But he did not offer the scales. 
Special Examiner Pitt, sitting with Examiner Cummings, sug- 
gested that the scales be not offered but that instead the mat- 
ter be handled by the issuance of an order denying all relief, 
with time enough allowed to enable the carriers to build a new 
foundation, upon which the Commission could base an order 
for relief. 

The suggestion that the matter be handled in that way was 
accepted by the carriers. They had no other course because it 
was taken for granted that Mr. Pitt’s suggestion had the ap- 
proval of the Commission, particularly because Director Hardie 
was also sitting with Examiner Cummings. 


Immediately thereafter arrangements were made for con- 
ferences between earriers and shippers with a view to the in- 
itiation of a general investigation concerning trunk line class 
rates, of a character similar to that which Commissioner East- 
man conducted in the southeast, with a view to the making of 
a class rate structure upon which relief might be granted. 

The relationships in the proposed scales would be the same 
as those in the Disque scale, used in Central Freight Associa- 
tion territory and in the Anderson scale, used in New England. 
The proposal, which was to have been submitted in connection 
with the fourth section: applications, also provides methods for 
the determination of the mileages and for the grouping of sta- 
tions and bases of mileages to be observed at New York, Phil- 
adelphia, Baltimore and Virginia cities. The main scale, to be 
used between points in trunk line territory, except where the 
application of other scales is provided for traffic to, from or 
within Virginia, or West Virginia and exclusive of those parts 
of the territory where rates are to be subject to the higher 
scales (Nos. 2, 3 and 4), begins with 30 cents for five miles 
or less, first class, provides a rate of 56 cents for 100 miles, 73 
cents for 200 miles, 83 cents for 300 miles, 98 cents for 400 
miles, 103 cents for 500 miles, 113 cents for 600 miles and runs 
out at 121 cents for 680 miles. 

Scale No. 2 begins with 33 cents for five miles or less; No. 
3 begins with 34 cents and No. 4 with 34.5 cents. No. 2 scale 
applies for distances up to 680 miles, while the other two run 
out at 300 miles. 

Mr. Collyer, the only witness at the first session on April 
15, who was stopped when he proposed suggesting the scales 
as part of the fourth section application record, in part said: 


The fuorth section, I believe, is designed to broaden the effect 
of competition, to prevent the unfair elimination of competitive car- 
riers, to prevent undue preference of localities and unjust discrimina- 
tion between persons and to procure a proper distribution of the 
burdens of transportation. The effect of competition is broadened 

the general provision that a rate between intermediate points 
may not be higher than between more distant points over the same 
line, in the same direction, unless permission for such departure 
from the act is obtained from the Interstate Commerce Commission. 

The necessity for providing for such relief for the carriers lies 
in the fact that the fourth section is a two-edged sword. While its 
aim is to protect and secure the effective competition at non-com- 
petitive points, its application may result in a reduction of com- 
petition at the competitive points if a carrier finds the price of 
such competition (i. e. its effect upon non-competitive rates) to 
be too great to warrant engaging in the competition. Moreover, 
since the railroads are not laid out on —_ lines, the competitive 
lines frequently bring into the area of competition, rates that are 
not in themselves competitive with the same carriers. Or, to put 
the matter another way, the rate fabric which must be adjusted 
to communities and carriers as they have grown is intricately in- 
volved in the applicantion of competitive rates where groups of 
stations are treated as one, and to preserve competition and an 
orderly arrangement of rates, there must be provision whereby com- 
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petitive points may be reached by diverse routes, without destroying 


the adjustment of rates to other competitive points that may be 
intermediate. 


Aside from these, the use of circuitous routes or the grouping 
of stations, which are conditions incident to the enlargement of 
competition, the normal rule in trunk line territory is to observe the 
principle of the fourth section rather than seek authority to avoid 
the principle. It follows that the carriers for whom I speak as to 
class rates under application No. 1774, come here with a clear record 
under the fourth section, at least to this extent: 

(1) They do not attempt any lower class rates applied from or 
to more cistant’ points than from or to intermediate points to give 
undue preference to the more distant points. 

(2) The weakening force of unreasonable competition is not used 
to drive water carriers or other railroads: to the wall by low class 


— at competitive points with high class rates at intermediate 
points. 


(3) Competitive shippers are given the benefit of just and rea- 
sonable rates, relatively and intrinsically whether the shipper is lo- 
cated at a competitive or at a local point. 


(4) The adjustment of rates is such that the total costs of trans- 


—e are equitably distributed among all the users of transporta- 
on. 


At a conference between representatives of shippers and 
carriers, held immediately after the Commission men had in- 
dicated that denial of fourth section relief would be the proper 
first step to take toward the construction of a proper founda- 
tion for fourth section relief in Official Classification territory, 
W. H. Chandler was appointed chairman of the shippers’ com- 
mittee. It was understood that he should call together repre. 
sentative interests in New England and Trunk Line territories 
to confer with railroad traffic managers to agree on the method 
of procedure in bringing before the Commission suggestions as 
to a rate adjustment within Trunk Line territory and between 
that territory on the one hand and New England and Central 
Freight association territories on the other. 

J. P. Haynes agreed to call a meeting of Central Freight 
Association territory interests to appoint representatives from 
that section. The conference had nothing to do with the 
merits, or lack of them, in the scales which the railroads 
proposed as a substitute for tHe class rates now in effect. It 
had to do only with methods and procedure. The idea was 
that the whole matter of scales would have to go before the 
Commission in a proceeding similar to that which Commissioner 
Eastman conducted in the southeast. It would not be like the 
cases in which scales for the Central Freight and New Eng- 
land lines were prepared, because the situation then existing and 
that now the facts are not similar. In the case of the Central 
Freight and New England lines, the scales had to be made 
up with a view to obtaining more revenue for lines that were 
only a step or two ahead of the sheriff. Such is not the 
condition of things in Trunk Line territory, nor was it the 
fact in the southeast. 

The scales proposed, it was further pointed out, have noth- 
ing to do with the suggestion of a ten class scale for Trunk 
Line territory made at about the end of the period of federal 
control. They are primarily to be used as a base for fourth 
section relief, which would preserve competition, and not as 
revenue producers. 


After the conference, the fourth section hearing was re- 
sumed, on applications by New England lines for which N. W. 
Hawkes was spokesman. The shippers, speaking through 
W.H. Chandler, endorsed the application of the carriers. They 
also put in testimony in favor of fourth section relief for the 
Canada-Atlantic Transit differential route from New York via 
New London and Depot Harbor. Mr. Chandler said the trunk 
lines, naturally, desired to carry traffic from New York and 
New England on the standard all-rail rates; that they had 
always opposed the differential ocean-rail-and-lake route through 
Canada. He said the route was of benefit both to New York 
and New England and that, at one time, after the divorce cf 
the lake lines from the trunk line owners, the’ boat line on 
the lakes maintained by the differential line was the only one 
on the lakes affording a regular service. He doubted whether 
New England, alone, would be able to furnish tonnage enough 
for the differential line to assure regularity of service on the 
lake part of the route from Depot Harbor. New York, he 
said, furnished the heavy tonnage needed to make up a proper 
cargo for the lake boats, while New England furnished the 
lighter package freight. 


I. Cc. C. AND BOARD APPROPRIATIONS 


The Senate has passed the independent offices appropria- 
tion bill without making any changes in the items for the Com- 
mission. This makes certain that the officials of the Commission 
who receive more than $7,500, such as the chief counsel and 
directors of the Commission’s bureaus, will continue to receive 
their usual salaries and not be reduced to $7,500 July 1 when 
the classification act becomes effective. 

The Senate approved the item for the Shipping Board and 
Fleet Corporation with provision that no officer or employe of 
either organization shall be paid a salary in excess of $11,000. 
except one at not to exceed $25,000 and six at not to exceed 
$18,000 each. Senator King attempted to have the appropriation 
for the Fleet Corporation reduced from $30,000,000 to $20,000,000 
but the amendment was rejected. 
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Current Topics 
in Washington 


The Ignorance of Congress.—Appalling ignorance on the part 
of men paid $7,500 a year and allowances to legislate for the 
American people is suggested by listening to or reading a report 
of the hearings on section 28, of the merchant marine law, 
held by the House committee on merchant marine and fish- 
eries. The patriotism of the men dealing with the lives and 


_ fortunes of their fellow citizens was undoubted, but patriotism, 


more than one of the dozens of well informed men attending 
the hearing must have believed, would be a poor substitute for 
a prosperous business taken from the protestants by the patri- 
otic congressmen. The men speaking for the Commission, the 
railroads, and the protesting shippers, seemingly, at all times, 
knew the answer to questions propounded by either the Shipping 
Board men or members of the committee—or, at least, they 
knew where the information could be had if they did not have 
it at the ends of their tongues. That fact, however it is sug- 
gested, need not have caused any surprise. The men who spoke 
for the shippers, the railroads, and the Commission make their 
living by dealing with the problems under consideration. The 
congressmen, even if their constituents keep sending them back 
term after term, do not spend as much as three days 
a year considering even the fringes of the problems. But, the 
pity, it seems, is that there is no kind of organization in Con- 
gress that compels the rank and file, before undertaking lJegis- 
lation, to get down to hard pan on the subject in hand. it was 
obvious, throughout the hearing, that no one had given the 
subject any real thought in relation to rates by rail. The funda- 
mental assumption in the section was that the railroads gave 
“preferential” rates for export stuff. At the time the act was 
. passed there was no ground for the assumption, because the 
Railroad Administration had put New York export and domestic 
‘rates on the same level. All other export rates were made 
«merely to give other ports opportunity to do export business 
in competition with New York. It was not until the slump at 
‘the end of 1920, which continued into 1921 for four or five 
-tmonths, that “preferential”, railroad rates were provided for a 
limited. list of commodities,.as a method for reviving foreign 
trade. Another assumption..was that the Commission. could re- 
quire the granting of preferential rates. As a matter of fact, the 
Commission can preserve the reasonable maximum or reason- 
able minimum rate, but not say that the rate so prescribed shall 
be applicable only on export traffic, going out by way of a par- 
ticular kind of ship or a particular line, or a particular nation- 
ality of ship. The fact that a rate may not be so limited was 
pointed out by Chairman Hall. None of the things said herein 
go to the merits of the theory of section 28. The shippers who 
protested against its application all said they were in favor of 
the development of an American merchant marine. They con- 
tended, however, that the cost of developing, or the effort io 
develop, resulting from the enforcement of section 28, would fall 
too heavily on them. They added that their strong competitors, 
with ships of their own, would not have to bear any of the cost 
imposed by the section. Therefore, they brought in that fact 
as an additional reason for a postponement for the section until 
there was certainty that the “facilities” under the American 
flag would be adequate. 





Crooked for the Government.—lIt is believed that the average 
American, if he could be as fully informed of the crookedness 
of government officials in favor of the government as of crook- 
edness against it, would reach the conclusion that the crooked- 
hess of the two kinds about offset each other. The suits, actual 
and prospective, for the recovery of oil lands from the Union 
Pacific in Colorado and from the Standard of California in Naval 
Reserve No. 1, involve lands granted by the federal government, 
as much as seventy years ago, for school and railroad purposes, 
and sold or otherwise alienated to purchasers in good faith, 
and sold by them long before oil was found. In one case, a 
government division chief testified that his instructions were to 
allow development work to go on without interference and then 
to get busy for recovery, if oil or some other kind of mineral were 
found. The courts, time and again, have decided against the 
government in such cases, but that does not stop the beginning 
of new ones. The government, apparently, is always “after’ 
the man who has made two blades of grass grow where there 
had been only one before. 





Forcing History to Repeat—Cold, fishy-eyed political observ- 
ers, whose experience tells them there is as much “bunk” in 
One political party as in another, and who believe the primary 
System tends to increase the percentage, wonder whether Gif- 
frd Pinchot, Hiram Johnson, Frank Vanderlip and Francis J. 
Heney believe they can achieve what Theodore Roosevelt failed 
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to accomplish in 1912, or whether they are determined, because 
they know they cannot achieve it, to assure the defeat of Presi- 
dent Coolidge. Apparently, they are trying to force history to 
repeat itself and again demonstrate that, in a ballot fight, two 
men on the same side cannot defeat one on the other. The 
common thought in Washington is that they are determined to 
make an effort to discredit Coolidge by means of covert attacks 
on every man selected by Harding, Mellon now being the object 
of their attack: The nature of the attack to be made on 
Mellon has been known for months. Francis J. Heney was the 
favorite Roosevelt prosecutor. Roosevelt threw thousands of 
dollars in fees to him. He was paid much more for doing a 
part of the attorney-general’s work than the attorney-general. 
Senator Couzens undertook to hire him to be the prosecutor »f 
Secretary Mellon and pay him out of his own pocket. As the 
aforementioned fishy-eyed observers see it, Couzens is smarting 
under the whacks received from Mellon in their correspondence 
about Couzens’ transfer of some of his wealth from factories to 
tax exempt bonds. Now the American people are to pay for the 
salve for his wounds through the neglect of legislation, while 
the Couzens committee “investigates” Mellon’s internal revenue 
administration, all the facts concerning which, it is asserted, 
were printed two years ago. The only part of that expense not 
to be borne by the people whose legislative business is being 
neglected is the salary of Mr. Heney, which the Michigan sen- 
ator proposed paying, but which, President Coolidge pointed out, 
would be contrary to the statute, which says that the United 
States shall pay the salaries of men who work for it, the theory 
of the law being that when someone does something in the name 
of the United States he shall do it in the interest of the public 
and not in the interest of a citizen who may have an ax to 
grind. Nearly all the things proposed by Johnson, Pinchoi, 
Brookhart and others, believe those who think they know some- 
thing about politics, tends to divide the party supposed to be 
behind the President. Naturally the members of the other party . 
are glad to help Hiram and Magnus Johnson, Pinchot, Brookhart 
and Heney make history repeat the story of 1912. They will 
be stepping high, wide and handsome if they can only keep 
the Senate doing grand jury work while being paid for doing 
something else. 





Recovery of Excess Earnings.—Officials of the Commiésion 
directly in charge of administration of the recapture provisions 
of section 15-a, of the interstate commerce act, do not anticipate 
that any class I carriers will fail to comply with the Commis- 
sion’s order requiring carriers to file reports by May 1 showing 
whether or not they had excess earnings in 1923 on the basis 
of a valuation of their properties computed by themselves. None 
of the orders relating to previous periods since the section be- 
came effective has been disregarded with respect to the filing 
of returns, although some carriers, prior to the decision of the 
Supreme Court holding valid the recapture clause, declined to 
make payments. 

Although it is expected that carriers will comply with the 
Commission’s order and file their reports, it would not cause 
surprise in Commission circles if certain carriers whose reports 
showed that an excess was earned should refuse to pay the 
excess pending fixing of final values on their properties by 
the Commission. It is believed that some carriers will take the 
position that they cannot be required’ to pay until the Commis- 
sion has fixed the value on which the excess is computed. When 
that value has been fixed, it is also expected that carriers will 
attack the valuation so made and thus hold up any payment 
of excess earnings. 

It is understood to be the view of some railroad officials, 
however, that, if they have an excess on a value computed by 
themselves, they will not gain anything by declining to pay until 
the Commission has fixed the value, because the assumption is 
that the Commission is more likely to cut down the values 
fixed by the carriers themselves so that the amount of excess to 
be paid will not be diminished. The order of the Commission 
requiring 6 per cent interest on excess payments that are de- 
linquent also will have the effect, it is believed, of making 
carriers pay up to the amount of the excess they admit they 
have earned -on valuations fixed by themselves. . 





Scrubbing Helium and Making It Work Again.—The war to 
end war may have accomplished its one great aim, but, if so, 
the Navy Department has not been convinced of the fact. It 
has discovered that its plans and plant for scrubbing helium 
gas work with smoothness and efficiency. It has just completed 
a laundering of the gas that has been in use in the Shenandoah 
for more than a year. The process has had such a good effect 
on the gas that its lifting power has been increased more than 
two tons. It is now cleaner than when put into that most cele- 
brated of Zeppelins. The lifting power has been increased 4.8 
per cent, according to the navy’s bulletin on the subject. Its 
purity now is almost equal to that of a certain kind of soap, 
being 98.4 per cent. The most interesting fact, however, is that, 
apparently, it will be possible to scrub the gas an unlimited 
number of times without detriment or without appreciable loss. 
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If that is the final outcome of the experiment, helium, from 
being the most expensive gas, will become the cheapest, in the 
long run. It is non-combustible, so the weakness which char- 
acterized the Zeppelins while they were in the possession of 
their inventors and builders, has been eliminated. Shell fire 
and lightning may destroy them, but their destruction will not 
be aided by the explosion of hydrogen gas, which always char- 
acterized every major accident to one of them before the United 
States filled one of them with the non-explosive gas obtained 
by scrubbing the natural gas found in north Texas and taken 
out of it at a plant at Fort Worth. The United States alone 
has helium gas in appreciable quantities. If the rigid dirigible 
ever becomes a great factor in war, it is believed it will become 
so because the United States supplied the gas, which, although 
its initial cost is enormous, running to dollars per cubic foot, 
removed the fire hazard. A. EB. H. 


SUSPENDED TARIFFS 


In I. and S. No. 2091, the Commission has suspended from 
April 14, until August 12, schedules as published in The Duluth, 
South Shore & Atlantic, I. C. C. No. 3394, and Minneapolis, St. 
Paul & Sault Ste. Marie, I. C. C. No. 5840. The suspended sched- 
ules propose to cancel commodity rates on carbide of calcium, 
carloads, from Sault Ste. Marie, Mich., to Bessemer, Birming- 
ham, Pnsley and Fairfield, Ala., Chattanooga, Tenn., leaving 
higher combination rates applicable. It is also proposed to 
eliminate various lines as participating carriers in this traffic. 
The following is illustrative of the changes proposed: 


From Sault Ste. Marie, Mich. 

To Present Proposed 
Birmingham, Ala. ....cccececcccsecccccscesseccseeces 7 901% 
Chattanooga, Tenn, ..ccccscccsccscecccccsesscesesess 74 85% 


In I. and S. No. 2090, the Commission has suspended from 
April 12 and 19, until August 10, schedules as published in New 
Orleans, Texas & Mexico I. C. C. No, A-761 and I. C. C. No. A-764. 
The suspended schedules propose to change the routing on rice 
and rice products and strawboard, carloads, originating at points 
in Texas on the Gulf Coast lines destined to Port Newark, N. J., 
and Atlantic Seaboard points in connection with the Trans- 
marine Corporation. At present this traffic is routed via rail 
lines to Port Arthur, Tex., in care of the Transmarine Corpora- 
tion, and it is proposed to change the routing to apply via rail 
lines to Beaumont, Tex., in care of the Transmarine Corpora- 
tion. It is understood through service via Beaumont will not 
be inaugurated before May 1, 1924. ; 

In I. and S. No. 2095, the Commission has suspended from 
April 16, until August 14, schedules as published in supplement 
No. 10 to Speiden’s I. C. C. No. 705 and supplements Nos. 13 
and 14 to Speiden’s I. C. C. No. 706. The suspended schedules 
propose to assess an estimated weight of 1,000 pounds for each 
horse or mule, in lieu of the actual weight where actual weights 
are not furnished by the shipper or consignee, on carload ship- 
ments between points in Southeastern and Mississippi Valley 
territories, subject to estabished graduated carload minima 
based on size of the car used, which proposal will result in in- 
creases in the existing rates. 

In I, and S. No. 2094 the Commission has suspended from 
April 15 until August 13 schedules as published in supplements 
Nos. 4, 5 and 6 to Boyd’s I. C. C. No. A-1444. The suspended 
schedules propose to increase the rates and carload minimum 
weight on cotton batting in the Western Trunk Line Territory. 
The following examples illustrate the proposed changes: From 
St. Louis, Mo., to Kansas City, Mo. 


Rate in cents per 100 pounds. Carload Minimum Weight 
Presen Proposed Present Proposed 
*10,000 Ibs. 710,000 Ibs 


1 *10,000 lbs. ftany quantity 
*Cotton batting unrestricted. 
tApplicable only on cotton batting in bales not machine pressed. 
tCotton batting in boxes, crates or cartons. 


PETITIONS FOR REHEARING, ETC, 


The defendants in No. 13514, Blackshear Manufacturing 
Company,vs. A. C. L. R. R. et al., have petitioned the Com- 
mission for a rehearing. This case deals with fertilizer rates 
from Blackshear, Ga., to points in the state of Florida. 

The defendants in No. 13365, Roquemore Gravel Company 
vs. Atlanta & West Point R. R. et al., have petitioned the Com- 
mission to grant a rehearing. 

The defendant carriers in Nos. 15151, Oklahoma Portland 
Cement Company et al. vs. D. & R. G. W. Ry. et al., and 15427, 
Iola Cement Mills Traffic Assn. et al. vs. Abilene & Southern 
Ry., have petitioned the Commission for further hearing prior 
to the preparation and service of the examiner’s proposed re- 
port therein. 

The respondent in No. 12969, division received by the Brim- 
stone Railroad & Canal Company, has asked the Commission 
for a rehearing and for the suspension of its order of March 10. 

The Director-General has petitioned the Commission for 
further consideration of Docket No. 13658, C. B. Westrope et al. 
vs. Director-General. 
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The complainant in No. 14299, Worth Steel Company vs 
Director-General, has asked the Commission for reconsideration. 
reargument or rehearing therein. ? 

The Western Paper Makers Chemical Company and other 
similar interests have filed a petition with the Commission 
asking for the vacation of the Commission’s order, reconsidera- 
tion and reargument in I. and S. Docket No. 1900, In the matter 
of increased rates on Naval Stores from southern producing 
points to Ohio River crossings and C. F. A. territory. 

The Missouri Pacific Railroad Company and St. Louis-San 
Francisco Railway Company have asked the Commission to 
modify its order in No. 13915, E. L. Palmer vs. Mo. Pac. R. R. 
et al., so as to permit them to publish the prescribed rates on 
short notice. 

The Procter & Gamble Company, in connection with several] 
other similar interests, has asked the Commission to grant fur- 
ther consideration and reargument in I. and S. No. 1900, naval 
stores from southern points. 

The complainant in No. 14704, Jackson Paper Company vs, 
A. & V. Ry. et al., has petitioned the Commission to grant a 
rehearing therein. ‘ 

The defendants in No. 13418, Houston Cotton Exchange and 
Board of Trade et al. vs. Arcade & Attica R. R. Corp. et al., 
have asked for a rehearing. 

The complainant in No. 13402, American Dyewood Company 
vs. A.C. L. R. R. et al., has filed a petition with the Commission 
asking for further consideration or rehearing of its proceeding. 


GUARANTY AND DEFICIT CERTIFICATES 


The Commission has certified to the Secretary of the 
Treasury that the Minneapolis & St. Louis has been over- 
paid to the extent of $292,022.23 under section 209 (guaranty) 
of the transportation act. It found that the total due the 
carrier was $2,347,977.77, but that advance payments had 
resulted in the overpayment. 

The Norfolk & Portsmouth Belt Line was overpaid 
$3,555.69 under section 209, the total due having been found 
to be $26,444.31. The Missouri & North Arkansas was over- 
paid $41,375.46 under the section 209, the total due having 
been found to be $308,124.54. An overpayment of $9,650.04 
was made to the Peoria Railway Terminal Company, the 
total due having been found to be $77,349.96. 

The Commission has certified the following final pay- 
ments under section 209: Atlantic, Waycross & Northern, 
$575.79; Arizona & New Mexico, $13,191.39; Missouri South- 
wa Campbells Creek, $3,560.52; Copper Range, 

The following amounts have been certified under section 
204 {reimbursement of deficits); White River, $1,329;31; 
owes government, $304.78; Keeseville Ausable Chasm & Lake 
Champlain, $3,899.52; owes government, $7,736.92; Wyoming, 
$12,455.45; owes government, $13,275,89; Arizona & New Mex- 
ico, $86,742.77; Trinity Valley & Northern, $5,085.79; owes gov- 
ernment, $65.28; Prescott & Northwestern, $7,496.50. 


FINANCE APPLICATIONS 

The Long Island Railroad Company has applied to the Com- 
mission for authority to issue $1,875,000 of 5 per cent equipment 
certificates, the proceeds to be used in acquiring locomotives 
and passenger cars. 

Application has been made by the Pennsylvania for authority 
to procure the issuance of $20,100,000 of its general equipment 
trust 5 per cent certificates, and the sale thereof, for the pur- 
chase of 8,000 box cars, 3,000 automobile cars, and 1,000 double- 
decked stock cars, all at an estimated cost of $25,325,190. Kuhn, 
Loeb & Co., the applicant said, had agreed to subscribe and pay 
for the entire amount at 97.56 per cent of par and accrued 
dividends, approximately a 5.4 basis. 

The Tennessee, Alabama & Georgia has applied for authority 
to issue a lease contract and notes aggregating $21,000, at 6 per 
cent, the proceeds to be used in acquiring a locomotive from the 
Baldwin Locomotive Works. 

The Alabama & Vicksburg has applied to the Commis- 
sion for authority “to create” first mortgage bonds amounting 
to $6,000,000, to issue $2,100,000 to retire 6 per cent notes 
due April 1, to issue bonds to replace $2,218,000 of bonds de- 
posited as collateral for the 6 per cent notes, and to sell 
$400,000 of the bonds to reimburse the treasury for expen- 
ditures made on capital account, and not hitherto capitalized. 

The Asherton & Gulf Railway Company has applied to the 
Commission for authority to issue $250,000 of bonds and to de- 
crease the authorized stock of the company from $300,000 to 
$75,000. 

The Southern Pacific has applied for authority to abandon 
6.21 miles of track in the city of Los Angeles, Calif. 

The International-Great Northern has applied for authority to 
sell or pledge $1,809,000 of first mortgage 30-year 6 per cent 
gold bonds to reimburse its treasury for expenditures, and io 
sell the bonds at not less than 90 or to pledge them for short 
term notes. 
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SWITCHING RATE DIVISIONS 


In a report on No. 11636, St. Louis-San Francisco vs. North- 


ern Alabama et al., opinion No. 9292, 88 I. C. C., 107-110, writ- © 


ten by Commissioner McChord, the Commission said that on 
the record made the Commission could not determine what 
would be reasonable and equitable divisions out of joint rail- 
and-water rates accorded the complainant on coal from points 
on the lines of the Northern Alabama and Southern Railway to 
Mobile, New Orleans and other interstate destinations for the 
service of switching by the Frisco from the rail line to the 
barge line of the Mississippi-Warrior River Section of the divi- 
sion of inland waterways near Cordova, Ala. It held the case 
open for ninety days for conferences between the parties with 
a view to the composition of the disagreement between the car- 
riers, without a formal order from the Commission. The com- 
plaint alleged the division of $2.50 per car was unjust, unrea- 
sonable, inequitable and prejudicial. It asserted that a reason- 
able and equitable division would not be less than $5.00 per 
car, The service of transporting coal cars between interchange 
track of the Southern and the coal tipple of the barge line is 
performed by a Frisco switching crew which operates between 
Dora, Ala., and Jasper, Ala., a distance of 13.4 miles. The crew 
makes One round trip daily and performs switching service for 
mines and industries at towns between Dora and Jasper. Cor- 
dova, the point of contact between the barge line and the rail 
lines is included in this switching service. The Frisco sub: 
mitted cost figures to determine the actual cost of performing 
the intermediate switching service at Cordova. The Commis- 
sion rejected them, saying they afforded no basis for determin- 
ing the cost. 


IRON PIPE RATE REVISION 


A revision of rates on iron, pipe from points in Kansas io 
Oklahoma has been ordered not later than June 28, in No. 11084, 
Prairie Pipe Line Company vs. Director-General, St. Louis-San 
Francisco Ry. et al., and parts of fourth section applications 
Nos. 630 and 799, opinion No. 9305, 88 I. C. C. 167-76. The Com- 
mission found the carload rates on iron pipe from Piedmont, 
Latham, Haverhill, New Albany, Lazarus, Neodesha, Fall River 
and Fredonia on the Frisco; Fiat, on the Santa Fe, and To- 
wanda, on the Missouri Pacific, to Terlton on the Frisco; Rrum- 
right, Oilton and Owen on the Santa Fe, and Osage, Hominy, 
Cleveland and Indian on the Katy, are, and for the future will 
be, unreasonable to the extent they exceed the rates contem- 
poraneously maintained on like traffic for like distances from 
St. Louis and Kansas City to destinations in Arkansas, distances 
to be computed in the same manner as prescribed in Memphis- 
Southwestern Investigation, 77 I. C. C. 473. 

A further finding of the Commission was that all the ap- 
Dlicable rates were unreasonable in the reparation period to 
the extent they exceeded those which would have resulted from 
the application of the pipe scale, subject to a joint line dif- 
ferential of 4 cents, using the same method for determining 
distances as indicated in the preceding sentence; and that rates 
applieable to Terlton from points on the Frisco were further un- 
Teasonable to the extent they exceeded 89 cents on shipments 
that moved via Enid and 40 cents via Tulsa. 

Establishment of rates in accordance with this method, the 
Commission said, would result in fourth section departure. 
Therefore, it authorized such departures in fourth section order 
No. 8882. Commissioner Campbell dissented from that part of 
the report pertaining to the fourth section departure. 


CHARGES NOT JUSTIFIED 


In a mimeographed report on No. 12158, Frye & Company vs. 
Great Northern et al. and sub-number thereunder, Swift & Co. 
vs. Great Northern, et al., the Commission made a finding of 
unreasonableness and entered an award of reparation as to the 
imposition of charges provided in Rule 240(A) of perishable 
Protective Tariff No. 1, Fairbanks’ I. C. C. No. 6, in addition to 
the applicable freight rates, on fresh meats and packing house 
Products, initially iced by the consignor and delivered to the 
carrier with instructions not to re-ice in transit, from points 
in Washington, Oregon, California and Nevada to interstate des- 


tinations. In bringing its report on the case to a conclusion the 
Commission said: 





bunefendants have, in our judgment, clearly failed to sustain the 
en of proof which was upon them to justify the increased 
charges resulting from the application of special rule 240 (A). 

We find that the applicable freight rates on fresh meats and 
tacking -house products, initially iced by the consignor and delivered 
ie the carrier with instructions not to re-ice in transit, from points 

the states of Washington, Oregon, California and Nevada to in- 
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terstate destinations, include provision for the incidental service 
covered by special rule 240 (A) of Perishable Protective Tariff No. 
1,. and. that the imposition of charges for such incidental service 
in addition to the freight rates has resulted and for the future will 
result in total charges that are unjust and unreasonable. Frye & 
Company, Swift & Company, Western Meat Company and Nevada 
=, Company have not id the additional charges contem- 
plated by special rule 240 (A), and defendants should waive their 
collection. Armour & Company have shown that they paid and bore 
such charges on certain shipments made from Spokane, Wash., have 
been damaged thereby, and are entitled to reparation, with interest. 
The collection of any charges under this rule remaining unpaid by 
Armour & Company should be waived by defendants. This complain- 
ant should comply with rule V of the Rules of Practice. 


The Commission ordered the carriers to revise their tariffs, 
not later than June 20, in accordance with the criteria laid down 
in the cease and desist part of the order, as follows: 


It is ordered, That the above-named, defendants, according as 
they participate in the transportation, be, and they are hereby, noti- 
fied and required to cease and desist, on or before June 20, 1924, and 
thereafter to abstain from publishing, demanding, or collecting, in 
connection with the transportation of fresh meats and packing-house 
products, in carloads, from points in the states of California, Ne- 
vada, Oregon and Washington to interstate destinations as set forth 
in Perishable Protective Tariff No. 1, J. E. Fairbanks’ I, C. C, No. 
6, and subsequent issues thereof, under shippers’ instructions ‘Do 
not re-ice,”’ an additional charge of $5 per car if the journey is con- 
fined within the limits of a single origin group, $7.50 if it is con- 
fined within the limits of two origin groups, and in all other cases 
20 per cent of the stated refrigeration charge which would otherwise 
be applicable, as provided in rule 240, paragraph (A), of the afore- 
said tariff, or subsequent issues thereof, or any other or different 
“additional’’ charge or charges. 


DIRECTOR-GENERAL MUST PAY 


The failure of the Director-General to designate the Soo 
Line as a livestock carrying road from South St. Paul, Minn., 
to Chicago and the non-publication of joint rates over other lines 
on cattle from Calgary, Okotoks and Cayley, Alta., Canada, to 
Chicago, the Commission in a report on No, 13965, Chicago Live- 
stock Exchange vs. Director-General et al., opinion No, 9314, 88 
I. C. C., 202-4, said was an unreasonable practice. 

It awarded reparation for the difference between the non- 
applied joint rates and the combinations which the shipper 
had to pay from South St. Paul to Chicago, 

Joint rates of 89.5, 92 and 93 cents were maintained from the 
Canadian points of origin to Chicago over the Canadian Pacific 
to North Portal, Saskatchewan, thence over the Soo Line. No 
joint rates to Chicago were in effect over those lines to South 
St. Paul and the Milwaukee, or the Omaha or the North Western 
beyond, The higher combinations of 98.5, $1.01 and $1.02 were 
charged and in addition the shipper was assessed terminal 
charges at South St. Paul, amounting to $116. These additional 
charges, the Commission said, would not have accrued if the 
defendant had designated the Soo Line as a stock carrying road 
so that shipments could have been routed through Chicago over 
that line. 

The Director-General offered no explanation, the Commission 
said, for his failure to name the Soo Line as a stock carrying 
road, nor as there any justification shown for selecting certain 
lines as stock carrying roads to the exclusion of other available 
routes, including that of the Soo Line. The shipments were 
routed to South St. Paul over the Canadian Pacific and the Soo 
Line, over which lines the joint rates to Chicago were main- 
tained. The Commission said the Director-General’s failure to 
name the Soo Line‘and non-publication of joint rates over the 
other lines, the same as those maintained over the Soo Line, 
had not been justified and were unreasonable. 

The Director-General, the Commission said, questioned its 
jurisdiction over the movement from the points of origin in 
Canada to South St. Paul. It said that although the shipments 
originated in an adjacent foreign country, the practice found 
unreasonable resulted from the defendants’ acts respecting traffic 
and lines within the United States for which he was solely 
responsible. 

Because of the failure of the United States lines to return 
empty shipments promptly, the Canadian Pacific, the Commis- 
sion said, refused to accept shipments of cattle from points in 
the United States off its lines or lines controlled by it. The 
cattle, therefore, had to move from South St. Paul over lines not 
controlled by the Canadian Pacific on combination rates higher 
than the joint rates over the Canadian Pacific and Soo Lines. 
In addition, the shipper had to pay for the transfer of the cattle 


= Canadian Pacific equipment to the cars of the delivering 
lines. 





RIGHT TO REPARATION 


In a mimeographed report, on further hearing, in No. 11820, 
Missouri Portland Cement Company vs. Director-General, the 
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Commission has affirmed its original report, 64 I. C. C. 243, 
which was that the complainant was entitled to reparation on 
account of unreasonable charges for switching sand from its 
plant in Memphis on the Illinois Central to points on the initial 
road-haul lines, between June 25 and November 19, 1918. The 
Commission awarded reparation amounting to $5,734. 

The case was reopened with a view to finding whether the 
complainant bore the charges. On the rehearing it was shown 
that the complainant consigned 607 of the 678 cars to itself 
or sold them f. o. b. destination. The Commission said that 
clearly the complainant was entitled to reparation on those 
cars. On the other 71 cars the Commission said the complain- 
ant paid the charges, but, by later invoices, collected the money 
from the consignees. It contended that, as between itself and 
the Director-General it paid and bore the charges; that it was 
a proper party to bring the proceeding and that the Director- 
General was not entitled to retain any of the charges in excess 
of the amount found reasonable; and that, since the statute 
of limitations had run against the consignees refusal now to 
award reparation would deprive the consignees of any right 
or opportunity to effect a recovery. 

The opinion was written by Commissioner Eastman, with 
Chairman Halls, Commissioners Esch, Lewis and Cox dissent- 
ing. The chairman wrote his views at length on the subject. 
The majority and the minority came to opposite conclusions 
as to the meaning of the Supreme Court’s decision in the Dar- 
nell-Taenzer case. They discussed the subject at length. The 
care they gave to their reports and the fact that the Director- 
General is opposing the payment of reparation except in clear 
cases, suggests that the case may go to the Supreme Court of 
the United States and form the ground for another opinion on 
the vexed subject. After reviewing what the Commission used 
to hold as to reparation before the Darnell-Taenzer case, Mr. 
Eastman said: 


The decision of the Supreme Court in Southern Pacific vs. Dar- 
nell-Taenzer Co., 245 U. S., 531, however, has led us to re-examine 
this question and consider whether or not we are, as a matter of 
law, required to confine awards of reparation to parties who actually 
bore the charges as such. In order to avoid misunderstanding, it 
should be stated that the facts in that case were not parallel with 
those by which we are here confronted, and the issue, although 
similar, was not the same. It is the reasoning which the court 
employed in reaching its conclusion which is of significance and 
importance in the present proceeding. Briefly the case arose out of 
our decision in Burgess vs. Trans-continental Freight Bureau, 13 
I. C. C., 668. We there found that the rate charged on hardwood 
from eastern points of production to the Pacific coast had been un- 
reasonable and awarded reparation. Complainants were the consign- 
ors of the lumber and it appeared that they had sold f. o. b. destina- 
tion. The consignees paid the freight charges on delivery and de- 
ducted those charges in making settlement with the shipper for 
the lumber, Complainants, therefore, actually bore the freight 
charges as such, as we have used that expression, unlike complain- 
ants here in the case of the 71 carloads above mentioned. 

Defendants in the Burgess case above cited urged that although 
complainants had paid and borne the ages charges as such, they 
had not been injured, inasmuch as they had passed those charges 
on to the consumer in the price for their lumber. Quoting from our 
decision, on page 679: 

“This case shows that hardwood lumber has moved to the 
Pacific coast in larger quantities since the rate was advanced in 
1904 than it did previously. The use of hardwood upon the Pacific 
coast has very much increased. Importations from foreign coun- 
tries have been greater and shipments from the east have also grown. 
The amount of lumber sent west from these points of origin is in- 
significant in comparison with the total amount handled, and the 
price is but little influenced by the market upon the Pacific coast. 
The dealer in Wisconsin or at Memphis has charged substantially the 
same price whether his sales were in the east or for export or for 
shipment to California, and this means, of course, that the advance 
in the freight rate has been added to the price paid by the consumer.” 

It was to this issue that the Supreme Court addressed itself. The 
provisions of law involved were these: Section 8 of the interstate 
commerce act, in so far as pertinent, reads as follows: 

“That in case any common carrier * * * shall do * * * any act, 
matter, or thing in this act prohibited or declared to be unlawful, 
* * * such common carrier shall be liable to the person or persons 
injured thereby for the full amount of damages sustained * * *,’’ 

And paragraph (1) of section 16 reads: 

“That if, after hearing on a complaint * * *, the Commission 
shall determine that any party complainant is entitled to an award of 
damages under the provisions of this act for a violation thereof, the 
Commission shall make an order directing the carrier to pay to the 
<r the sum to which he is entitled on or before a day 
named.” : 

The conclusions of the court may be sufficiently indicated by the 
following passages from the opinion, pages 533-5: 

“The only question before us is that at which we have hinted: 
whether the fact that the plaintiffs were able to pass on the damage 
that they sustained in the first instance by paying the unreasonable 
charge, and to collect that amount from the purchasers, prevents 
their recovering the overpayment from the carriers. The answer is 
not difficult. The general tendency of the law, in regard to damages 
at least, is not to go beyond the first step. As it does not attribute 
remote consequences to a defendant so it holds him liable if proxi- 
mately the plaintiff has suffered a loss. The plaintiffs suffered losses 
to the amount of the verdict when they paid. Their claim accrued at 
once in the theory of the law and it does not inquire into later 
events. * * * If it be said that the whole transaction is one from 
a business point of view, it is enough to =, that the unity in 
this case is not sufficient to entitle the purchaser to recover, any 
more than the ultimate consumer who in turn paid an increased price. 
He has no privity with the carrier. * * * 

“The cases like Pennsylvania R. R. Co. vs. International Coal 
Mining Co., 230 U. S., 184, where a party that has paid the reason- 
able rate sues upon a discrimination because some other has paid 
less, are not like the present. There the damage depends upon re- 
moter considerations. But here the plaintiffs have paid cash out 
of pocket that should not have been required of them, and there is 
no question as to the amount of the proximate loss.”’ 
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As aforesaid, this Darnell-Taenzer case is not on all fours with 
the one now before us. There the consignors were the plaintiffs, 
but the consignees paid the freight a in the first instance ang 
deducted them from the invoice price for the lumber. Here also, 
the consignor is the complainant, but it paid the freight charges 
in the first instance and subsequently collected_them by separate 
invoices from the consignees. But the Supreme Court has said that 
the “general tendency of the law, in regard to damages at least, js 
not to go beyond the first step,” that ‘“‘plaintiffs suffered losses to 
the amount of the verdict when they paid,” and that “their claim 
accrued at once in the theory of the law and it does not inquire into 
later events.” Recognizing that these remarks were directed to 
an issue which was not identical with the one here presented, aj. 
though similar, it becomes necessary to consider the essential reason. 
ing of these conclusions and its application to the facts of this cage, 

Two things are clear. One is that the fact that complainant guyf- 
fered no ultimate damage is not of controlling importance. In the 
Darnell-Taenzer case plaintiffs transferred the damage to the con- 
sumer through the selling price of the lumber. Here complainant 
transferred it to the consignees through separate invoices, and 
doubtless it finally reached the consumer. As the Supreme Court 
states in the Darnell-Taenzer case, ‘‘Probably in the end the public 
pays the damage in most cases of compensated torts.” The court 
has made proximate rather than ultimate damage the test, and has 
said that proximately the losses accrue when the charges are paid, 
The question, then, is whether in this case complainant “paid” the 
charges within the meaning of the court. This leads directly to the 
second point which is clear, and that is that the consignees from 
whom complainant collected the charges by separate invoices paid 
the charges and could have maintained an action for recovery, for 
in the Darnell-Taenzer case the charges were paid by the plaintiffs 
in a similar manner. That is to say, payment was not direct to 
the railroad but through a third party. Conceding that here the 
consignees bore and “paid’’ the freight charges as such, did the com- 
plainant also a within the meaning of the court? 

It appears that, to be entitled to recover, a party must have 
“privity with the carrier.’””’ Undoubtedly there was here privity of 
contract between complainant and defendant. It was complainant, 
as consignor, that contracted with defendant for the carriage of the 
sand, and defendant could have held complainant responsible if the 
charges had not been paid. As was said in Portland Flouring Mills 
Co. vs. British & F, M. Ins. Co., 130 Fed., 860: 

“The rule is that the consignor is the party primarily liable for 
the payment of the freight, and this rule is enforced, independent 
of the question whether the consignor is the owner, and regardless 
of the question whether the payment of freight is secured by a lien 
on the cargo, because the consignor is the party for whonr the 
service is performed.” 

But, as we have indicated above, there may also be privity be- 
tween the carrier and the consignee, if the latter actually bears 
the freight charges as such. Consideration of how such privity arises 
will, we think, throw light upon the question at issue. Where the 
consignor contracts with the railroad for the movement of the goods 
but sells the goods f. o. b. point of. origin and collects the freight 
charges from the consignee, it is clear that the consignor is acting 
as an agent and that the consignee is the undisclosed principal in 
the transaction. Cases ew be cited, but it will hardly be questioned 
that this is the nature of their relationship. Moreover, ‘the right of 
pnp ne 4 to sue bi — tee name, a ag the ae is undisclosed 
and makes no: objection, is recognized. uotin, rom Rulin 
Law, Vol. 21, page 902. ae oe 
.,. rhe right of an agent to sue on a contract which he has entered 
into in his own name without disclosing his agency, if the principal 
makes no objection, seems to have met with universal recognition. 
Accordingly, a person who, having in charge, as agent, the goods of 
another, makes with a common carrier a contract to ship such goods, 
in which the agency is not disclosed, may maintain action in his own 
name for breach of such contract.” 

In this case not only did the consignees, the undisclosed prin- 
cipals, make no objection to the action brought by complainant, their 
agent, but the record shows that one of them at least was repre- 
sented at the hearing and wholly aware of the nature of the pro- 
ceeding. The conclusion follows that under the circumstances of 
the case complainant had a right to bring the action, The consignees 
also had such a right and, if they had exercised it, they would have 
been substituted for complainant, but they did not exercise it. Doubt- 
less, also, they will have a right to recover from complainant any 
reparation that he may be awarded with respect to the 71 carloads, 
the freight charges upon which they bore as such. It is not neces- 
sary for us to go beyond the ‘‘first step,” and under the circum- 
stances of this case the first step was taken by complainant when 
it paid the freight charges. 


Mr. Hall, in his dissent, said: 


The majority find, with respect to the 71 shipments described, 
that complainant wag damaged solely because it paid the freight 
charges found to have been unreasonable, notwithstanding the admit- 
ted fact that it passed those charges along, as such, to the con- 
signees who thus bore them and who are not parties to this pro- 
ceeding. That finding professes to follow the principle declared in 
Southern Pac. Co. vs. Darnell-Taenzer Co., 246 U.. S., 541, which, 
when the facts before the Supreme Court are examined and considered 
is complete authority for a finding to the contrary. If the Supreme 
Court had applied the expression “later events’ as the majority 
does here its judgment would have been against, rather than in 
favor of, the consignors in the Darnell-Taenzer case. 

Complainant (consignor) here stands in the same position as the 
purchaser (consignee) in the Darnell-Taenzer case, of whom the 
Supreme Court said that “the unity in this case is not sufficient 
to entitle the purchaser to recover, any more than the ultimate con- 
sumer who in turn paid the increased price.’’ Clearly the term ‘‘paid” 
in the sense used by the court contemplated also the bearing of the 
freight charges, since there it was the purchaser who in the first in- 
stance paid the charges to the carrier. Here the “first step’’ takes 
us to the consignees who “proximately * * * suffered losses * * * 
when they. paid.” 

en an unreasonable rate is exacted the interstate commerce 
act gives to the “person or persons injured thereby” the right. to 
file complaint with ye We have in such cases consistently found that 
the person “injured” is the one who bears the freight charges, 38 
such, and I see no reason for a different conclusion here. When 
this complainant passed along the charges to the consignees, wh0 
also were “in relation with’ the carrier, it completely eliminated 
any possibility of damage to itself, irrespective of what the measure 
of the rate might have been. How. then does its position become 
changed when we later determine that the rate which it paid, but 
which it did not bear, is unreasonable? It has lost nothing, and 
has not been damaged, but by the majority’s findings it is designated 
as the beneficiary of a sum of money which it may keep as compensa- 
tion for the mere act of advancing the freight charges to the carrier. 

None of the cases cited as authority for the text quoted from 


21 R. C. L., 902, in the majority’s report dealt with an alleged un- 
reasonable rate on shipments. 
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The theory advanced by the majority that complainant, as the 
consignor, should in any event have a right to recover as agent is 
without point under the facts in this case, I see no useful purpose 
to be served in discussing the rights of an undisclosed principal and 
there is nothing in the record to show the existence of any agency, 
as between the consignor and the consignees, other than that incident 
to payment of the charges at point o origin through the consignor 
because the carrier required payment before accepting the shipments. 
There is no indication of agency for recovery of the unreasonable 
charges. It appears that a representative of one of the two consignees 
that paid and bore the charges on the 71 shipments was reat at 
the further hearing and prepared to testify, but the record does not 
disclose that the other consignee has taken any interest in this 
proceeding. 


I can not concur in an award of reparation to a party who ad- 
mittedly was not injured or damaged. 


RATES AND DIVISIONS LAWFUL 


The Commission has dismissed No. 13875, Oklahoma South- 
western Railway Company, vs. St. Louis-San Francisco, et al., 
opinion No. 9326, 88 I. C. C. 235-46, on a finding that interstate 
joint rates between points on the lines of the complainant and 
defendants are not unduly prejudicial and that the divisions of 
such rates accorded complainants are not unlawful. The com- 
plaint alleged the joint rates were unduly prejudicial to shippers 
in certain territory, and preferential of those in other territories; 
and that its divisions out of such rates had been and Wwere and 
are unjust, unreasonable and inequitable and unduly prejudicial 
to it and preferential of defendants. It asked for a general re- 
vision of the joint rates and for increased divisions therefrom. 

The complainant is a short line in Creek and Okmulgee 
counties, Okla. Its only connection is with the Frisco, 35.6 
miles south of Tulsa. The road was built early in 1920 by men 
having excessive oil interests in Texas, Kansas and Oklahoma, 
but who had n® interest in any industry on its line, the Com- 
mission said. The Commission said they had previously con- 
structed three short lines from connections with the Frisco into 
newly developed oil, lead and zinc fields in Oklahoma. One of 
the lines, the Commission said, was sold to the Frisco. 

As an example of alleged preference complainant pointed 
out that a shipper at a point in central territory could ship 
to Bert, Van or Pauls on the rate to Bristow, the junction point, 
at the Bristow rate, while a shipper’at a point in Texas would 
be required to pay an arbitrary in addition to the Bristow rate. 
The Commission said the fact that the relationship of the rates 
to Bristow and to local points on the complainant’s line was 
not the same from Texas as from points in central territory, 
in itself, was no indication of undue disadvantage to the Texas 
shipper. It was desirable, the Commission said, that substantial 
relationship be maintained between rates to Bristow and joint 
rates to and from complainant’s local stations on all interstate 
traffic. It said, however, the exact relationship which should 
be maintained on all traffic could not be determined upon this 
record. It said the complainant and the defendant would be 
expected to agree upon the establishment of a uniform basis 
on all traffic from and to interstate territories. 

Commissioner Campbell, dissenting in part, said he agreed 
with the finding of the majority as far as it went, but he thought 
the Commission should also find that the failure of the Frisco 
to accord to complainant the same divisions of joint rates for 
interstate to and from the Bert industry tracks on and after 
May 1, 1922, as it contemporaneously accorded to complainant 
on such traffic to and from Bert was and is unreasonable and 
inequitable and adjustment in accordance therewith should be 
required on interstate traffic to and from the Bert industry 
tracks on and since May 29, 1922. The complaint was filed May 
28, 1922. May, 1922, was the month in which the negotiations 
between the carriers got to the point where the short line asked 
for a reduction in all joint rates to and-from Bert, Van and 
Pauls to the Bristow basis by eliminating the arbitraries. Com- 
missioner Campbell said that through service ‘was so nearly 
alike that it was proper to apply the Bristow rates on Bert 
traffic, it must also be proper to apply those rates on traffic to 
and from the industry tracks. He said he. could see no reason, 
from a transportation point of view, for withholding from the 
complainant the same divisions on traffic to and from the in- 
dustry tracks as it received and now receives on traffic to and 
from Bert. He said that to continue to apply the Bristow rates 
on interstate traffic to and from Bert and an additional charge 
on similar traffic to and from industry tracks might subject 
both complainant and defendant to a charge of undue prejudice. 


FREIGHT VEHICLE RATES 


A finding of undue prejudice, an order to remove it not later 
than June 28, and a denial of reparation have been made in No. 
13026, Wichita Motors Company vs. Alabama & Vicksburg et 
al, opinion No. 9302, 88 I. C. C. 152-7, as to rates on self-pro- 
Pelling freight vehicles, carloads, from Wichita Falls, Tex., and 
Oklahoma City, Okla., to Galveston and New Orleans, for ex- 
port. The Commission said the rates were not unreasonable. 
The Commission found the rates unduly prejudicial to the com- 
Dlainants and unduly preferential to shippers at Chicago and 
St. Louis to the extent they exceeded or exceed the rates con- 
temporaneously maintained from Chicago and St. Louis. 
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Chairman Hall, dissenting in part, said he could not agree 
with the majority that Wichita Falls and Oklahoma City were 
being submitted to undue prejudice. The rate-making lines to 
the gulf ports from those points, he said, did not control the rates 
from Chicago and St. Louis, nor did the direct lines from the 
latter points control the rates from Wichita Falls and Oklahoma 
City. The direct lines to New Orleans from Chicago and St. 
Louis, he said, had to meet the competition of the roads ex- 
tending from those points of origin to New York and the lines 
serving Galveston had to maintain a rate equality with New 
Orleans in order to get a share of the export traffic through 
the gulf ports. Similar conditions, he said, did not affect traffic 
from Wichita Falls and Oklahoma City. 


TRANSIT CASE DISMISSED 


With Commissioner Campbell dissenting and laying down a 
proposition that transit is no longer a privilege but a commercial 
necessity, the Commission has dismissed No. 13534, Tuscaloosa 


Cotton Oil Company vs. Alabama Great Southern et al., opin- 


ion No. 9330, 88 I. C. C., 258-60, on a finding that rates on peanuts, 
carloads, originating at points in Alabama, Georgia and Florida, 
cleaned or shelled at Tuscaloosa, Ala., and reshipped to northern 
points, and the failure of defendants to accord transit on this 
traffic at Tuscaloosa were not unreasonable or otherwise unlaw- 
ful. The complainant urged that it was a general custom to 
accord transit on various commodities including velvet beans, 
oats, corn, hay, grain and lumber, and also pointed out that the 
Southern accorded transit on peanuts at points in Virginia. 

The defendants countered that point by saying that com- 
plainant’s competitors had no transit arrangements and that the 
rates on peanuts on all these points, including Tuscaloosa, were 
on the same distance scale. The Commission said it was true, as 
stated by the complainant, that some of its competitors were in 
the heart of the peanut producing belt and received peanuts in 
quantity by wagon or truck. 

“That natural advantage, defendants insist,” said the Com- 
mission “should not be taken away by granting transit to com- 
plainant which is not so fortunately situated.” The Commission 
made no comment on that contention, 

Commissioner Campbell said the carriers should be required 
to establish transit at Tuscaloosa, at a reasonable additional 
charge therefor, and with reasonable back-haul charges on the 
Louisville & Nashville. 

“Transit is no longer a privilege,” said Mr. Campbell, “but a 
commercial necessity, and I believe where it helps legitimate 
business and brings no harm to the carriers it should be estab- 
lished. I can see no harm to the carriers if it were required 
here and it is the only manner in which complainant can be 
placed on a competitive basis with shippers located farther 
south.” 


COARSE GRAIN RATES 


The Commission has dismissed No. 13437, Traffic Bureau 
of the Chamber of Commerce of Phoenix, Ariz., et al. vs. Ari- 
zona Eastern et al., opinion No. 9328, 88 I. C. C. 250-4, on a 
finding that rates on coarse grain from Group “F”’ to “J,” in- 
clusive, in the trans-continental tariff, to Phoenix, Ariz., were 
and are not unreasonable or unduly prejudicial. The allega- 
tion was that they were unreasonable and unduly prejudicial 
to the extent they exceeded the contemporaneous rates on 
coarse grain to Tempe, Mesa, and Chandler, Ariz. The com- 
plainant asked for new rates and reparation. 

The Commission said that Mesa and Tempe have always 
taken the Phoenix rate. A lower rate which the Commission 
said was a paper one, existed to Chandler. A paper rate of 
that kind, the Commission said, should not defeat the ad- 
justment. 

Commissioner Campbell, dissenting, agreed that the Chand- 
ler rate was one on which no traffic moved and needed not to 
be considered. He said he could see no reason why the rate 
to Phoenix should not be the same as to ‘Mesa and Tempe. In 
fact, he said, the majority found that defendants should es- 
tablish the same rates on coarse grain to the three points and 
still found the higher rate to Phoenix not unlawful. He said 
there was competition between these points on coarse grain 
and considering the long hauls from these groups there should 
be and should have been no difference in the rates. He said 
he believed the assailed rates to Phoenix both were and are 
unduly prejudicial. 


OVERCHARGE REPARATION 


The Commission has awarded reparation in No. 14593, Mid- 
Continent Equipment & Machinery Co. vs. Manufacturers Rail- 
way et al., opinion No. 9319, 88 I. C. C. 217-8, on account of an 
overcharge on a carload of relaying rails and fastenings, from 
St. Louis, to Manito, Ill., in November, 1922. The carriers con- 
tended a rate of $2.14 per long ton applied only on scrap rail. 
The Commission said it was not so restricted and held the 
imposition of the fifth class rate of 24 cents resulted in an 
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overcharge. The Commission said the $2.14 per ton rate ap- 
plied on old rails, without restriction of any kind. 


CANCELLATION NOT JUSTIFIED 

In a mimeographed report on I. and S. No. 1994, Routing 
On Grain and Grain Products From Stations in Oklahoma to 
Mobile, the Commission said the cancellation of the application 
of joint rates on grain and grain products on export and domes- 
tic traffic to Mobile, from stations in Oklahoma on the Mis- 
souri-Kansas-Texas, the Missouri, Kansas & Texas and the 
Beaver, Meade & Englewood, over a route through Meridian, 
Miss., had not been justified. The Commission suspended the 
tariffs upon the protest of the Wichita Mill & Elevator Com- 
pany of Wichita Falls, Tex. It was proposed to continue the 
application of the joint rates over routes through New Orleans. 
The distances in each instance, the Commission said, were 
about 3 miles shorter via Meridian than over the New Orleans 
route. The desire to cancel, the Commission said, was based 
on the fact that for the same haul the Katy received somewhat 
greater divisions when the traffic was routed via New Orleans. 





MECHANICAL PULP RATES 


In a report on No. 13904, Iroquois Pulp & Paper Company vs. 
Greenwich & Johnsonville et al., opinion No. 9329, 88 L C. C., 
255-7, the Commission, found the rates on mechanical pulp (wood- 
pulp), carloads, from Niagara Falls to Thomson, N, Y., over an 
interstate route unreasonable to the extent that it exceeded 20 
cents prior to and 28 cents subsequent to August 26, 1920. It 
awarded reparation to that basis. Chairman Hall dissented but 
did not set forth his reasons therefor. 


MISROUTING REPARATION 

A finding of misrouting and an award of reparation have 
been made in No. 14288, B. Mifflin-Hood Brick Company Vs. 
Director-General, opinion No. 9315, 88 I. C. C., 205-7, as to a 
class N rate of 16 cents on a carload of brick shipped from 
Coaldale, Ala., to Sheffield, Ala., in February, 1918. The Com- 
mission said the coal was misrouted because the applicable com- 
bination over another route was $19.80 per car, and excess in 
proportion. 





APPLE OVERCHARGE CASE 


Reparation has been awarded in No. 13705, Sam Litman and 
Ben Ossed vs. Director-General, opinion No. 9313, 88 I. C. C., 
199-201, on account of an overcharge on a carload of apples, from 
Olds, Wash., to Elgin, IlL, shipped in December, 1919. The car 
moved first to Minneapolis, thence to Kansas City, thence back 
to Marshalltown, Ia., and then east again to Elgin. The Com- 
mission held it was entitled to the joint rate of $1.25 and that 
the imposition of the fifth class rate of 34 cents for the haul 
from Kansas City, making a charge of $127.23, constituted an 
overcharge. The complainants, it said, bought the apples on the 
basis that charges to Elgin were prepaid and did not pass on 
the charges for the haul from Kansas City to Elgin. 


SPENT CHARRED BONE RATES 


The Commission has dismissed No. 14036, Marine Products 
Company vs. Southern Pacific et al., opinion No. 9323, 88 I. C. C., 
227-8, finding the class B rates applicable on charred filtering 
bone (animal charcoal), spent, in carloads, were applicable to 
shipments, in July, 1920, from Crockett, Calif., to Tacoma, Wash. 
The complaint alleged the rates were unreasonable but the Com- 
mission said the gist of the complaint was that the rates on fer- 
tilizer compounds should have been applied. The commodity was 
the disintegrated or “spent” animal charcoal that had been used 
in filtering sugar cane juice. The Commission said that while 
it might have been used as a fertilizer, it was not a fertilizer 
compound and that the charred bone rates were properly applied. 


WOODPULP CASE DISMISSED 


The Commission has dismissed No. 14082, International 
Paper Company vs. Director-General et al., opinion No. 9317, 88 
I. C. C., 211-2, on a finding that a sixth class rate of 19.5 cents 
before June 25, 1918, and 24.5 cents on and after that date on 
woodpulp from Wildwood, Vt., to Livermore Falls, Me., was 
not unreasonable. 


APPLE RATE PRESCRIBED 


The carriers have been ordered not later than June 3, in 
No. 14602, Board of Railroad Commissioners of the State of 
Montana et al., vs. Chicago, Milwaukee & St. Paul et al., opinion 
No. 9308, 88 I. C. C., 183-4, to establish a rate of $1.13 on apples 
from Hamilton, Mont., to Hettinger, N. D., and Mobridge, S. D. 
This order is based on a finding of unreasonableness as to a 
rate of $1.365, to Hettinger and $1.91 to Mobridge. Reparation 
is to be made to the basis of $1.18 rate. 


LIME ROCK REPARATION 


A finding of unreasonableness and an award of reparation 
have been made in No. 14568, Amalgamated Sugar Company vs. 
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Director-General, Oregon Short Line, et al., opinion No. 9333, 88 
I. C. C., 266-8, as to the rates and charges on limerock from Lime 
Spur, Mont., to Ogden and Lewiston, Utah. The Commission 
said the rates were unreasonable to the extent they exceeded 
$3.20 per net ton and awarded reparation to that basis. The 
shipments moved between November 1, 1919, and January 4, 1920 
on rates of $3.50 to Lewiston and $3.90 to Ogden. , : 


WINDOW GLASS RATES 


A findnig of unreasonableness, an award of reparation and 
an order for the future have been made in No. 14636, Jackson 
Traffic Bureau, for Enochs Lumber & Manufacturing Company, 
Inc., vs. St. Louis-San Francisco et al., opinion No. 9310, 88 
I. C. C. 188-90, as to the rate on window glass, from Okmulgee, 
Okla., to Jackson, Miss. The complainant alleged that the rate 
applied on two carloads of window glass, shipped in May, 1922, 
was unjust, unreasonable, unjustly discriminatory, unduly pref- 
erential and in violation of both parts of the fourth section. 
The applicable joint commodity rate of 82 cents was charged. 
The prayer was for reparation to the basis of a rate of 57% 
cents and the establishment of a rate of 52 cents for the future. 
The Commission found that the assailed rate was, is, and for 
the future will be, unreasonable to the extent it exceeded, or 
may exceed, 6914 cents prior to July 1, 1922, and 62% cents 
thereafter. It found the complainant paid and bore the charges 
up to the amount of 73 cents per 100 pounds and was entitled 
to reparation for the difference. 





WRAPPING PAPER REPARATION 


A finding of unreasonableness, an award of reparation and 
a fourth section order, No. 8884, have been issued in No. 14635, 
Jackson Paper Company vs. Beaumont, Sour Lake & Western, 
et al., and parts of fourth section applications No. 461 and 636, 
opinion No. 9320, 88 I. C. C., 219-20, as to a rate of $1.06 on 
wrapping paper from Orange, Tex., to Jackson, Miss., applied 
on a carload of wrapping paper shipped in October, 1922. The 
Commission found the rate unreasonable to the extent it ex- 
ceeded 41.5 cents. The fourth section order denied relief for a 
charging of rates on wrapping paper from Orange, Tex., to 
Jackson, Miss., and Memphis, Tenn., without regard to the long 
and short haul clause, the denial to be effective July 28. 


BEET SUGAR REPARATION 


The Commission in a report on No. 14562, Amalgamated 
Sugar Company vs. Director-General, and Oregon Short Line, 
opinion No. 9325, 88 I. C. C., 233-4, said the rate on sugar beets, 
in carloads, from Downey, Ida., to McMillan Spur, Twin Falls, 
Ida., in the period of federal control was not unreasonable. It 
said the rate from Bancroft to McMillan Spur was unreason- 
able to the extent it exceeded $1.77 per net ton and awarded 
reparation to that basis. 


ABSORPTION CASE DISMISSED 
The Commission has dismissed No. 14277, Barber Asphalt 
Company vs. Louisville & Nashville et al., and Sub. No. 1, 
Certain-teed Products Corporation vs. Louisville & Nashville 
et al, opinion No. 9348, 88 I. C. C., 307-11, on a finding that the 
failure of the line haul carriers to absorb switching charges at 
East St. Louis and Madison, IIl., on crushed slate from Fair- 
mount and Bolivar, Ga., and Tellico Plains, Tenn., did not result 
in the payment by complainants of unreasonable, unjustly dis- 
criminatory or unduly prejudicial charges. Commissioner 

McChord dissented but did not write his views. 


SULPHURIC ACID REPARATION 


A finding of unreasonableness and an award of reparation 
have been made in No. 14013, Seaboard By-Products Coke Com- 
pany vs. Director-General, opinion No. 9331, 88 I. C. C., 261-3, 
as to rates and charges on sulphuric acid from Grasselli and 
Brills, N. J., to Seaboard, N. J., in the federal control period. 
The Commission said the rates of 14, 15 and 18 cents charged 
on 39 carloads shipped in March and April, 1919, and January, 
1920, were unreasonable to the extent they exceeded 10.5 cents, 
contemporaneously applicable to Arlington, Silver Lake and 
Paterson, N. J., and subsequently established to Seaboard. 


TARIFFS NOT ILLEGAL 


The Commission has dismissed No. 13384, Greene Cananea 
Copper Company vs. Chicago, Rock Island & Pacific et al., opin- 
ion No, 9322, 88 I. C. C. 225-6, holding rates on various com- 
modities from points in the United States to Cananea,: Mex. 
were lawfully established and not unreasonable or otherwise 
unlawful, in so far as the transportation took place in the 
United States. The complainant’s case rested solely, the Com- 
mission said, on the question whether the rates named in Sup- 
plement 4 to Countiss’ I. C. C. 1077, issued August 18, 1920, to 
become operative August 26, 1920, weré lawfully established. 
In that supplement the defendants provided for an increase of 
33% per cent in the rates named in No. 1077, applicable, among 
others, from points in the United States to Cananea, which 


; actiol 
sion | 
was | 
it ac 


traffic 
notic 
sailec 
were 
were 


Com) 
129-8 
ship! 
1920, 
unre: 


Com) 
229-3 
whea 
vem! 
that 
preju 
rate 
it ex 


Com 
523, 

with 
it. pe 
brin; 
plair 
have 


to tl] 
in } 
opin 
ther 
mole 
twee 
was 
to t 


havi 
Dire 
931: 
twe 
Lily 
said 
tion 
pow 


238 
Tex 
Cok 
No. 
rate 
fol 
bet 
afte 
fur 
whi 
Jul 
the 





nd 
on 
ny, 


eA, 
ate 
22, 
ref- 
on. 
ed. 
7% 
Ire, 
for 

or 
nts 
ges 
led 


ated 
ine, 
ets, 
alls, 

It 
son- 
rded 


halt 


ville 
the 
s at 
Fair- 
sult 

dis- 
oner 


ation 
Com- 
61-3, 

and 
riod. 
rged 
ents, 

and 


anea 
opin- 
com- 
Mex., 
rwise 
| the 
Com- 
Sup- 
10, to 
shed. 
se of 
mong 
vhich 


April 19, 1924 


action purported to be in accordance with the special permis- 


sion granted in Ex Parte 74, 58 I. C. C. 220. No such authority 
was granted, the Commission said. But, it said, inasmuch as 
it accepted this supplement, the rates named therein became 
the only lawful ones which should have been applied to the 
traffic in question. The rates were later republished on 30 days’ 
notice and as so published, the Commission said, were not as- 
sailed as unreasonable. It found that some of the shipments 
were undercharged because rates in effect prior to August 26 
were applied. 


PHOSPHATE ROCK RATE CASE 


The Commission has dismissed No. 14854, Gulfport Fertilizer 
Company vs. Louisville & Nashville, opinion No. 9297, 88 I. C. C., 
129-30, on a finding that the rate of $2.80 per net ton imposed on 
shipments of phosphate rock between March 3 and August 23, 
1920, from Mount Pleasant, Tenn., to Gulfport, Miss., was not 
unreasonable, 


WHEAT COMPLAINT DISMISSED 

The Commission has dismissed No. 14542, Interstate Milling 
Company vs, Baltimore & Ohio et al., opinion No. 9324, 88 I. C. C. 
229-32, on a finding that a rate of 44 cents on 142 carloads of 
wheat shipped from Baltimore to Charlotte, N. C., between No- 
vember 1, 1920, and December 1, 1921, was not unreasonable and 
that the complainant was not damaged by reason of any undue 
prejudice that may have existed. The complaint was that the 
rate was unreasonable and unduly prejudicial to the extent that 
it exceeded a contemporaneous rate of 41% cents to Statesville, 
N.C. The Commission, quoting from its report, in Corporation 
Commission of North Carolina vs. Director-General, 57 I. ©. C. 
523, inferentially admitted that the rate on wheat might come 
within the finding of undue prejudice made in that case, but 
it pointed out that the carriers had made various efforts to 
bring the rate to a non-prejudicial basis, and held that the com- 


plainant was not damaged by any undue prejudice that might 
have existed. 


REFUSE SYRUP REPARATION 


A finding of unreasonableness and an award of reparation 
to the basis of the subsequently established rate has been made 
in No. 14426, Wyoming Sugar Company vs. Director-General, 
opinion No. 9318, 88 I. C. C, 213-16, as to a rate and the charges 
thereunder on 12 shipments of refuse sugar or beet sugar final 
molasses, shipped from, Worland, Wyo., to Scottsbluff, Neb., be- 
tween October 3 and November 3, 1919. A rate of 37.5 cents 
was imposed. The Commission said that that was unreasonable 
to the extent it exceeded 22.5 cents, subsequently established. 


REPARATION ON PULP WOOD 


A finding of unreasonableness and an award of reparation 
have been made in No. 13730, Pulp Wood Company et al. vs. 
Director-General, Chicago & Northwestern, et al. opinion No. 
9312, 88 I. C. ©. 196-98, as to rates on pulp wood shipped be- 
tween November 29, 1919, and February 5, 1920, from Neopit, 
Lily and Crandon, Wis., to Kimberly, Wis. The Commissioi 
said the rates were unreasonable, from the three points men- 


cee to the extent they exceeded 4, 4.5 and 5 cents per 100 
pounds. 


CEREAL BEVERAGE RATES 


Cereal beverage raié¢s are to be revived not later than June 
2, from East St. Louis and St. Louis to Dallas and Fort Worth, 
Tex., in accordance with the report and order in No. 13703, L. M. 
Cohen et al. vs. Atchison, Topeka & Santa Fe et al., opinion 
No. 9300, 88 I. C. C. 143-6. The Commission found the existing 
tates unreasonable to the extent they exceeded or exceed the 
following: 58 cents prior to August 26, 1920; 78 cenis 
between Atigust 26, 1920, and June 30, 1922; and 70 cents there- 
after. The Commission said the case would be held open for 
further hearing to afford complainants an opportunity to show 
whether they made any shipments subsequent to the hearing on 
July 25, 1922, and in that event whether they paid and bore 
the freight charges thereon. 


ANIMAL TANKAGE RATES 


A finding of unreasonableness and an award of reparation 
have been made in No. 14205, Darling & Co, vs. Director-Gen- 
tral, opinion No. 9316, 88 I. C. C. 208-10, as to a rate of $7.80 
ber net ton, assessed on four carloads of animal tankage shipped 
from Chicago to Knapp, La., in April, 1919. It was unreasonable 
to the extent it exceeded $6.60 per net ton. The Commission 
also found outstanding undercharges. 


HIDE CASE DISMISSED. 
The Commission has dismissed No. 14839, Charles Friend 
‘ Co. vs. Chicago, Burlington & Quincy et al., opinion No. 9341, 
a I. C. C. 288-92, on a finding that the applicable rates on 
; €d hides and sheep pelts, in carloads, from various points 
0 Montana to Chicago, in 1922, were not unreasonable. 


+ 
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Commissioner Campbell, dissenting, said he believed the 
rates in effect from north Pacific coast terminals at the time 
complainants’ shipments moved would have been reasonable 
maximum rates from the Montana points. The Montana rates 
did not observe the fourth section. The dissenting commis- 
sioner said that if the defendants found it profitable to main- 
tain the rates which they did from the north Pacific coast ter- 
minals, it was difficult to believe that those rates would not 
have been reasonable for hauls from 600 to more than 1,000 
miles less from the Montana points. 


COTTONSEED MEAL RATES 


The Commission has dismissed No. 14375, Arizona Egyptian 
Cotton Company vs. Director-General, opinion No. 9332, 88 
I. C. C. 263-5, on a finding that the applicable rates on cotton- 
seed meal and cake from Phoenix, Ariz., to Bitter Creek, Wyo., 
in the last three months of 1919, were not unreasonable, un- 
justly discriminatory or unduly prejudicial. The Commission 
found overcharges and directed refund. Commissioner Camp- 
bell dissented, saying that while he agreed that the temporary 
rate of 60 cents applicable at the time of movement to Wyoming 
destinations other than Bitter Creek, was more than a reason- 
able maximum rate, he did not agree that the applicable rate 
of 91.5 cents was not unreasonable. He thought a rate of 80 
cents would have compared favorably with rates prescribed in 
National Wool Growers’ Association vs. B. G. R. R. Co., 48 
I. C. C. 587, and would have been reasonable on this traffic. 


PICKLE RATES PRESCRIBED 

New pickle rates to apply from Colorado producing points 
to Oklahoma destinations have been ordered established not 
later than July 2, in No. 13758, Ridenour-Baker Mercantile Com- 
pany -et al. vs. Atchison, Topeka & Santa Fe et al., opinion No. 
9335, 88 I. C. C. 273-6. The Commission found the existing rates, 
assailed by the complaint as unreasonable and unduly prejudicial, 
unreasonable to the extent they exceeded, or exceed the aggre- 
gate of intermediates over the same routes; that such rates 
subject to a minimum of 36,000 pounds are and for the future 
will be unduly prejudicial to Omaha points and unduly pref- 
erential of Kansas points, used for purposes of comparison (o 
the extent that they yield earnings per ton-mile higher than 
those yielded by the rates on pickles, in carloads, contempo- 
raneously maintained to Kansas destinations, computed upon the 
average distances from Colorado of 736 miles to Oklahoma, and 
620 miles to Kansas. Complainants, the Commission said, had 
not shown that they suffered damage by reason of any undue 
prejudice which existed and that no finding would be made on 
that issue with respect to the past. It awarded reparation, 
however, on shipments the rates on which were higher than the 
aggregate of the intermediates. 


PORTABLE TRACK RATES 

The Commission, in a mimeographed report on No. 13378, 
Lakewood Engineering Company vs. Baltimore & Ohio et al., 
found the fifth class rate of $1.85, on portable railway track from 
Cleveland, O., to Ring, Calif., unreasonable and awarded repara- 
tion. The Commission found the present commodity rate on 
portable railway track was not unreasonable, but that the fifth 
class rate of $1.85, applicable on the complainant’s shipment, 
made in October, 1915, was unreasonable to the extent it ex- 
ceeded a rate of $1.15, minimum 60,000 pounds. It found that the 
complainant paid and bore the charges on one of the shipments. 
It said that on the remaining shipments the carriers should waive 
the outstanding undercharges to the basis of the rate found rea- 
sonable. 





MAGNOLIA LEAF REPARATION 


A finding of unreasonableness and an award of reparation 
have been made in No. 13977, Walter Armacost & Company vs. 
Merchants’ & Miners’ Transportation Company, Director-General, 
et al., opinion No. 9309, 88 I. C. C. 185-7, as to a rate of $9.925 
on a carload of preserved magnolia leaves and the charges aris- 
ing thereunder, the shipment having been made in September, 
1919, from Jacksonville, Fla., by water to Locust Point, Md., 
and thence by rail to Los Angeles. The complaint alleged the 
rate was unreasonable, unjustly discriminatory and unduly preju- 
dicial to the extent the factor from Locust Point exceeded $4. 
The Commission found the rate was unreasonable to the extent 
the double first class rate of $9.25 for the movement from Locust 
Point to Los Angeles exceeded the second class rate of $4 con- 
temporaneously in effect and subsequently established from and 
to the points involved, on preserved magnolia leaves, in carloads. 
The Commission ordered reparation to be paid by the Director- 
General amounting to $1,077.83, with interest. 


WRAPPING PAPER RATES 
The Commission has dismissed No. 14103, Universal Paper 
Bag Company vs. Maine Central et al. (mimeographed), on a 
finding that the rate of 31.5 cents prior to Aug. 26, 1920, and 
44 cents on and after that date, charged on seventy carloads 
of wrapping paper shipped between July 17, 1920, and Dec. 25, 
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1921, from Madison, Me., to New Hope, Pa., were not unrea- 
sonable or unduly prejudicial. Commissioner Campbell dis- 
sented because, as he said, the assailed rate was 6 cents 
higher than the contemporaneous rate from four other points 
from which the hauls were from 64 to 73 miles greater than 
from Madison. He said the difference in distances seemed to 
him to more than offset the differences in operating conditions. 


In a mimeographed report on No. 13718, M. Piowaty & Sons, 
Inc., vs. Director-General, Idaho Central, et al., the Commission 
found a rate of $1.58 per 100 pounds charged on a carload of 
peaches from Provo, Utah, and four carloads shipped from Pali- 
sades, Colo., to Bay City and Saginaw, Mich., and the respec- 
tive rates of $1.79; $1.91 and $1.93 charged on three carloads 
shipped from Fruit Spur, Willard and Roy, Utah, to Bay City, 
Saginaw and Lansing, not unreasonable or otherwise unlawful. 
The complaint was that they were unreasonable to the extent 
they exceeded a rate of $1.44 contemporaneously in effect to 
Grand Rapids, Jackson, Battle Creek, Detroit and certain points 
farther east. The Commission said that any undue prejudice 
which might have existed was subsequently removed and that 
the complainant had not been shown to have been damaged. 

Commissioner Campbell dissented. He said the rates from 
Utah and Colorado to Michigan destinations were higher than 
the contemporaneous rates from more distant California points 
and to more distant Michigan destinations. He thought the as- 
sailed rates should have been found unreasonable to the extent 
of that excess. 








COMMISSION ORDERS 


The proceedings in No. 13449, North Carolina Pine Asso- 
ciation et al. vs. A. C. L. R. R. et al., have been reopened for 
rehearing upon the sole question of the reasonableness of the 
present through rates, or basis of through rates, from points 
on the short lines in southeastern and Carolina territories to 
trunk line territory and New England. 

The H. and R. Mining and Manufacturing Company and 
Murphysboro Paving Brick Company have been authorized to 
intervene in No. 15628, Kansas Gas Belt Brick Manufacturers’ 
Association vs. Abilene & Southern Ry. et al. 

The American Sand Company, Kaw River Sand Company, 
Muncie Sand Company and Stewart Sand Company have each 
been authorized to intervene in No. 15715, R. C. Jackman and 
O. E. Jackman, co-partners trading under the name of Bower- 
sock Mills & Power Co. vs. Santa Fe et al. 

The Commission has reopened No. 11189, Pacific Portland 
Cement Company, Cons. vs. Director-General, and Southern 
Pacific Co., for further oral argument. 

No. 13754, El Paso Bithulithic Company vs. El Paso & 
Southwestern R. R. et al., has been reopened for further hearing. 

On the defendants’ request, No. 14055, Charles Boldt Glass 
Company vs. C. B. & Q. R. R. et al., has been reopened for 
further hearing. 

The proceedings in No. 14242, Consolidated Lumber Com- 
pany vs. Director-General et al., have also been reopened for 
further hearing. 

The complainant’s petition for rehearing in No. 12130, 
Standard Oil Company (Kentucky) vs. Director-General, B. & 
O. et al., has been denied. 

The defendants’ petition for further hearing in No. 12402, 
Hanford Produce Company vs. Director-General, and American 
Railway Express Company, has been denied. 

The Commission has denied the Director-General’s request 
for rehearing, reargument or reconsideration in No. 12536, Au- 
tomobile Gasoline Company vs. Director-General et al. 

The complainants’ petition for rehearing in No. 12624, 
O-So-Ezy Products Company et al. vs. Director-General, Abilene 
& Southern Ry. et al., has been denied. 

The Commission has denied the request of defendant, The 
Uintah. Railway Company, for further postponement of the ef- 
fective date of the order in No. 12716, Utah Gilsonite Company 
vs. Santa Fe et al. 

The defendants’ petition for oral argument, reconsideration 
and modification of No. 13458, Ben. D. Anguish et al. vs. A. & 
V. Ry. et al., has also been denied. 

The Director-General’s request for further hearing and fur- 
ther consideration of No. 13978, E. I. du Pont de Nemours & 
Company vs. Director-General, has been denied. 

The Commission has also denied the complainant’s petition 
for rehearing in No. 14133, Chicago Fire Brick Company vs. 
Director-General, C. & N. W. Ry. et al. 

The complainant’s petition for rehearing in No. 14403, BEx- 
press Publishing Company vs. G. H. & S. A. Ry. et al., has also 
been denied. 

The Commission has modified its order in No. 13304, Utah 
Lime & Stone Company vs. Santa Fe at al., so as to require 
compliance therewith upon five days’ notice instead of upon 
thirty days’ as originally ordered. 
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The order in No. 13014, Lehigh Lime Company vs. A. C. & 
Y. Ry. et al., has been modified so as to permit the defendant, 
Baltimore & Ohio Railroad Company, to establish the rates pre. 
scribed therein to stations on the Cincinnati, Georgetown @ 
Portsmouth Railroad and the Felicity and Bethel Railroad on 
five days’ notice. 

On the requests of the respective complainants, the Com- 
mission has dismissed the complaints in the following pro- 
ceedings: No. 13440, Chicago, Lake Shore & South Bend Ry. Co. 
vs. Indiana Harbor Belt R. R. Co.; No. 14046, John A. Roebling’s 
Sons Co. vs. Director-General, Mineral Range R. R., et al.; No, 
14291, Miami Traffic Bureau vs. F. E. C. Ry. et al.; No. 15046, 
Southern Fountain & Fixture Mfg. Co. et al. vs. St. L-S. B 
Ry. et al.; No. 15049 (and Sub. No. 1), Miami Traffic Associa- 
tion vs. F. B. C. Ry. et al.; No. 15406, Hudson Oil Company, 
Ine., vs. B. & O. R. R. et al.; and No. 15529, Chevrolet Motor 
Company of St. Louis et al. vs. B. & O. R. R. et al. 

On receipt of advice that the respective complaints have 
been satisfied, the Commission has dismissed the following pro- 
ceedings: No. 14069, Prestegaard Lumber Company vs. Director- 
General, and St. Joseph & Grand Island Ry. Co.; No. 14780, 
American Cast Iron Pipe Company vs. L. & N. R. R. et al.; 
and No. 15588, Milne Lumber Company vs. Southern Ry. et al. 

The Fort Smith & Western Railway Company has been per- 
mitted to intervene in No. 15683, Kansas, Oklahoma & Quit 
Railway Company et al. vs. Missouri Pacific Railroad Company 
et al. 

The Indiana Coal Traffic Bureau has been authorized io 
intervene in No. 15698, Kalamazoo Chamber of Commerce et al. 
vs. C. & O. Ry. et al. 

The Illinois Clay Products Company and the Chicago Retort 
and Fire Brick Company have been permitted to intervene in 
No. 15498, General Refractories Company vs. E. J. & E. Ry. 

The Commerce Club of St. Joseph, Mo., has been authorized 
to intervene in No. 15585, Miller Petroleum Company et al. vs. 
Ahnapee & Western Ry. et al. 

The Los Angeles Chamber of Commerce, the San Francisco 
Chamber of Commerce, the Pacific Tank & Pipe Company, 
Mercantile Box Company, National Mill & Lumber Company, 
Coos Bay Lumber Company and Pacific Box Factory have each 
been authorized to intervene in No. 15303, Los Angeles Lumber 
Products Company vs. Southern Pacific Company. 

Upon the complainants’ request, the Commission has dis- 
missed the complaint in No. 13314, West Coast Lumbermen’s 
Association vs. Abilene & Southern Ry. et al. 

The Sun Oil Company has been authorized to intervene in 
No. 15659, The Texas Company et al. vs. Kansas City Southern 
Ry. et al. 

' The Iowa Coal Operators’ Association has been authorized 
to intervene in No. 15550, the Board of Railroad Commissioners 
of the State of Iowa vs. Ann Arbor R: R. et al. 

The Commission has amended its order in No. 13915, E. L. 
Palmer vs. Mo. Pac. R. R. et al., so that the rates therein pre- 
scribed shall be established on or before May 29, upon iwenty 
days’ notice. 


MODIFIED PROCEDURE DOCKET 


Commissioner Meyer has announced that it has been de- 
cided to withdraw No. 15475, Chattanooga Manufacturers’ As- 
sociation et al. vs. New Orleans & Northeastern et al, from 
the modified procedure docket. The case will be restored 
to the regular formal docket and set down for hearing in due 
course. i é 

Commissioner Meyer has notified the parties in interest that 
it has been decided to withdraw No. 15716, Cosden Oil & Gas 
Co. vs. Atchison, Topeka & Santa Fe et al., from the modified 
procedure docket. 


REPARATION ORDER 


The complainant in No. 8778, Atlas Portland Cement Com- 
pany vs. Northampton & Bath R. R. et al., to whom reparation 
was awarded through the Commission’s previous report, has 
been found to be entitled to the amount of $45,757.03 with in- 
terest from April 1, 1915, on account of unreasonable rates 
charged for the transportation of interstate traffic to and from 
points on the Northampton & Bath Railroad. 


SHORT LINE COMPENSATION 


A gross allowance of $103,721.69 to the Tidewater & Tono- 
pah, as compensation and for under-maintenance of way ani 
structures for the first half of 1918 has been recommended, 10 
finance docket No. 114, by Daniel W. Knowlton, George M. 
Curtis and David T. Copenhafer, the referees to whom the 
claim of that railroad was referred. The report was made for 
the guidance of the President in settling with that short line. 
The net allowance will be ascertained by deducting $72,263.63. 
The company claimed $89,630.59 as semi-annual compensation 
and $18,641.31 for under-maintenane. The referees said it was 
entitled to $14,091.47 for under-maintenance. 
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COAL RATES RECOMMENDED 


An order requiring new rates on soft coal from the mines 
described in Melcroft Coal Co. vs. I. C. V. Ry. Co., 81 I. C. C. 
951, in Pennsylvania and West Virginia, to New Castle, Del., 
based on a finding of unreasonableness, as to the existing rates, 
has been recommended by Examiner P. F. Gault in No. 14900, 
Manufacturers’ Association of Chicago Heights vs. Baltimore 
& Ohio et al. The gravamen of the complaint, the examiner 
said, lay in the fact that no joint rates applied to New Castle 
from mines on the Western Maryland and Baltimore & Ohio. 
The complaint, brought on behalf of the American Manganese 
Steel Co., asserted that from substantially all territories and 
by way of all connecting carriers, New Castle was accorded the 
Wilmington basis of rates, except on soft coal on which the 
Wilmington basis was applied only when the coal originated 
at mines on the Pennsylvania, New Castle being a local sta- 
tion on that railroad. 

The examiner said the Commission should require the car- 
riers to establish rates not exceeding $3.18 and $3.43 per long 
ton from the Meyersdale and Fairmont groups, subject to the 
reduction of July 1, 1922. He said that) through routes now 
existed. The prayer was for joint rates. He said that if the 
carriers elected to establish joint rates and were unable to 
agree upon divisions, or agreé upon points of interchange, the 


points in disagreement might be brought to the Commission 
for settlement. 


SHOULD MAKE RESERVATIONS 


A method whereby the federal Commission will hold its 
hand over the state commission in the making of intrastate 
rates, now that they have all been set free to resume their 
rate-making by the recission of the Commission’s orders un- 
der its authority to remove discrimination against interstate 
commerce, has been suggested by Attorney-Examiner Arthur 
R. Mackley. In a report on reopened No, 11894, Rates Fares 
and Charges between points in the State of Indiana, he 
said the Commission should not say that certain intrastate 
rates (increased by reason of its orders under section 13 and 
15a), in the period its order was in effect, were not discrimin- 
atory against interstate commerce, without knowing what 
rates the state commission was about to prescribe, and with- 
out a reservation under which any one claiming a discrimin- 
ation, Shreveport or otherwise, might be heard by it. 

In this case, shippers in Indiana asked for a finding that 
the intrastate rates prior to the Commission’s order, which 
was in effect from January 26, 1921 to April 7, 1922, did 
not unduly discriminate between state and interstate commerce, 
or unduly prejudice interstate commerce. 

The purpose of the application for such a finding was lo 
enable the ‘Indiana state commission to decide what rates 
would have been reasonable, for designated hauls, in the 
period of the effectiveness of the Commission’s order issued 
in the exercise of the power granted by sections 13 and 15a. 
The rates were those applicable on coal from the Linton dis- 
trict to Putnamville, rates from the Linton, Brazil and Prince- 
ton districts to Indiana destinations, brick rates from Veeders- 
burg and from Martinsville to Indianapolis to Irvington; and 
on coal from Indianapolis to Irvington. 

Reviewing the cases in which the Commission was per- 
suaded to lift its orders as to particular commodities, Mackley 
said that, especially in the Omaha garbage and the Ohio Sand 
and Brick cases, the federal body had before it the rates the 
state commission proposed to make. In this Indiana case he 


pointed out, it had no such information. In conclusion, he 
said: 


The question here arises as to what is the issue now before the 
Commission. Is it solely whether these Indiana intrastate rates im- 
mediately before the effective date of the commission’s order should 
e excluded from the order, as not related to interstate commerce, and 
e left whatever revision thereof the Indiana commission may deem 
Proper for the period of that order? Or is it also whether the rate 
which the Indiana commission shall find reasonable for the period of 


the order, if lower than that resulting from the order, would unduly — 


Prejudice interstate commerce? An affirmative answer to the latter 
question would seem to reflect the proper view. An important pur- 
Dose of the commission’s original order was to make intrastate rates 
48 a whole contribute their appropriate share of the general trans- 
portation expense, as contemplated by section 15a. To the extent 
that individual intrastate rates were not appropriately related to the 
Interstate adjustment they would, in their proportionate part of the 
Intrastate adjustment, fail in that respect, and unduly prejudice inter- 
State commerce within the meaning of section 13. The commission’s 
Purpose could be largely defeated by the Indiana commission’s suc- 
cessive reduction of the perhaps thousands of intrastate rates that 
are not directly related to interstate rates, but which contribute in the 
aggregate a substantial part of intrastate revenues. This possibility 
'8 perhaps not serious as a practical matter, inasmuch as (1) com- 
paratively few cases of the kind now under consideration have arisen 
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in connection with these state cases; (2) fewer still will arise in 
future with the expiration of the statutes of limitations in the various 
states; and (3) the co-operation of the various state commissions 
is to be presumed. The expedient course of action in this case would 
therefore be to except these intrastate rates from the operation of 
the commission’s order. But the correct interpretation of the statute, 
if the above is the proper interpretation, should not be sacrificed to 
mere expediency. As a matter of precedent, if not as of practical 
importance, appropriate reservations should accompany any such 
exclusion, when the state commission’s measure of the intrastate 
rate is not known in advance. 

As already stated, the intrastate rates on brick from Veedersburg 
and Martinsville to Irvington were not included in the commission’s 
order. No finding by the commission, as to their exclusion from the 
order is therefore necessary. The commission should exclude the 
other rates from the operations of its order, but with the proviso that 
any party claiming to be adversely affected by undue prejudice against 
interstate commerce resulting from the relationship between the inter- 
state rates and the intrastate rates which the Indiana commission 
may prescribe may further petition the commission for a finding with 
respect thereto. 


HUB AND SPOKE RATES 


A finding of unreasonableness and an award of reparation 
have been proposed by Examiner E. L. Gaddess in No. 14997, 
Lynchburg, Traffic Bureau-Chamber of Commerce vs. Nashville, 
Chattanooga & St. Louis, as to a rate of 69 cents on a carload 
of hubs, in the white, from Tullahoma, Tenn., to South Clarks- 
ville, Va. He said the rate should be found unreasonable to the 
extent it exceeded the combination rates contemporaneously in 
effect, but that it was not unjustly discriminatory or unduly 
prejudicial. He said the Commission should find that the rate 
of $1.05 on a less than carload shipment of spokes from Sparta, 
Tenn., to the same destination, was inapplicable but that the 
applicable rate was not unreasonable, unjustly discriminatory 


_ or unduly prejudicial. 


ALKALI SALTS CASE 


Examiner Bronson Jewell has recommended the dismissal of 
No. 14441, Standard Potash Company vs. Director-General, Chi- 
cago Great Western, et al., on a finding that the rate and rating 
applied from Omaha to East Dubuque, Ia., on ten carloads of al- 
kali salts, so-called potash, shipped from Omaha to destinations 
east of the Mississippi river, in April, 1919, were neither un- 
reasonable nor otherwise unlawful. The allegation was that 
the fifth class rate from Omaha to Dubuque of 27% cents as- 
sessed as the first factor of combination rates was unjust, un- 
reasonable, discriminatory and unduly prejudicial. 


DISAPPROVE OKLAHOMA LINE 


Attorney-Examiner C. E. Boles and Engineer-Examiner Ed- 
ward Gray, in a proposed report to the Commission, have rec- 
ommended denial of an application of the Okmulgee Northern’ 
Railway Company for authority to construct two extensions of 
its line, one in Okmulgee and Okfuskee counties, Oklahoma, and 
the other in Okmulgee and Muskogee counties, Oklahoma. One 
extension would be approximately 15 miles long and the other 
26 miles long. The Frisco and the ‘Kansas, Oklahoma & Gulf 
opposed the application. The examiners said the facts of record 
did not warrant the granting of the application. 


NO DAMAGE SHOWN 


Examiner Frank M. Weaver has recommended the dismissal 
of No. 14850, E. J. Deas Company vs. Kansas City southern et al. 
on a finding that the rates charged on 47 carloads of liquid 
asphalt, shipped from Port Arthur and Port Neches, Texas, to 
West Monroe, La., between February 3, 1922; and March 22, 
1923, were not unreasonable. The complaint alleged the rates, 
29 cents prior to July 1, 1922, and 26 cents thereafter, was unrea- 
sonable and in violation of the long and short haul part of the 
fourth section. The examiner said the Commission should find 
no damage resulted from that departure. 


WET WOOD PULP RATES 


Examiner P. F. Gault has recommended the dismissal of 
No. 14945, Minnesota & Ontario Paper Co. vs. Director-General, 
Baltimore & Ohio, et al., on a finding that rates on wet wood 
pulp, from International Falls, Minn., made by combination on 
Chicago or Manitowoc, in the period between November 17, 1917, 
and January 23, 1919, to points in central territory in Michigan, 
Indiana and Ohio, were not unreasonable. 


COTTONSEED RATES 


A finding of unreasonableness with a denial of reparation 
because no damage had been shown has been recommended 
by Examiner Leo J. Flynn, in No. 15305, Russell-Heckle Seed 
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Co. vs. Director-General, and St. Louis-Southwestern, as to the 
rate of 36.5 cents on three carloads of.cottonseed, shipped. in 
February, 1919, from Memphis, Tenn., to Altheimer, Ark. He 
said the Commission should find it was unreasonable to the 
extent it exceeded the rate that was applicable under rule 77. 
An attempt to settle the case on the informal docket failed. 
That proceeding showed that the party in interest was an estate. 
The formal complaint did not show that the complaint was 
filed in behalf of that estate and the examiner said the Com- 
mission should deny reparation because there was no showing 
that the complainant had been damaged. 


LARD SUBSTITUTE RATES 

Examiner John C. Donnally, in a report on No. 14099, Inter- 
state Cotton Oil Refining Company vs. Atchison, Topeka & 
Santa Fe et al., said the Commission should find rates on 
lard substitutes, in peddler cars, from Houston and Sherman, 
Tex., to points in Oklahoma, Arkansas and Louisiana, unduly 
prejudicial to the complainants and unduly preferential of ship- 
pers of lard. He said it should further find that the failure of 
the defendants to maintain peddler car service from Houston, 
Sherman, San Antonio and Taft, Tex., to points in Oklahoma, 
Arkansas and Louisiana, substantially equivalent to peddler-car 
service maintained by them from other points to the same des- 
tinations had not been shown to be unreasonable or unduly 
prejudicial. 


ICE CREAM RELATIONSHIP 


Attorney-Examiner Arthur R. Mackléy has recommended the 
issuance of an order to cease and desist in No. 14974, Spokane 
Merchants’ Association vs. American Railway Express Company, 
on a finding of undue prejudice and disadvantage as to the 
relationship of the rates on ice cream from Spokane, Wash., 
and Portland, Ore., to destinations in eastern Oregon. The ex- 
aminer said the rates subjected Spokane to undue prejudice and 
disadvantage and gave to Portland an undue preference and ad- 
vantage in shipping to Umatilla, Milton, Athena, Pendleton, La 
Grande, Baker, Elgin, Joseph, Huntington and intermediate 
points. 


SPEEDOMETER REPARATION 


A finding of unreasonableness and an award of reparation 
have been recommended by Examiner Paul O. Carter in No. 
14988, Baker Steam Motor Car & Manufacturing Company vs. 
Atchison, Topeka & Santa Fe et al., as to the rates and ratings 
and charges on less than carloads of speedometers, shipped from 
New Rochelle, N. Y., to Pueblo, Colo., in November, 1920. 


DRY PELTS AND HIDES 

A recommendation that the Commission prescribe a fourth 
class rating and a 20,000 pound minimum subject to rule 34, for 
mixed carloads of dry pelts and hides, loose or in packages, has 
been made by Examiner Harris Fleming in No. 15078, Bissinger 
& Co. vs. Great Northern et al. He said the Commission should 
find that the defendants’ rates from points in Utah, Wyoming, 
Idaho, Montana, and Washington to Portland, Ore., on sheep and 
goat pelts and skins, loose or in packages, in straight carloads, 
were not unreasonable but that rates on such traffic in mixed 
earloads with cattle or horse hides are unreasonable to the 
extent indicated. He said the record warranted a finding that 
the defendants’ rates from the states named to Portland, on 
eattle or horse hides, and sheep and goat pelts and skins, dry 
and not tanned, loose or in packages, in mixed carloads, are 
and for the future will be unreasonable, to the extent that they 
exceed or may exceed the contemporaneous fourth class rates, 
20,000 minimum, subject to rule 34. 


MANURE SALTS ADJUSTMENT 


In a report on No. 14718, Laurel Oil and Fertilizer Co. 
vs. Director-General, Central of Georgia, et al., Examiner Frank 
M. Weaver said the Commission should find that the rate 
charged on one carload of bulk manure salts, shipped February 
28, 1920, from Savannah, Ga., to Laurel, Miss., was unreason- 
able and unduly prejudicial to the extent it exceeded $4.40 
per net ton and that the preseint rate of $7.85 on the same 
commodity from and to the same points is, and for the future 
will be, unreasonable and unduly prejudicial to the extent that 
it exceeds or may exceed $4.95 per net ton. Reparation, he 
said, should be awarded. An informal complaint was filed 
February 28, 1921. 


FUEL OIL OVERCHARGED 


A finding of overcharge and an award of reparation have 
been recommended by Examiner Myron Witters, in No. 15032, 
Douglas County, State of Nebraska, vs. Atchison, Topeka & 
Santa fe et al. as to one carload of fuel oil, shipped from 
Cushing, Okla., to Lawn Switch, Omaha, in July, 1917. A rate 
of 22 cents was imposed. The complaint was against not only 
the rate but a $6 switching charge. The examiner said the 
Commission should find that the switching charge was ap- 
plicable, but that the Burlington tariff provided for its absorp- 
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tion and that the shipment was overcharged 4 cents per 100 
pounds. 


DROUGHT WHEAT RATES 


Examiner Arthur R. Mackley has recommended the dismissal 
of No. 14588, Royal Milling Company vs. Director-General, on 
a finding that the rate of 56 cents charged on carload shipments 
of wheat from western Nebraska points to Great Falls, Mont., 
higher than the emergency rate of 36 cents subsequently estab. 
lished for the period between November 28, 1919, and June 30, 
1920, from the same points of origin to Great Falls and other 
Montana points within a drought area, was not unreasonable. 

The 36-cent rate, Mackley said, was voluntarily established 
by the Director-General as a measure in relief of drought condi- 
tions. The complaint, he said, had the full use of this rate of 
36 cents from November 28, 1919, until its expiration by limita- 
tion on June 1, 1920. It also had available and used the 56-cent 
rate to the Pacific coast, with milling in transit at Great Falls. 
This record, he-said, was not convincing that the Commission 
would have ordered the establishment of the 36-cent rate as 
reasonable had a formal complaint been filed. That, he said, 
was the final test of the rate’s propriety as the basis for an 
award of reparation. The fact that the rate was not established 
until some of the complainant’s shipments had moved, he added, 
did not change the situation. 


GRAIN CASE DISMISSED. 


Examiner Horace W. Johnson has recommended the dis- 
missal of No. 14811, the O. A. Cooper Company vs. Chicago, 
Burlington & Quincy, on a finding that rates on grain from 
Humboldt, Neb., to St. Louis, are not unreasonable or unduly 
prejudicial. The complaint alleges the rates from Humboldt and 
St. Louis and related rate territories had been, since April 1, 
1921, and are now, unjust, unreasonable and unduly prejudicial. 
The Commission was asked to prescribe reasonable rates for 
the future and award reparation. The evidence, Johnson said, 
was directed to St. Louis only. The complaint was directed 
against an increase in the spread in the rates from Humboldt, 
Salem, and Verdon, Neb. Prior to November, 1920, the complain- 
ant said, and for many years prior to that time, the spread 
was 1.5 cents. It complained against rate adjustments which 
resulted in an increase in the spread to 5 and 6 cents. The 
increase in the spread, the complainant contended, made it nec- 
essary to pay the same price for wheat at Humboldt that 
was paid by the grain dealers at Stella, Verdon and Salem, 
regardless of the difference in the freight rates from Humboldt, 
in comparison with the other points. 








WILL PRESS UNDERCHARGE CLAIMS 


The Trafic World Washington Bureau 


The legal department of the Railroad Administration, as the 
result of the decision of the Supreme Court in No. 517, E. I. 
DuPont De Nemours & Company vs. James C. Davis, Director- 
General of Railroads, that the Director-General is not bound 
by the three-year limitation of paragraph 3 of section 16 of the 
interstate commerce act as to filing of suits for collection of 
undercharges, will press for settlement all claims for under- 
charges that it alleges accrued in the period of federal control. 

Officials of the department said many shippers had informed 
the department that, if the Supreme Court decided in favor of 
the Director-General, they would settle without compelling the 
Director-General to bring suit. If settlements are not made, 
however, suits will be brought immediately. Officials said they 
could not give the approximate number of claims that would be 
pressed nor the aggregate amount involved in the claims, but 
that the total was probably less than $1,000,000. 


DENIES REVIEW IN DEMURRAGE CASE 


The Supreme Court of the United States this week, in No. 
894, Greensboro Warehouse & Storage Company, petitioner vs. 
James C. Davis, Director-General, as agent, and Southern, de- 
nied a petition of the warehouse company asking the court to 
review a judgment of the Supreme Court of North Carolina 
awarding the Director-General $8,939.37 on account of demurrage 
that accrued on a number of cars of cotton shipped in April, 
1918, to Greensboro, N. C. 


TELEPHONE OPERATING INCOME 


Operating income of 70 large telephone companies reporting 
to the Commission had an operating income of $11,664,542 in 
January, as against $11,643,620 in January, 1923, according to 
compilations made from reports by the bureau of statistics of 
the Commission. ’ 

Revenues totaled $56,685,248, as against $52,474,171 in Janu- 
ary, 1923, and expenses, $40,236,090, as against $36,258,372 in 
January, 1923. The ratio of expenses to revenues was 70.98 
per cent in January, as against 69.10 per cent in January, 1923. 
The number of company stations at the end of January was 
11,421,398, as against 10,563,703 at the end of January, 1923. 
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HEARING ON SECTION 15A 


The Trafic World Washington Bureau 


In his testimony before the Senate committee, President 
Willard, of the B. & O., latest official reports showed that the 
average rate per ton mile on the American railroads was 
54.63 per cent higher than in 1914, as compared with an increase 
of about 100 per cent in the basis of costs. Senator Howell, 
of Nebraska, asked that a computation be made as to the per- 
centage of increase on certain elements entering into the 
cost of operation on the ton-mile basis and Mr. Willard sub- 
mitted the data at the session held April 11. The members 
of the committee present at one time or another while the hear- 
ing was in progress were Chairman Smith, and Senators Fess, 
Gooding, Cummins, Watson, Howell, Fernald and Bruce. 

The computations submitted by Mr. Willard in response to 
Senator Howell’s request follows: 


There can be no complete separation of railroad expenses between 
freight and passenger service, and no separation of such expenses 
was undertaken prior to Jan. 1, 1920. Since then reports have been 
made to the Interstate Commerce Commission under which the ex- 
penses solely .related to freight and passenger service, respectively, 
are stated, and the expenses related in common to freight and pas- 
senger and allied services are apportioned to the respective operations 
on a formula prescribed by the Commission. The statistics for 
1922 and 1923 on this basis are not available. ; 

The common factor for the periods—and one which is sometimes 
used for the purpose of comparison is the so-called ‘Traffic Units, 
that is, the sum of the freight ton miles and passengers one mile. On 
the basis of traffic units the expense of 1914 compare with 1923 as 
follows: 


Increase 
Per 
1923 Cent 
Total Compensation of Employes—Per Traffic 
UME I Gos ond s con cece Hab ab cas setae «+ 4.19 6.65 58.71 
Average Compensation Per Hour—Per Billion 
ye Eee re ee .86 1.39 61.63 
Fuel—Locomotives—Per Traffic Unit (mills).. .74 1.15 55.41 
Material, Supplies and Miscellaneous—Per 4 
Tre ee RIED. 6 Sib ws Sen b vewevdeecevew 1.73 2.93 69.37 
Taxes—Per Traffic Unit (mills)............0+.. 42 -74 76.19 


This is not submitted as a conclusive basis for comparison, but 
is that available which will, perhaps, measurably answer the inquiry 
of Senator Howell. 

In the earlier testimony the factors of cost were shown to have 
increased as follows: 


Increase in annual average compensation per employe...........- 98% 
Increase in rate per hour 1923 compared with 1916............+.... 126 
Increase. Fi GOs Ol GaGks cis cies 6:0'0.0:00'0 5c ttod ceecavasten toeeye ot eewer 116 
Increase’ in Cost Of MAteriGls. .. 2.5. .ccccccccesdecedoseccccccecccve 57 
TOROS 26 eiak See hbk Fo 559s COR wee cs eh one tawes be clesuta es eeneeewe® 145 


That the cost per traffic unit has not increased in proportion to 
the cost of labor, fuel, materials, and other expense factors is due 
to improved operation and economies effected, with the aid of new 
capital and the renewed interest and fuller co-operation of the em- 
ployes. Since 1914 approximately $5,000,000,000 has been invested in 
larger and more effective locomotives and cars and improved track 
and other facilities. : 

The = tractive power of locomotives which in 1914 was 
30,705 pounds had, in 1922, increased to 37,441 pounds or 21.94 per 
cent. The average capacity of freight cars which in 1914 was 39.10 
tons had increased in 1922 to 43.10. tons, or 10.23 per cent. In 1914 
the average train load was 464.6 tons while in 1923 it was 644.62 tons, 
or an increase of 38.75 per cent, : 

_In 1923, 413,562,182,000 ton miles were handled, with 641,556,000 
freight train miles. Had the average train load in 1923 been the 
same as in 1914 it would have required 248,590,000 additional train 
— which contributed largely to off-setting the increased basis of 
costs. 


Senator Howell also had asked as to what was the net 
return due and payment, made by the government to the rail- 
roads from January 1, 1918, to September 1, 1920. Mr. Willard 
said the actual payments made by the Director General to the 
railroads for compensation were not available, but that they 
closely approximated the net railway operating income ascer- 
tained by the Commission for the three-year test period prior to 
federal control. The average annual net railway operating in- 
come for that period in relation to the investment in road and 
equipment was stated as $896,259,264. Mr. Willard said the 
agreed compensation to Class I roads for the federal control 
and guaranty periods was therefore approximately as follows: 
1918, $896,259,264; 1919, $896,259,264; January and February, 
1920, $149,376,544; March 1 to August 31, 1920, $448,129,632. 

Referring to rates on agricultural products, Mr. Willard said 
he was and that he believed all other railway executives were 
sympathetic with ‘the farmers, but he said if all the carriers’ 
profits were wiped out on the transportation of farm products, 
the reduction would be so small that they would neither make 
nor break the farmers. He said the condition of agriculture 
called for more statesmanship than simply the reducing of 
railroad rates and that, obviously, there were other things that 
needed to be corrected. 

Senator Howell, who has introduced a bill to take away the 
Commission’s power to prescribe minimum rates, asked Mr. 
Willard whether the power to make minimum rates was not 
equivalent to a guarantee. 

“No,” replied Mr. Willard. “There is no relation between 
the two.” 

The senator asked the witness to assume that he owned the 
electric light plant in Washington and was allowed a rate 
of 10 cents a kilowat hour, under which a fair return would 
be earned and a surplus of $100,000 annually. He believed 
that such a condition was the equivalent of a guarantee, but 


. 
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Mr. Wilard said he did not think so, pointing out that the 


- utility would earn a fair «return under the rate prescribed 


under certain conditions and not otherwise. 

Senator Howell referred to the railroads having the “assur- 
ance” under section 15-a and “minimum rates.” Mr. Willard 
said he had said nothing about minimum rates. He said the 
Commission had exercised its power in that respect to a lim- 
ited extent—that it had not prevented the railroads from 
making some low rates. He said some six months ago he had 
computed that the Baltimore & Ohio, since rates were ordered 
reduced by the Commission, voluntarily had made rate reduc- 
tions aggregating between $400,000 and $500,000. He said the 
Commission did not hold up such rates because they were made 
to stimulate some particular line of activity. He said the 
process of rate reductions was going on “every single minute.” 
He also said rate reductions made by the railroads had applied 
to a greater measure to products of agriculture than to any 
other line of business. 

Senator Fess raised the question of the effect of repeal of 
section 15-a. Mr. Willard asked what would the agent of Con- 
gress think but that Congress felt that the rate of return 
allowed under the section was too great, and that, if possible, 
it was up to it to find something less than the return allowed 
under the present law. He also said, with respect to obtain- 
ing new capital, that if the section were repealed he would 
not feel like recommending to his board of directors a program 
to obtain new capital such as was undertaken last year. He 
said he was not trying to discredit railway credit, but that 
he felt he should tell the committee just how he felt with 
regard to the matter. 

Chairman Smith inquired as to the wisdom of the policy 
of the Commission, under the recapture clause, being author- 
ized to go into “the furnishing business,” referring to the 
Commission’s power to acquire and lease equipment to car- 
riers. Mr. Willard thought situations might develop where 
the authority in question might be of considerable value. He 
said he thought the authority conferred was proper. 

“I simply wanted to get your opinion as to the policy of 
putting the Commission into the equipment and furnishing busi- 
ness,” said Chairman Smith. 

“I thing that the policy is wise and that it may be help- 
ful,” replied Mr. Willard. 

Senator Cummins raised the question of the “weak roads— 
those even under section 15-a that have been unable to earn 
a fair return. Mr. Willard thought consolidation might help 
to cure that condition. Senator Cummins said he did not wish 
to inject the question of consolidation into the hearing, but that 
it was his opinion that was the only hope of private operation. 
The senator referred to the group system of making rates 
under section 15-a and asked what would become of the “weak” 
roads if that system were abandoned, and referred to what 
would happen if the Commission fixed rates on the basis of 
earnings of railroads that made large profits. He said the 
only plan possible was to use the group system; that even 
the La Follette rate-making bill, which he said he did not 
wish to be understood as approving, adopted the group system 
of making rates. 

Howard Elliott, chairman of the board of the Northern Pa- 
cific, testified April 12 in support of retention of section 15-a in 
the act. His reading oof a prepared statement was interrupted 
by questions from members of the committee and the hearing 
was adjourned at 12 o’clock until April 14. 


Chairman Smith said that, under the rule adopted by the 
committee, April 12 was the last day for hearing opponents of 
repeal of section 15-a. At that time the committee had heard 
Daniel Willard, president of the Baltimore & Ohio, and pari 
of the statement of Mr. Elliott. In the three days of one and 
a half hours each allotted to opponents of repeal, a consid- 
erable part of the time was taken up by questions put by mem- 
bers of the committee and by the answers thereto. 

Chairman Smith said the chair had no power to say just 
what would be done as to extension of time for opponents of 
repeal, and that that question would be decided April 14. Mj. 
Thom said he had two more witnesses and asked that they be 
heard. Bird M. Robinson said the short lines desired to be heard 
and that they would let out a “squal’ if they did not get an 
opportunity to do so. Chairman Smith finally said Mr. Elliott 
might have half or three-quarters of an hour on April 14 to 
complete his prepared statement. Forney Johnston, counsel for 
the National Association of Owners of Railroad Securities, which 
urged the enactment of section 15-a, also desired to be heard. 


Considerable time was taken at the hearing April 12 in dis- 
cussion of whether or not section 15-a constituted a “guaranty.” 
Mr. Elliott contended that the section merely gave assurance 
of a protective policy toward the railroads to the end that the 
country would have adequate transportation. 

Senator Fess of Ohio said since the section did not consti- 
tute a “guaranty,” he was still in doubt as to why it should te 
retained. Mr. Elliott said the section was an assurance to in- 
vestors that if they put their money into railroad securities and 
general economic conditions permitted, the railroads would jbe 
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allowed to earn up to a certain amount, determined by the Com- 
mission to constitute a fair return, and above which they musi 
share with the government. Mr. Thom said section 15-a did not 
assure anything—that it was merely a statutory declaration of 
policy. Senator Fess said he was still open-minded on the 
question. 


Senator Howell, who indicated by his questions that he re- 
garded the section as more or less of a guaranty, said if another 


policy designed to attract capital could be devised, section 15-a 
would not be needed. 

“We have had so many definitions of the guaranty clause 
that by common consent each man will take his own definition,” 
interjected Chairman Smith. 

Senator Gooding questioned the wisdom of the policy under- 
lying the recapture clause, declaring that it promoted extrava- 
gance on the part of railroad managements because of the in- 
herent human desire not to give up anything. 

Mr, Thom asked why the railroads should waste a dollar 
when they could save half of it under the recapture clause. 

Senator Gooding declared section 15-a was all wrong in 
principle, anyway. 

Mr. Elliott, in his prepared statement, said, in part: 


To my mind there is more protection to the 110,000,000 people 
who are using the railroads, to the 2,000,000 people who work for the 
railroads, and to the 2,000,000 people .who own the securities of the 
railroads, besides the 50,000,000 who are interested in life insurance 
policies, savings banks, etc., if the Congress in its wisdom should 
stop for the present in trying to make amendments to the trans- 
portation act and permit stability of regulation and stability of rail- 
road conditions. . 

Section 15a is a fundamental part of the act and helps to bring 
that protection to the railroad system of the United States that is 
essential, particularly to the well being of the users of the railroads. 
To rescind the rule that it shall be the duty of the Interstate Com- 
merce Commission to allow rates which, as nearly as may be, shall 
be enough to give the railroads as a whole, or in groups, an amount 
of revenue which under normal conditions will pay all legitimate 
expenses and taxes and yield a return that will attract new capital, 
would be detrimental to the interests of the shippers and employes, 
as well as to the interest of the security owners; and, in fact, more 
detrimental to shippers and employes, as they have the largest 
interest in adequate transportation facilities. 


As the development of the country continues, there will be many 
opportunities for investors to select industries when the chance of 
return is greater than in railroads. To cancel 15a would be a notice 
to the investing public that the Congress was unwilling to continue 
a reasonable and protective provision of the act which is helpful in 
obtaining new capital for railroads. Such cancellation would be 
harmful to existing securities so widely distributed; would hurt the 
credit of the roads and make it more difficult to obtain new capital. 

This rule is a means to the end of obtaining adequate railroad 
service under private operation at the lowest rates that are con- 
sistent with paying all costs of the service, operating expenses (in- 
cluding reasonable wages to employes), taxes, and reasonable pay- 
ments for the capital now employed and to be employed. It would 
be a reversal of the forward step taken in 1920 to make of our won- 
derful railroad system all that it should be in preparing for the 
great work that must be done by the railroads as our population 
grows. 

When the transportation act was passed with the protective 
features, including 15a, there began to be a feeling of hope and con- 
fidence in the business. To replace 15a now would shake that con- 
fidence and make it increasingly difficult to go on with the work 
of expanding facilities as the country develops. 

The transportation act as a whole is an honest and constructive 
effort resulting from many years of discussion and debate to pro- 
vide a reasonably stable and yet flexible system. It has hardly had 
time to function under settled, economic conditions, and Congress 
should move very slowly in changing it. Without section 15a the 
act cannot produce the results desired by a majority of the people. 

From 1920 to 1924 we have tried a new plan. It has worked so 
far to give the public service, and railroads have been hopeful that 
it would give protection to the industry so that it could grow as 
the country grows. If continued and administered in the spirit that 
animated the framers of the act, I believe that protection will be 
forthcoming. Why change now when the act has been in effect only 
four years? Why take a step that is likely to cause hesitation and 
uncertainty again in our railroad system. The safe course today is 
to give the transportation act with 15a a further trial. 


I think all people admit that agriculture is one of the great and 
important basic industries of the country; but so is transportation. 
We must have successful agriculture and successful transportation 
or progress in other forms of industry will be checked. It is only 
a little over two years ago since agriculture was complaining because 
railroads were not adequately equipped to furnish all the facilities 
necessary. It seems obvious, therefore, that while everything should 
be done to foster and protect agriculture, it will not do to take 
steps that will weaken the development of our transportation sys- 
tem and not permit it at all times to keep pace with the indus- 
trial development of the nation. While agriculture is having a diffi- 
cult time in parts of the northwest, so are the railroads, and they 
need help if they are to continue to grow and be ready for the next 
uplift in that great country, which is sure to come some day. 


Section 15a helps to stabilize the general situation by consider- 
ing the rates for different groups of railroads instead of for one 
railroad at a time or for one small piece of territory. As we are a 
nation and not a confederation of states, and as we need a national 
system of transportation that is adequate in every way, it seems 
very desirable that the federal power shall be in control and that 
the mandates of Congress announcing the principle that rates shall 
be sufficient to make a fair return: should not be withdrawn because 
such withdrawal will be a shock to the investing public and make 
it increasingly difficult to obtain the necessary capital and be a 
step in the direction of government ownership which I believe the 
country does not want. Frequent changes in our national policy 
of regulation are uncertain to business and place an unnecessary 
burden upon it. Such changes also tend to destroy confidence. 

There is too great a tendency to believe that the rates of the 
railroads are the primary and potential cause of success or failure 
in industry and agriculture and that by reducing rates, adverse 
economic conditions, errors in judgment and failures in management 
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on the farm, in the factory and in the mine can be corrected and 
avoided. Rates are, of course, important, but their effect upon the 
success of any business enterprise has been magnified and there is 
danger that the theory of reducing rates in an effort to improve 
business and agricultural conditions will do more harm in prevent- 
ing the furnishing of adequate facilities than any possible good to 
be obtained by reductions. 


The railroad system of the United States is for the purpose of 
carrying people and property. It ought not to be uSed as a carrier 
and a cure-all for the economic troubles of the country. These eco- 
nomic troubles cannot be cured by reducing rates so that the rail- 
roads are crippled and conditions created that may force govern- 
ment ownership, to which this country is opposed. In the long run 


it will not help agriculture to starve the railroads so that they 
cannot give service. 


; The railroads of the country gave the largest amount of service 
in 1923 yp ever was given before. The country is going to con- 
tinue to grow, and in spite of the magnitude of the work done by 
the roads for the people in 1923, we must look ahead to 1933, 1943 
and 1953. Why change now? The transportation act may not be 
perfect; section 15a may not be perfect, but taking the act as a 
whole, section 15a is very important and a vital part of it. I feel 
strongly, not only as a railroad officer, but as a freight shipper, 
that the act ought to be let alone—section 15a ought to be let alone, 
certainly until the after-effects of the World War are worn off more 
than they have been up to the present time. 

The Senate interstate commerce committee did not meet 
April 14, as planned, to continue hearings on section 15-a, because 
the Rpublican members of the committee had to attend a Repub- 
lilan caucus. The hearing was resumed the following day. 

When the committee resumed hearings April 15, Chair- 
man Smith indicated that the witnesses for the carriers would 
have time in which to submit their testimony. Mr. Elliott 
started to complete the reading of his prepared statement but 
questions by members of the committee interrupted him and 
he simply filed for the record the part he had not read. 

Mr. Elliott submitted figures to show that, for the West- 
ern district, the increase in the ton-mile .rate on products of 
agriculture and animals and products, was 31 per cent, 1923 
as compared with 1914, while the increase in the same period 
on all carload business, other than farm products, was 50.28 
per cent. 

The increase in the value of all farm products, 1923 as 
compared with 1922, was $1,459,815,000, Mr. Elliott said, while 
the freight revenue on the 1923 tonnage was $888,642,710, the 
increase in value having been $571,772,290 more than the total 
freight paid. ‘The increase in value of all farm products in 
the Western district, he said, was $396,429,000 more than the 
total freight paid, which was $485,378,000. 

Mr. Elliott submitted to the committee the studies made 
by the Bureau of Railway Economics with reference to com- 
modity prices in relation to their transportation costs on grains, 
live stock and cotton, summaries of which have appeared in 
The Traffic World. 

Senator Howell revived a discussion of the question of 
when rates could be reduced and also as to whether or not 
section 15-a was a guaranty. Mr. Elliott said the railroads 
west of the Mississippi, as a whole, were not getting a sufficient 
return. Mr. Howell apparentlf could not see any hope for 
rate reductions on the western roads, as thef had earned 4.57 
per cent in 1923, while the Commission was aiming at a re- 
turn of 5.75 per cent. 

“What hope is there for rate reductions?” asked the senator. 

Mr. Elliott admitted he could not see any prospect of im- 
mediate reductions “if you want to support the railroads.” He 
said, however, economies in operation were being effected and 
that he believed the expenses of the railroads would be less this 
year than last, and that as the volume of business increased, 
it might become possible to make some reductions. 

“What hope is there for reductions?” again asked Senator 
Howell. 

“What is your alternative?” asked Mr. Elliott. 

“My view is that the principles governing transportation 
have to be utterly changed,” replied ‘Mr. Howell. 

Senator Gooding then referred to wage increases made 
by the New York Central, declaring that an official of that line 
had said that the wage increases meant increased rates. He 
said section 15-a permitted the railroads to create as much 
expense as they pleased, and then charge higher rates. 

“One of the most important things that can be brought 
out here,” declared Senator Howell, rising to his feet, “is that 
under the present principles there is no hope for reduced rates. 
The alternative is this: We have got to reach a different basis 
or hold up our hands and continue to pay these rates and there 
is no hope.” 

Chairman Smith asked Mr. Elliott whether it was not a 
fact that the railroads were better equipped to handle a volume 
of traffic equal to that of 1923 than ever before. Mr. Elliott 
said his judgment was that the railroads were in better condi- 
tion now to furnish service and at some reduction in costs. 
He said some reductions in rates might result but he regarded 
such action as doubtful if the desire was to have the roads 
supported by private individuals. 

Senator Cummins said he wished to develop the line of 
thought of Senator Howell. 

“What hope is there of reducing wages, the cost of steel 
rails, ties and all other materials that enter into the construc- 
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tion and operation of the railroads?” he asked. “Why should 
we reduce rates unless we change the cost of other things? To 
me the matter is not hopeless. What we need is a proper rela- 
tion of prices and wages. I am not disturbed by the point that 
we can’t hope to reduce rates if we can get the price of agri- 
cultural products up.” 

Chairman Smith thought section 15-a was in the nature of 
a “cost-plus” plan. He said no matter how much other things 
increased in cost, the 5% per cent was in the nature of an as- 
surance. He asked why should the railroads worry with the 
assurance given by section 15-a. Senator Gooding then referred 
to the recapture clause and stated his belief that it promoted 
extravagance. He apparently held the view that the section 
permitted capital and labor to combine and that the consumer 
had to pay the bill. He thought such a condition was serious 
for the consumer and the government. He said one reason he 
was opposed to government ownership was that it created ex- 
travagance. He thought the “whole thing,” referring to sec- 
tion 15-a, was a farce. 

This discussion brought up the question again of whether 
section 15-a was a guaranty or an assurance. Mr. Elliott said 
it did not constitute a guaranty nor an assurance which was 
the equivalent of a guaranty. He said it could be considered 
nothing more than a statement of a policy. 

George A. Post, representing the Chamber of Commerce of 
the United States, appearing in support of section 15-a, re- 
viewed the Chamber’s referendum on the subject prior to en- 
actment of the law and told the committee of the action of the 
National Transportation Conference and of the referendum now 
being taken by the chamber. 

EK, J. Frost, vice-president of the William Filene Sons Com- 
pany of Boston, read a statement prepared by Julius H. Barnes, 
president of the Chamber of Commerce, who was unable to be 
present. The statement emphasized the necessity of having a 
level of rates that would permit adequate and expanding trans- 
portation facilities to handle the business of the country. It 
pointed out that, on account of inadequate facilities in 1922, 
the farmers had suffered severe losses, and urged elimination 
of experimental changes in the transportation act in the present 
period when the country was passing through changes. 

Chairman Smith, and Senators Cummins, Gooding, McLean, 
Fernald, Fess and Howell were present at the héaring April 
15. Senator Capper, whose bill repealing section 15-a is before 
the committee, attended the hearing for a brief period. Chair- 
man Smith and Senator Gooding* wanted to continue the hear- 
ing in the afternoon but Senators McLean and Fernald pro- 
tested because they had to be on the floor of the Senate. 
Chairman Smith said it was important that the committee get 
through with the hearings. It was decided to adjourn until 10 
‘a. m. the following day. 


S. T. Bledsoe, general counsel of the Santa Fe, appeared 
before the committee April 16. He refuted the charge that 
section 15-a guaranteed the railroads a fair return. He said 
he was convinced that 90 per cent of the opposition to the sec- 
tion was founded on the belief that the carriers were thereby 
guaranteed a return. He asserted the section had not and did 
not prevent the reduction of excessive or unreasonable rates to 
a reasonable basis. He pointed out that, since 1920, rate re- 
ductions aggregating more than a billion dollars had been made, 
although the railroads had not achieved the fair return per- 
mitted by the law, and that rate reductions were being made 
all the time. Referring to Senator Howell’s repeated questions 
as to when rates could be reduced, Mr. Bledsoe said if no re- 
ductions were made until the carriers earned 5% per cent, it 
might be some time before reductions could be made, but he 
emphasized that the fact. that the carriers had not yet earned 
5% per cent had not prevented and was not preventing rate 
reductions. 

Senator Gooding asked Mr. Bledsoe whether he agreed with 
the statement that wage increases being granted by the roads 
Meant rate increases. Mr. Bledsoe said he did not agree that 
wage increases would necessarily be followed by rate increases. 

Mr. Bledsoe said so far as his system was concerned there 
had been practically no complaint as to the level of existing 
rates. He said he had not seen more than two or three newspaper 
articles criticizing the level of the rates. Senator Gooding re- 
vived a discussion of the effect of horizontal increases on the 
long hauls. Mr. Bledsoe said if there had been more time in 
which to meet the problems confronted when the horizontal in- 
creases were made, there might have been a better adjustment 
made than was made by the horizontal increases. 

“Let’s proceed with the discussion of section 15-a,” said 
Chairman Smith. F 

“I think a man who doesn’t want the railroads to get a fair 
return is an undesirable. citizen,” said Senator Gooding at an- 
other point in the discussion. : 

_ Chairman Smith said he favored an amendment to sec- 
tion 15-a, and that several members of the committee were 
working on such an amendment, “looking to the utilization of 
the recapture fund on an entirely different basis than now pro- 
Vided in the law.” He said the fund should be used in the 
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most effective way and that now it was an additional charge on 
the public because, apparently,. the government was required to 
charge interest on loans at the rate of 6 per cent. 

Mr. Thom said the point raised was an important one and 
that several carriers had asked him to ascertain whether Con- 
gress would consider reducing the rate of interest on loans. 
Senator McLean said if the government was exacting too high 
an interest charge, it should be reduced. Senator Gooding said 
there must be some supervision over carriers’ expenses, adding 
that the Commission exercised no supervision now. 

Senator Howell said the purpose of questions asked by him 
in the course of the hearings was to show, as he believed, that 
under the present principles governing transportation regula- 
tion, there was no hope of material reductions in rates. 

“If we are to have reductions, there must be changes in the 
principles and premises,” said he. “One of the ideas I have in 
mind is that the government should furnish money to the ear- 
riers, where they could not obtain it, at the cost of the money 
to the government. We should go further than this recapture 
clause. The government should lend no money except on. prior 
lien security. When the government steps in and affords relief 
of this character, it should deduct the amount of money loaned 
at 4% per cent from the valuation of a carrier as fixed by the 
Commission.” 

Senator Howell’s idea was that the carrier borrowing money 
from the government at 4% per cent interest should be entitled 
to earn a fair return equivalent to 4% per cent on the money 
so borrowed, and that the fair return of 5% per cent should be 
restricted to the part of the property that had no part of the 
4% per cent money in it. He said that limitation should con- 
stitute the disadvantage of getting money from the government, 
He indicated he believed the government should lend money to 
the carriers generally on the basis indicated if they wished to 
obtain such loans. By such a course, he said, “we would be 
on the road to the lowest possible rates.” He said the only 
advantage of public ownership was the advantage of public 
credit and the rates of interest that public ownership afforded. 
By adopting the plan he outlined, he said, “we would be able 
to afford all the benefits of public ownership without having 
public ownership.” 

Mr. Bledsoe said he had inquired at the Commission as to 
what that body was doing to determine whether the railroads 
were being efficiently operated and that Commissioner Potter, 
head of the division in charge of that subject, had informed him 
that the Commission was looking into the question of cost of 
repairs to equipment, that it was carefully checking the reports 
of the carriers and policing their expense accounts as reported. 

S. H. Cowan interrupted to say that he could not sit by and 
hear such a statement made when the Commission had said in 
its annual report that it was practically doing nothing along 
the lines indicated. 

“T am giving the committee what Commissioner Potter gave 
me and if Mr. Cowan were feeling just right he wouldn’t make 
that statement,” replied Mr. Bledsoe. 

Chairman Smith said a representative of the Commission 
would be called to testify on the subject. 

J. P. Haynes, traffic director of the Chicago Association of 
Commerce, obtained permission to file a resolution adopted by 
the association to the effect that Congress should refrain from 
making any changes in the transportation act until sufficient 
time had elapsed to enable the benefit of such legislation to be 
achieved and any possible defects to be clearly demonstrated. 


At the close of the hearing at noon April 16 the question 
came up again as to holding an afternoon session. Senator 
McLean opposed sitting in the afternoon but Chairman Smith 
and Senators Gooding and Howell urged that an afternoon ses- 
sion be held. Senator Howell said the time was getting short 
for action by Congress on the subject before the committee and 
that if anything was going to be done, the committee must make 
an early report. Chairman Smith announced the hearing would 
be resumed at 3 o’clock that afternoon. The chairman and 
Senators Pittman, Gooding, McLean and Cummins were present 
at the morning session. 


Chairman Smith and Senators Gooding and Howell, at the 
afternoon session April 16, heard N. H. Loomis, general solici- 
tor of the Union Pacific. Mr. Loomis said Congress had en- 
acted section 15a with a full understanding that the railroads, 
to obtain capital, had to be backed by an express statutory 
declaration of a fair and constructive policy. He said the 
section was based on the constitutional right of the carriers 
to a reasonable return upon the value of their properties, and 
that it merely gave notice to the world that Congress had re- 
solved to do its duty toward the railroads and that those who 
were willing to put their surplus funds into railroad enter- 
prises for the benefit of the public would be protected to the 
extent mentioned in the statute. 


Mr. Loomis said if, notwithstanding a repeal of the section, 
the Commission should discharge its duties as required by the 
Constitution, its attitude toward the making and adjustment 
of rates would not be changed. If Congress expects the Com- 
mission to change rate-making practices by repealing the sec- 
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tion, he said, it means that Congress expects the Commission 
to ignore the Constitution and refuse to give to the railroads 
the reasonable return to which they are entitled under that 
instrument. 

“If Congress does not intend by the repeal of section 15a to 
give to the railroads less than a fair return, the proposed 
action is, of course, perfectly futile,” said he. “From a purely 
political standpoint it might serve a purpose, but it would at 
the same time result in distinct injury to the railroads and 
that injury would immediately react upon the public.” - 

Mr. Loomis said Congress could not inspire confidence in 
the soundness of the railroad investments if at one session 
it adopted legislation that encouraged investments and at the 
next session repealed it. He said prior to the enactment of 
the transportation act the question as to whether or not a 
particular rate or return was confiscatory was left to the 
courts to decide, and it became necessary for the court to 
determine two questions of fact: (a) Value of properties in- 
volved; and (b) whether or not the return in fact was con- 
fiscatory. He said Congress finally decided to leave these 
two questions to the Commission. If section 15-a were repealed, 
he said, the two questions of fact involved would again be 
relegated to the courts with the possibility of drawing deci- 
sions no two of which would be alike. 


“Congress cannot afford to defeat or retard railroad devel- 
opment by unfriendly legislation,’ said he. “The encourage- 
ment given by section 15a should be continued and the Inter- 
state Commerce Commission should be left free to adjust rates 
as conditions seem to require it.” 


S. H. Cowan, counsel for livestock shippers, appeared before 
the committee April 17 and urged repeal of section 15-a. He 
declined to read a prepared statement because so few members 
of the committee were present but he filed the statement for the 
record and discussed various phases of the railroad question for 
over an hour. Chairman Smith and Senators Cummins, Fernald, 
Pittman and Gooding were present. Senator Capper listened to 
part of the discussion. 


Mr. Cowan said section 15-a tied the hands of the Commis- 
sion and that it changed the principles of rate making as existed 
before passage of the act. He said the administration of the 
law had resulted in taxing the people of the middle west and 
southwest twice as much as they should have to pay in rates. 
He attacked the theory of fixing rates on the valuation of all 
the roads. He said the reason the railroads desired to retain 
the law was that they were unregulated as to the reasonable- 
ness of rates. He said the rate basis under the section was 
all wrong. He charged that the Commission had used the book 
value of the railroads in fixing the tentative valuation but this 
was disputed by Senator Cummins. 


“Section 15-a prevents the railroads from getting what they 
expect to get and makes the people pay more than they should 
pay,” said Mr. Cowan. 

Rates should be fixed on the basis of what the traffic will 
bear, he said, adding that that could not be done on “a per- 
centage basis.” 


“I told the Commission if it gave the railroads what they 
asked for in Ex Parte 74 it would be writing the epitaph of 
private ownership of the railroads in this country,” he continued. 
“You know that, Mr. Gooding.” 

“Absolutely,” replied Senator Gooding. 

“Leave it to a commission of well-informed men to say what 
the people shall pay,” Mr. Cowan said. 

Mr. Cowan said there was no transportation system in the 
country—that the law created an artificial body in the way of 
railroading that was sapping the vitality of the farmers and 
stock growers. He said the farmers were being sapped for money 
going into Wall street and to pay the expenses of the great 
corporations, 

“Section 15-a is a guaranty the shipper has to pay,” Mr. 
Cowan said, adding that it was not a guaranty the railroad 
received. 


Abolition of the Railroad Labor Board and return to rate- 
making practices followed in the ten years preceding federal 
control, was advocated by Mr. Cowan. Senator Cummins re- 
marked there was more trouble with the railroads in the period 
from 1900 to 1908 or 1910 than in any similar period. 

The railroad valuation act was a great mistake on the part 
of Senator La Follette, Mr. Cowan said, adding that rates could 
not be fixed on the basis of valuation. He said the Labor Board 
resulted in the railroads having to pay too much for labor. He 
believed that the time would come when the government would 
take over the railroads, although possibly not in his life-time. 

Referring to intrastate rates, Mr. Cowan said it was a blot 
on the legislation of the country that a board in Washington 
could nullify state constitutions and that the law in that respect 
ought to shock the conscience of every man in .Congress. 

“Why are there Bolshevists?” he asked. “That can be an- 
swered by asking why there are not more Bolshevists.” 

Mr. Cowan referred to “organized propaganda” as to “hands 
off” the transportation act. Senator Gooding said the Union 
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Pacific was advertising in. small newspapers of his state and 
that the people paid for it under section 15-a. 

“Exactly,” said Mr. Cowan. 

At the afternoon session April 17 the committee heard Alba 
B. Johnson, president of the Railway Business Association, in 
support of section 15-a. He said, in answer to the question 
whether there was any hope for rate reductions, that there was 
hope and that that hope lay in operating economies. He dis- 
cussed that phase of the railroad problem from the standpoint 
of the members of his association who manufacture railway 
necessaries. 

Mr. Johnson said it was the absence of such a principle 
as that embodied in section 15-a that made his organization 
necessary and that for twelve years the organization had advo- 
cated the adoption of the principle involved. 

“It is our view that the facts justify hope to all concerned 
from economies,” said he. “You are invited to consider some 
of the facts.” 

Mr. Johnson then took up in detail a discussion of the fol- 
lowing statements: (1) In many years to 1923 the railways 
through operating economies made substantial headway against 
rising expenses outside their control; (2) operating economies 
are largely attained through investment of capital; (3) railway 
credit under section 15-a was the basis of railway achievement 
in 1923; (4) investment in railway improvements for economies 
brings immediate prosperity to the whole country; (5) outside 
anxiety about the government policy, no obstacle to progress in 
economies is in sight so great as those obstacles against which 
the railways have been successfully contending. In conclusion, 
Mr. Johnson said: 


You ask how long it would take for operating economies to 
afford relief in freight rates. The railroads waited many years 
for relief from rates too low and the arrearages accumulating in 
consequence cannot be made up overnight. The country was 
guilty of neglect. We were all guilty. We are paying the piper. 
Another answer is that you cannot drop a coin in a slot and 
carry away a locomotive or a car or a mile of track or a new 
terminal. These things take time. It takes time also for the 
courage and confidence of investors and of managers to revive. 

In 1920 Congress sowed in the soil a seed of promise. The 
farmer knows that when he sows a seed he cannot hasten the 
harvest. The railways and those who equip them are quite as 
eager to speed up the process as anyone else can be. We are in 
the business.» We have the contacts. We know the necessary 
sonditions. We believe our judgment should be persuasive with 
you. That judgment is this—that nobody in the United States 
at this moment has it in his power to do so much for progress 
in the railway economies essential to ultimate rate reduction as 
senators and representatives who have introduced bills for the 
repeal of section 15A. Withdraw those bills and you will have 
done a practical thing to protract and complete the cycles of de- 
velopment down through all the roads, down through all grades 
of securities, down through all kinds of improvements. 


HOWELL MINIMUM RATE BILL 


Senator Howell, of Nebraska, has introduced a bill (S.3070) 
“to re-establish competition in railroad transportation rates 
as substantially in effect prior to the present increased rail- 
way rates and the enactment of the transportation aci, 1920, 
popularly known as the Esch-Cummins law, by limiting the 
powers of the Interstate Commerce Commission to establish 


and prescribe maximum rates only.” The text of the bill fol- 
lows: 


Be it enacted by the senate and house of representatives of the 
United States of America in congress assembled, That wherever in 
the Interstate Commerce act, or any amendment thereof, or in the 
“transportation act, 1920,” or in any other law, the Interstate Com- 
merce Commission is authorized to establish and. prescribe maxi- 
mum or minimum, cr maximum and minimum, or maxima or minima, 
or maxim and minima, rates, fares, or charges, joint, proportional, 
individual, or otherwise, its authority and powers in respect to such 
rates, fares,-and charges shall be, and they are hereby, limited to 
establishing and prescribing only maximum rates, fares, or charges, 
and maximum individual, joint, or proportional rates, fares, or 
charges: Provided, however, That this. act-shall not be construed 
as preventing or forbidding the Interstate Commerce Commission 
from establishing and prescribing such rates, fares, and charges, 
individual, joint, proportional, or otherwise, as will prevent the un- 
reasonable advantages, preferences, prejudices, or undue, unreasonable, 
or unjust discrimination, mentioned and provided for in section 6, 
13, and 15 of the Interstate Commerce Act as amended by the 

transportation act, 1920,” approved February 28, 1920. 

Section 2. That all acts and parts of acts inconsistent with 

the provisions of this act be, and the same are hereby repealed. 


LOCOMOTIVE INSPECTION BILL 

“ Representative Cooper, of Ohio, on behalf of the House 
committee on interstate and foreign commerce, has submitted a 
favorable report on H. R. 8578 amending the boiler inspection 
act. As reported, the bill provides for the employment of not 
to exceed 15 additional inspectors, establishes the salary of the 
chief inspector at $6,000, the assistant chief inspector at $5,000, 
and of each inspector at $3,600 a year. At present the chief 
inspector gets $5,000, the assistant, $4,000, and inspectors, $3,000. 
The bill also raises the maximum appropriation for the inspec- 
tion work from $300,000 to $500,000. 

The committee said the lack of sufficient inspectors and the 
restrictions on the present force, due to lack of: funds, was re- 
flected in an increased number of accidents and casualties, with 
general depreciation in the condition of motive power. 


‘ 
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April 19, 1924 


CONGRESS AND THE RAILROADS 


The Trafic World Washington Bureau 


Although it is still regarded as doubtful whether Congress 
will make major changes in the transportation act at this ses- 
sion, apparently there are possibilities in the legislative situ- 
ation that may result in some railroad legislation being en- 
acted. If Congress adjourns the first part of June, it is not 
believed that there will be time to get final action on pending 
bills that would amend the act in important particulars, but 
the indications do not point absolutely to an adjournment ai 
that time. If sessions were held throughout the summer 
months, it would be idle at this time to predict what Congress 
might or might not do with respect to railroad legislation. 

Section 15a, on which hearings are being held by the Sen- 
ate interstate commerce committee, probably will face a diffi- 
cult time in the committee. Of the seventeen members of the 
committee, only six or seven may be listed as opposed to 
amendment or repeal of the section. These members are 
Senator Cummins, of Iowa; McLean, of Connecticut; Watson, 
of Indiana; Fernald, of Maine; Elkins, of West Virginia; 
Underwood, of Alabama, and Bruce of Maryland. 

The members who, no doubt, will vote for amendment or 
repeal of the section are senators La Follette, of Wisconsin; 
Gooding, of Idaho, Howell, of Nebraska; Smith, of South Caro- 
lina; Pittman, of Nevada; Dill, of Washington; Wheeler, of 
Montana, and Mayfield, of Texas. Senator Couzens, of Mich- 
igan, might vote with the senators listed above. Senator Fess, 
of Ohio, has expressed doubt as to section 15a, but has said 
he has an open mind on the subject. ; 

If the Senate should amend or repeal the section, the mat- 
ter then would go before the House committee on interstate 
and foreign commerce. 

At this session the House committee has been looked to as 
more or less of a check on the Senate committee. The mem- 
bers of the House committee have shown a disposition to in- 
quire thoroughly into matters referred to it. The action of 
Representative Barkley, of Kentucky, a member of the House 
committee, however, in moving to discharge the House commit- 
tee from consideration of the Howell-Barkley railway labor bill, 
has established more or less of a precedent for other members 
who may think the House committee is not speedy enough in 
the consideration of railroad legislation. If a member obtains 
the signatures of 150 members, under the new rules forced by 
the “progressive” group in the House, the House must act on 
a motion to discharge a committee. If the House votes to 
support such a motion the particular bill affected is put 
before the House for consideration. 

Although a sub-committee of the Senate ‘interstate com- 
merce committee has concluded hearings on the Howell-Bark- 
ley bill no action has been taken by it because Senator 
Couzens, the chairman, has been ill. 


HEARING ON HOCH RESOLUTION 


The Trafic World Washington Bureau 


Commissioner Esch and Director Hardie reappeared before 
the House committee on interstate and foreign commerce April 
12 in response to a request of the committee, which had declared 
the hearings closed, for further information as to the cost of such 
an investigation as proposed by the Hoch rates revision resolu- 
tion and as to the time that would be required to carry out the 
mandate of the resolution. Director Hardie was asked to return 
April 14 to answer questions of members of the committee. 

Commissioner Esch told the committee there was no way of 
accurately estimating the cost or the time that would be re- 
quired. He pointed out that the Reduced Rates Case of 1922 
was before the Commission for six months; that 9,100 pages of 
testimony was taken and that the cost of reporting the testimony 
was $1,365. He said the cost was less because all the hearings 
were held in Washington. He referred to the Southern class 
rate investigation, pointing out that it was begun about two years 
ago and that a final decision could not be expected before fall. 
He said 15,100 pages of testimony were taken in that case which 
involved only class rates in the southeast. He also referred to 
the hearings on consolidation of railroads, saying that 12,000 
pages of testimony had been taken and that the cost of report- 
ing the testimony in cities outside of Washington was between 
$7,000 and $8,000. 

Mr. Esch said the Hoch resolution provided for a much 
broader inquiry than any of those mentioned. He said the Com- 
mission would have to inquire into all rates and commodities 
and that individual rates ran into the billions. Referring to 
the tariffs that would have to be publishd by the carriers if 
changes were ordered in the rate structure, he said some single 
tariffs required a carload of paper to publish them. 

Mr, Hardie said that, just to illustrate the expense to the 
carriers of publishing tariffs to take care of ordinary rate 
changes, a compilation showed that, in 1920, there were 30,000 
tariffs with 435,206 pages. In 1922, he sdid, the cost to the car- 
riers for publication of tariffs affecting four states in the south- 
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west was $564,000 for printing alone. In the same year in south- 
eastern territory the carriers spent $980,000 for printing of tariffs 
alone, he said. He said the expense of compiling the tariffs was 
as great as the printing expense. These expenses, he said, were 
just to take care of ordinary conduct of the carriers’ tariff pub- 
lishing business. 

Mr. Esch said the Commission would have to employ price 
experts if required to make the investigation because of the 
direction to give particular consideration to the element of value 
of commodities in readjusting rates. He said Congress had 
appropriated $600,000 for the United States Coal Commission, the 
life of which was restricted to approximately one year. 

Mr. Esch also pointed out that the cost to shippers and the 
railroads, in such an investigation as that contemplated under 
the resolution, would be much greater than the cost to the Com- 
mission. 

As to time, Mr. Esch said it was difficult to make an esti- 
mate. He said he could not help but believe that the investiga- 
tion would cover several years—that it could not be done short of 
four or five years. Mr. Hardie said it could not be finished in five 
years and that probably ten years would be more like it. 

Mr. Esch said the Commission could use $100,000 the first 
year of the investigation because the first year would be confined 
to organization work’and getting the investigation under way. 
That sum, he said, would be in addition to overhead expenses 
that would be met out of the general appropriation. He sug- 
gested that the committee, if it approved the resolution, should 
provide for an annual appropriation for the work by the com- 
mittee on appropriations. 

Representative Mapes, of Michigan, wanted to know whether 
it would be necessary for the Commission to inquire into every 
rate. Commissioner Esch replied affirmatively and Director 
Hardie said he did not see how the Commission could do other- 
wise and comply with the resolution as drafted. He said the 
Commission would have to take up the individual rates to 
ascertain whether they were unreasonable, prejudicial or prefer- 
ential. He said the investigation proposed was of much wider 
scope than that in Ex Parte 74. 

Representative Hoch asked questions indicating that he did 
not think the Commission would have to examine every rate. 
Mr. Hardie explained the Commission would have to get a line 
on practically every rate on every commodity by taking typical 
examples in every community in the United States. 

Representative Mapes indicated that Secretary Hoover, in 
his testimony, did not have in mind an investigation of the scope 
Mr. Hardie said the proposed investigation would have. 

Chairman Winslow, after the committee had heard Director 
Hardie April 14, declared the hearings on the resolution closed. 
The chairman asked consent of the committee to take up the 
resolution in executive session April 15 before the committee 
began hearings on truth-in-fabric bills but Representative Hud- 
dleston, of Alabama, objected ecause a quorum of the commit- 
tee was not then present. This left the consideration of the 
resolution in an indefinite state. Mr. Huddleston said he thought 
more time than would be afforded by a short session on April 
15 should be given the measure. 

Mr. Hardie discussed with members of the committee pos- 
sible ways in which the scope of the proposed investigation 
could be limited. He said one way would be to omit any ques- 
tion of relationship of localities or communities but that such 
elimination would omit the class of alleged cases of discrimina- 
tion that twere the cause of at least three-fourths of all com- 
plaints received by the Commission. He pointed out to the 
committee some of the difficulties that would be confronted by 
the Commission should it, for example, decide to reduce rates 
on lumber—one of the “primary” commodities named by Secre- 
tary Hoover. He said producers of articles in competition with 
lumber would demand to be heard for the purpose of obtain- 
a equitable treatment if such a readjustment were to be 
made. 

Discussing what might be the effect of reducing rates on a 
“primary” commodity and increasing them on manufactured 
products, Mr. Hardie said, for example, if rates were reduced on 
iron ore and increased on stoves, it might actually result in 
a net increase in transportation costs to the consumer. 


Representative Huddleston did not like the words direct- 


_ ing the Commission, in making any changes in rates, to give due 


regard, among other things, to “the maintenance of an adequate 
system of transportation.” He thought that phrase gave the 
Commission such latitude that it could refer to that element as 
a reason for not doing what was intended should be done. Mr. 
Hoch said the purpose of that language was. only to give as- 
surance that what was contemplated was not a radical tearing 
up of the rate structure. 





SHORT LINES AND GOODING BILL 
A letter protesting against the Gooding fourth section bill 
has been sent to the Arkansas and Oklahoma members of the 
House and Senate by the Fort Smith and Western Railway. 
It relates the circumstances of the committee hearing on the 
bill, stressing the point that a quorum was seldom present. 
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The representatives and senators are urged to read Commis- 
sioner Hall’s report on the bill. 

The letter calls attention to the effect that the bill, if 
passed, would have on the short lines. It says the Fort Smith 
and Western is one of the many carriers in poor financial con- 
dition whose costs of operation, due to conditions over which 
they have no control, are unusually high, and which meet the 
competition of stronger lines whose traffic, operating, and finan- 
cial conditions are more favorable and which are able, there- 
fore, to maintain a lower basis of rates. 


It says that it is hard enough at best for such carriers to 
continue in operation at all. If no fourth section relief can 
be granted to enable them to meet the rates of standard lines 
they must lose much valuable competitive traffic enjoyed for 
many years which ultimately will force suspension of operations, 
with subsequent damage and loss to towns and farming com- 
muniities served by them. 





ASKS ACTION ON LABOR BILL 
The Trafic World Washington Bureau 


At the close of a long speech advocating passage of the 
Howell-Barkley railway labor bill, April 15, Representative 
Barkley of Kentucky, who introduced the bill in the House for 
the railroad labor organizations backing the measure, said 
efforts had been made to obtain a hearing on the bill before 
the House committee on interstate and foreign commerce, but 
that the committee had refused to consider the measure. He 
said the Senate interstate commerce committee had held heat- 
ings on the bill notwithstanding the Senate investigations. 

Mr. Barkley filed a motion to discharge the committee from 
consideration of the bill and said he hoped the House would 
pass the bill and send it to the Senate. Under the new House 
rules, a motion asking that a committee be discharged must 
be signed by 150 members. Mr. Barkley said he did not antici- 
pate any difficulty in getting the signatures of 150 members. 
When the signatures have been obtained, the House will vote 
on the question of whether or not the committee should be 
discharged. 


Alfred P. Thom, general counsel for the Association of Rail- 
way Executives, has filed with the sub-committee of the Senate 
interstate commerce committee in charge of the Howell-Barkley 
railway labor bill, a statement replying to statements made by 
Donald R. Richberg, counsel for the railroad labor unions. The 
statement said Mr. Richberg made “charges at once reckless 
and without foundation in fact” with reference to testimony 
given by the carriers’ witnesses and took up the charges and 
refuted them. The statement closed with an appeal to the com- 
mittee that it make no changes in the present law. 


Chairman Winslow of the House committee on interstate 
and foreign commerce declared in the House April 18 that his 
committee had not refused to consider the Howell-Barkley rail- 
way labor bill, as charged by Representative Barkley. He said 
Barkley seemed to hold that the bill was a little “fly by night” 
matter that could be worked in any time. He said the com- 
mittee had agreed to take up the question of whether the Bark- 
ley bill would be considered after conclusion of hearings before 
the committee on truth in fabric bills now in progress. He said 
the only request for hearings on the Barkley bill was made one 
day recently, when a committee representing railroad brother- 
hoods asked that they be heard the following day. He made a 
plea for orderly consideration of bills affecting transportation. 

Representative Huddleston of Alabama declared that the 
committee had not held any hearings on any bill of importance 
and that the rule to discharge a committee was passed pledged 
to meet just such a situation as existed. More than one hundred 
signatures of members had been obtained for the motion to 
discharge when Chairman Winslow made his defense. 


y 


RELIEF FOR THE FARMER 


Speaking in the House this week on the subject of relief for 
the farmers, Representative Kvale, of Minnesota, a member 
of the Farmer-Labor party, said with respect to freight rates: 


There is the problem of transportation and the excessive freight 
charges so ruinous to the farmer. Has this Congress no time to 
grapple with the transportation act of 1920, the so-called Esch- Cum- 
mins law? The farmers of the country are well-nigh unanimous in 
demanding that an operation be performed on that animal: The 
very least we can do is to amputate the tail, the infamous guaranty 
section. And if there are enough of you gentlemen to join me we 
will proceed to cut off that tail right behind the ears, and then sub- 
stitute some other animal that will prove a less dangerous pest to 
the agricultural sections of the country than has the iniquitous Esch- 
Cummins law. 


If a bill is enacted into law providing for the much-talked-of 
ratio price for what the farmer has to sell, why not also put a ratio 
price om what the railroads have to sell. which is transportation? 
But this would perhaps be ‘economically unsound.” Due to the 
operations of the Esch-Cummins law the railroads of the country 
have made a larger profit during the past year than was ever reported 
for a similar period. And this while the farmers of the nation were 
being fleeced due to that same law. 
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I. C.C. WAGE STATISTICS 


In its summary of wage statistics of Class I roads for 
January, the bureau of statistics of the Commission said: 


In January, 1924, the number of employes of Class I railroads was 
the lowest recorded since September, 1922. The number reported was 
1,749,927, a decrease of 29,589, or 1:7 per cent as compared with 
the returns for the same month last year. The total compensation 
decreased $10,501,535, or 4.2 per cent. The difference in the percentage 
decrease in the number of employes and their compensation was 
due chiefly to an unusually large number of overtime hours worked 
in January, 1923. 

Compared with the preceding month, the reports for January, 
1924, show a decrease in employment of 2.4 per cent. The total 
compensation, however, shows an increase of 2.1 per cent due prin- 
cipally to the fact that the number of working days was greater. 

The monthly earnings, by groups, were as follows: 

—————Monthly Earings of. — 

Employes reported Employes reported 
on daily basis on hourly basis 

January, January, January, January, 





Group— 1924 1923 1924 1923 
Executive, officials, and staff as- 

I 3 asied tne troy! bs Very ace tite. clove he $433 $423 at ies 
Professional, clerical, and general.. 182 178 $124 $122 
Maintenance of way and structures 240 238 90 90 
Maintenance of equipment and stores 244 243 124 132 
Transportation (other than train, 

eB eat 97 96 124 121 
Transportation (yardmasters, switch 

tenders, and hostlers):........... 253 253 150 153 
Transportation (train and engine 

ao gC ce he eae es les os 192 200 


Increases or decreases in the number of employes, by groups, 
January, 1924, compared with previous month, and with January, 1923. 
January, 1924 compared with 


“ Group— ; December, 1923 January, 1923 
Executives, officials, and staff assistants... (d) 166 170 
Professional, clerical, and general d 








fessional, clerical, and general.......... ) 3,716 3,310 
Maintenance of way and structures........ (d) 19,616 9,367 
Maintenance of equipment and stores...... (d) 7,472 (d) 28,465 
Transportation (other than train, engine 
A NR arenes 3c Sevipind ned a> die och (d) 6,790 (d) 1,583 
Transportation (yardmasters, switch tend- 
CPW, QU OGUIGTED . SE Seo vicic ee Pes ic edes ess (d) 146 (d) 383 
Transportation (train and engine service)..(d) 5,946 (da) 12,005 
eee MMII co tra. cktinc ceahaccawnen 43,852 29,589 


A comparison of the number of employes and their compensation, 
by months, follows: 
CLASS I STEAM ROADS 


oii mee of Total 

/ — employes compensation 
January, Acs slate la is ae SAS sai adequate oud isk otadedek ae 1,779,516 $250,051,786 
ON OUND. © lcs cs ctsvwleu coats wel eo eee ae. 1,783,555 230,416,541 
oe ME eRe La. SSS. etc Unc ole. ode Can 1,816,479 255,447,764 
aes ONG Sel feuds <Salets.c bbe. s:bith eeTeseebhs HLM 1,843,652 245,874,117 
ond ce GM irae is Binh Sk sinhollobeimaia uve Beebe neal 1,896,219 259,679,263 
ct. SRR RAE: Se Re) i, 1,933,929 259,127,789 
SS cise bic ere rae oe 1,954,687 261,805,549 
August, A tiles. cactets Gs calle a sash se Sih « othnd iy ates: 1,973,505 270,187,583 
September, 1923 sn iat dL aealece anh bi: 0 SiGiske eta erelarae 1,945,917 255,217,197 

_ October, 1923 Siew '¢ 069% epee cau 'p.e-eiievigieelesierg 1,936,494 271,005,542 
DOO TAN 5. ae baace teks ik ER. See 1,899,545 249,686,024 
Be I eT ee ane re ere) 1,793,779 234,662,008 
UM, SUPT, o's: 9. sar. +e: ests oale pinata cities wem.y oversea’ 1,749,927 239,550,251 





N. Y. N. H. AND H. SETTLEMENT 
The Railroad Labor Board has received notice from the 
management of the New York, New Haven & Hartford and the 
representatives of the engine service brotherhoods that the 
dispute between them as to wages has been settled. The board, 
learning that the dispute promised to end in a dead-lock, called 
the parties to a hearing April 16, giving the management and 


the enginemen one more opportunity to come to.a settlement 
at their final conference April 11. ~ 


RAILWAY TRAFFIC MEETING 


A special meeting of the American Railway Association 
has been called for May 15 at Chicago at which one of the 
chief subjects of discussion will be ways and means for han- 
dling the peak traffic this autumn. ‘ 

Among other subjects to be taken up is the report’ of the 
car service division and the review of transportation condi- 
tions. It is expected that the executives will have-a survey 
of the equipment and traffic situation which will enable them 
to make comprehensive and effective plans for taking care of 
the heaviest probable business this fall. Preliminary  esti- 
mates place the volume of traffic from the same as last vear to 
10 and 15 per cent increased. 

The association will also consider the report of the trans- 
portation division on car service rules, the report of the oper- 
ating division regarding changes in the standard code of train 
rules, and the majority and minority reports of the mechanical 
division in relation to standards for single and double sheati 
box cars and rules regarding settlements for rebuilt cars. 

It is thought probable that the Association of Railway 
Executives will move to hold its ‘spring meeting at the Hotel 
Blackstone in conjunction with the special session of the Amer- 
ican’ Railway Association. 


You can get the day’s important traffic news every 
working day in~«the year through THE DAILY 
TRAFFIC WORLD. 
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April 19, 1924 


‘POSTPONEMENT OF SECTION 28 


The Trafic World Washitgton Bureau 


Commissioner Plummer of the Shipping B announced 
April 17 that a meeting of the joint committee ofthe board and 
the Commission would be held next Monday™to consider the 
question of postponing the effective date of. section 28 of the 
merchant marine act. The protests to the board, the Commis- 
sion and the House committee on merchant marine and fish- 
eries will be considered at the conference. 

Attorneys for shippers and for the carriers united April 
17 in asking the Commission to vacate its order setting May 
20 as the day on which the carriers must have their tariffs 
amended so as to conform to the rule in section 28 of the 
Jones merchant marine act confining export and import rates 
to such traffic as moved or was to move in ships of American 
registry. John S. Burchmore, speaking for the National In- 
dustrial Traffic League, made the principal argument for the 
shippers and Thomas C. Powell, vice-president of the Erie, 
for the railroads. 


Mr. Burchmore suggested the entire vacation of the order, 
if the Commission was of the opinion that it had only a min- 
isterial duty to perform in setting a day upon which the 
section should come into effect so far as the railroad tariffs 
were concerned, on the ground that what purported to be the 
certificate of the Shipping Board, in fact, was not such be- 
cause it was not in conformity with the statute. He admitted 
that that was a technical objection, but, he said, if the Com- 
mission adhered to its opinion that it was merely a clerk in 
this matter, without discretion, then the form of the certificate 
was material. He suggested that when the Commission acted 
in a quasi-judicial capacity the courts had great confidence in 
its decisions. As a clerk; however, he desired to suggest that 
it had not been as careful as when it was discharging its 
quasi-judicial duties. 

Carriers could not comply, he said, without causing numer- 
ous and flagrant violations of the interstate commerce law. 
Surely, he said, the Commission could take judicial notice that 
the ‘carriers have thousands of schedules which could not be 
changed, in the time allowed, or in much longer time than 
allowed, to bring them into conformity with the rule and at 
the same time avoid violations of the law the Commission was 
required to administer. 

Chairman Hall said that that was a point in which the 
Commission was interested and he suggested that Mr. Burch- 
more develop that thought. Mr. Burchmore said he had in- 
tended doing that and would take automobiles for the pur- 
pose of illustration. He pointed out that the domestic rates 
were made to cover shipments of automobiles on their own 
wheels while the export rates were made to cover automo- 
biles crated, in which a considerable part of the weight was 
lumber, nails and strap iron. He suggested that it would be 
hard, within the time allowed, or any other that had been 
suggested, for the carriers to re-arrange their schedules so as 
to meet the conditions that would be caused by a rule requir- 
ing the application of rates intended to apply to automobiles 
on their own wheels to automobiles crated. The carriers pro- 
posed blanket supplements as the method for compliance, but 


he suggested that that would not enable them to avoid dis- 
crimination. 


Chairman Hall suggested that it was unusual for shippers 
to be urging that point and not the carriers. He wondered 
why the carriers were not present. Mr. Powell said that he 
was present to speak for the carriers and that individual car- 
riers probably would also desire to be heard. The chairman’s 
suggestion and inquiry on that point were called forth by the 
fact that no carriers had asked for the assignment of time to 
them prior to the beginning of the arguments and they were 
not listed to present views. 


Mr. Powell, who followed Mr. Burchmore,” said the rail- 
roads had reached the conclusion that the effective date should 
be postponed beyond May 20 for two reasons. The first was 
the loss of revenue to American railroads resulting from the 
closing down of the foreign traffic of the United States be- 
Cause of the uncertainty of the effect of the enforcement of 
section 28. The second was the diversion of traffic from Amer- 
ican to Canadian railroads, routes and ports, which railroads, 
routes and ports would be available on both export and import 
traffic handled in foreign vessels, without penalty. He sug- 
gested that six months’ postponement would not be too much. 

C. M. Rhett, foreign traffic man for the Illinois Central, 
also asked for postponement on account of uncertainty. 

5 R. E. Quirk, for the milling interests, put before the Com- 
Mission arguments similar to those he put before the House 
committee on merchant marine and fisheries and similar to 
thoughts expressed by Mr. Burchmore. 

Others scheduled to speak were: Wilbur LaRoe, Jr., Bos- 
ton Chamber of Commerce, and others; J. C. Jeffrey, Millers’ 
National Federation; W. M. Britten, Baltimore export and im- 
port interests; Charles Donley, printing and pottery interests; 


ye 
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T. F. Trendley, Cincinnati, Railway Supply Co.; W. H. Reed, 


Sinclair Refining Co.; Carl Giessow, New Orleans; L. E. Haas, 


San Francisco Chamber of Commerce; J. J. Underwood, Seattle 
Chamber of Commerce; Fayette B. Dow, Western Petroleum 
Refiners’ Association; Paul E. Blanchard, Armour & Co.; R. B. 
Phillips, Proctor & Gamble; H. W. Lawrie, Portland Chamber 
of Commerce, and Edgar Watkins, Southern Traffic League. 

Representatives of flour milers have asked the Shipping 
Board to postpone the effective date of section 28 of the 
merchant marine act to December 31 in order to give the mill- 
ing industry an opportunity to adjuct itself to conditions that 
will obtain when the section becomes operative. It was 
pointed out to the board that May 20, the date on which the 
section will become effective under the order of the Com- 
mission, is at the beginning of the busy season for the millers. 
The millers were represented in a conference on the subject 
with Commissioners Thompson and Plummer by Mark Mennell, 
of Toledo; C. B. Popping, of Kansas City; W. H. Perry, of 
Minneapolis; R. F. Bausman, of New York; F. H. Price, of 
New York, Robert E. Quirk, counsel, and J. C. Jeffery, of 
the Millers’ National Federation. 

The representatives of the flour whillers urged the Shipping 
Board to exempt flour from the certificate to the Commission 
as to adequacy of facilities under section 28. They appealed to 
the board to make flour an exception because grain had been 
exempted in the original certificate. No indication was given 
by the board members as to what action would be taken. 

Representative Newton of Minnesota and a delegation of 
northwestern millers this week recommended to President Cool- 
idge that the advisory committee on co-ordination of rail and 
water facilities, appointed recently by the President, study the 
effect of application of section 28 of the merchant marine act. 
Mr. Newton favors such an inquiry if his bill to postpone the 
effective date of section 28 is passed. 

Representative Newton of Minnesota has introduced a bill 
(H. R. 8638) to amend section 28.of the merchant marine act 
so as to postpone the effective date thereof to July 1, 1925. The 
bill is a substitute for the Newton bill conferring discretion on 
the Commission to postpone the effective date, and embodies 
the proposal made by Mr. Newton at the hearings on section 28 
before the House committee on merchant marine and fisheries. 


A protest against application of section 28 of the merchant 
marine act has been lodged with the government by the Cham- 
ber of Commerce of Osaka, Japan, on the ground that the sec- 
tion is discriminatory and that it would put Japanese shipping 
at a great dsiadvantage. 


SECTION 28 HEARING 


The Trafic World Washington Bureau 


American meat packers, exporting about 200,000,000 pounds 
of products each year, and shippers of American tobacco were 
heard by the House committee on merchant marine and fisher- 
ies at the afternoon session of April 10. Their testimony was 
to the general effect that the facilities under the American 
flag, contrary to the certificate of the Shipping Board, were 
not adequate and that building up the American merchant 
marine in the way pointed out by section 28, therefore, would 
be too expensive to be borne by the American exporters, who 
would be hurt by the present enforcement of section 28. 

W. H. Davis, of Norfolk, spoke for the tobacco exporters 
and Norman Draper, Washington representative of the Insti- 
tute of Meat Packers, submitted figures showing the needs 
of the packers. While Mr. Davis was on the stand Represent- 
ative Briggs, of Texas, asked questions tending to show that 
he believed the Commission had the power to change export 
rates so as to equalize the ports, which it has not. Shippers 
pointed’ out to him that the power of the Commission over 
export and import rates was limited to the prevention of dis- 
crimination, unless some railroad proposed to make a rate 
of that kind so low as to raise a question as to whether that 
road was efficiently and honestly managed, in which event 
the Commission might institute an inquiry. 

Both witnesses said that if there were adequate facilities 
there would be no objection from the interests for which 
they were speaking. 

Mr. Draper submitted a list of the needs of the packers 
showing they needed about one ship each week to thirty-two 
ports. He said the Shipping Board maintained one refriger- 
ator ship to London and that the packers sent as much as 
possible of their freight on that one ship. But, he said, the 
principal trade was with Liverpool. 

J. P. Taylor, president of the Export Transportation Com- 
pany, operating Shipping Board vessels, said that a year ago 
he was authorized to negotiate’ with the packers with a view 
to establishing a service to Liverpool and that he had made 
a definite proposition to them, to which they made no answer. 

“The ships you offered were not fast enough,” said Mr. 
Draper. “I do not personally know about your negotiations, 
but that is what I have been told about the ships it was 
proposed to use in that service. We cannot hold our products 
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at the seaboard awaiting ships. Packers have shipped by 
such express steamers as the Majestic after having had the 
freight brought from Chicago to New York on a schedule almost 
as fast as that of the Broadway Limited. Every delay adds to 
the expense and the expense goes back upon the live stock 
man. The foreign buyers do not pay that expense. 

“The suitable ships of all flags available in December, Jan- 
uary and February were not able to handle the shipments of- 
fered in those months and some of the products offered then 
are still unshipped. To compete with packers nearer the 
European markets we must keep down costs to the minimum 
and the margin on which the American packer operates is a 
narrow one.” 

A detailed exposition of the Commission’s views oaf the 
meaning of section 28, in so far as it laid duties on the Com- 
mission, the effect of the enforcement thereof upon the com- 
merce of the country in relation to port equalization, and the 
incidental law questions involved was laid before the com- 
mittee April 11 by Chairman Hall and Director Hardie. The 
latter was called to the witness stand on the suggestion of 
Chairman Hall when Repzesentative .Briggs of Texas asked for 
concrete illustrations of the rate effect enforcement of the sec- 
tion would bring into play. 

Perhaps the most jarring consideration brought out by Mr. 
Hall was the fact that some construe section 28 of the mer- 
chant marine law and section 2 of the interstate commerce law 
as together forcing the carriers to abolish export and import 
rates so as to avoid the possibility of being mulcted in dam- 
ages for the violation of section 2. He did not say that that 
was the view of the Commission. In fact, he was at pains 
several times to point out that he was not trying to say what 
the Commission would have to hold or find in the event a 
formal complaint was brought before it. He tried to confine 
expressions to what had happened in like circumstances and 
under similar conditions. In connection with section 2 he 
pointed out that it forbade a carrier to charge any different rate 
on like traffic moving under like conditions between the same 
points. He indicated that that meant circumstances and con- 
ditions related to circumstances and conditions of transporta- 
tion; that is, that grain products moving to New York for ex- 
port would be-hauled between the same points and under like 
conditions whether they were to be transported in an American 
or a foreign ship. He said that in its thirteenth volume cf 
reports, he could not recall the nameé of the case or the page, 
the Commission had held that a railroad might not make a 
different rate simply because the traffic had or was about to 
move on one ship or on another. His effort, at all times, was 
to point out what the Commission had done, not what it might 
be expected to do, if and when certain facts, conditions and 
circumstances were put before it in a record upon which it 
might base an order which would stand up when tested in 
the courts, as not in disregard of the rule of arbitrariness. 

Among the things pointed out by him were that nowhere 
by direct language did the law creating the Shipping Board, or 
the Jones act, amend or pretend to amend the interstate com- 
merce law. 

“If we are to obey our master’s voice,” suggested Mr. Hall, 
“we think it must be so clear that we can understand it. We 
distinguish between what the Shipping Board seems to think 
and what we find in the statutes.. We favor postponement, as 
proposed, of the operative date of the section, to the end that 
there may be a clearing up of the questions that have been 
raised.” 


The chairman tried to make it plain that the Commission 
did not conceive it to be any part of its function or right to 
throw itself athwart the will of Congress as expressed in 
section 28. He said that it construed the section as giving it 
no discretion, but merely to say what would be a reasonable 
time to give the carriers in which to bring their tariffs into 
conformity with section 28, on the theory that section 6, re- 
quiring them to publish and observe their tariffs, had not been 
repealed by section 28. 

“Could you indefinitely postpone the effective date?” asked 
Mr. Briggs of Texas. 

“Certainly not. We think our authority is limited to pre- 
scribing the reasonable time in which the carriers must.revise 
their tariffs,” said Mr. Hall. “We do not conceive it to be any 
part of our function to correct what we might deem to be a 
mistake on the part of Congress because it did not have facts 
before it.” 

John M. Nicholson asked questions, one of which was as to 
whether section 28 was not as binding upon the Commission 
as upon any other agency of the government. Mr. Hall, who 
had been discussing the prohibition of section 2 and what the 
carriers, against which complaint might be laid, could do to 
justify their disregard of that section. He admitted, for the 
sake of the argument, that they might plead section 28 in justi- 
fication but reverted to his declaration that he had not found 
anything in the merchant marine law or the Shipping Board 
creation act amending any part of the interstate commerce law. 

Mr. Hall said it would be highly desirable, it seemed to 
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him, that the provisions of section 28 should be considered in 
relation to the body of law having to do with the regulation 
of the great bulk of the traffic of the country, to the end that 
there might be no doubt about the matter. 

“It seems utterly impossible to do that between now and 
May 20,” said Chairman Greene, presiding at the hearing. 

“Couldn’t you wedge in legislation between now and May 
20?” asked H. J. Wagner of Norfolk. 

“That seems less possible than a clearing up of the ques- 
tions that have been raised,” said Mr. Greene. “I do not pro- 
fess to be an expert in the enactment of legislation, but the legis- 


‘lative situation seems less promising than the other, and that, 


as I said, seems utterly impossible. Besides next week you 
are to have a hearing before the Interstate Commerce Com- 
mission.” 

That declaration about the hearing afforded 'Mr. Hall an 
opportunity to say that that hearing had been given at the 
request of organizations that asserted the time allowed would not 
permit of the arrangement of tariffs and was limited solely to the 
reasonableness of the time given for re-forming the tariffs. Sevy- 
eral times he indicated that the Commission was clearly of the 
opinion that in dealing with the subject it was not much more 
than a rubber stamp, and, contrary to suggestions from Ship- 
ping Board men, that it had no discretion whatever to question 
the certificate that facilities were adequate. 

Mr. Hardie, who was substituted for the chairman to deal 
pwith port equalization and with concrete rate examples,. went 
over the ground that had generally been covered in earlier testi- 
mony by representatives of shippers. That earlier testimony 
apparently did not register fully with all members and Mr. 
Briggs asked to have more said about the probable effect of 
enforcement. 

Before Mr. Hall appeared Norman Draper contradicted the 
assertion of Shipping Board Commissioner Plummer that the 
packers sent 90 per cent of their traffic through Montreal. He 
said Mr. Plummer’s figures were all wrong. He also corrected 
errors, he said, that had been put into the record by Commis- 
sioner Thompson and Mr. Taylor, the latter the president of 
the Export Transportation Company. He said Mr. Taylor, in 
his negotiations with the packers for the establishment of a line 
to Liverpool, had not offered either rates or service comparable 
with the rates and service the packers were obtaining. 

The hearings, begun April 3, were completed April 12. Chair- 
man Greene of the committee said no meeting of the committee 
to consider the Newton bill for the postponement of the section 
until July 1, 1925, would be called until after the argument before 
the Interstate Commerce Commission scheduled for April 17. He 
said he agreed with the proposition laid down by John M. Nichol- 
son, counsel for the Shipping Board in section 28 questions, 
that somewhere betiween the Shipping Board and the Commis- 
sion lay authority to suspend the operation of the section until 
its enforcement would cause only the minimum of damage to 
American shippers. 


Traffic men who attended the committee hearings and in- 
tended to take part in the argument before the Commission on 
April 17, interpreted the fact that the House committee would 
not hold a meeting for the consideration of the Newton bill 
until the Commission had listened to arguments, as an intention, 
on the part of the committee to “pass the buck” to the Com- 
mission and the Shipping Board. They expressed the hope that 
the Commission would act on the matter within a week to the 
end that if it postponed the effective date for only a month or 
six weeks they could return to the fight in time to have a 
chance for action by Congress. Their thought was that if the 
Commission postponed the effective day to June or July, after 
holding the subject under consideration for three or four weeks 
they would have few chances, if any, of procuring postponement 
legislation. Their fears were based on the fact that the situa- 
tion in Congress, by reason of the lack of definite party control 
in that body, was such that no one could make even an in- 
telligent guess as to what it would or could do before the prob- 
able day of adjournment. 


In the closing sessions the committee listened to expressions 
of views and the presentation of facts by a committee represent- 
ing the automobile industry consisting of E. H. Hodges, M. C. 
Reichert, M. Goetchius, J. S. Marvin, George F. Bauer and H. 
M. Salisbury; W. L. Clark, who said he was the first to suggest 
the framework of what is now section 28; T. F. Treudley, of 
Cincinnati, speaking for shippers of cotton and wool waste ma- 
terials using Charleston as a port of exit; William Allen, for 
the port of New Orleans; W. M. Rhett, the general foreign agent 
of the Illinois Central; and C. L. Lingo, the Inland Steel Com- 
pany. 

At the conclusion of the testimony Joseph H. Beek, unin- 
tentionally, he said, constrained Mr. Nicholson to expain that 
when Commissioner Plummer talked.about Colorado potato 
beetles he was referring to foreign interests and not to Amer- 
ican shippers. Mr. Beek thanked the committee for the com- 
pleteness of the hearing it had given shippers, most of whom, 
he said, were members of the National Industrial Traffic League. 
He expressed sorrow that there should have been any feeling 


Apri 


on a 
ping 
moti 
pone 


decl; 


was 

opp¢ 
enfo 
Amé¢ 
ican 
mer 


divi 
adec 





n- 
yn 


ns 
it- 


st 
of 
1a- 
or 
nt 
m- 


in- 
at 
to 
er- 


m, 
1e. 
ng 


April 19, 1924 © 


on account of the potato beetle story or any talk'about the Ship- 
ping Board members and those supporting them impugning the 
motives of those appearing in behalf of the request for a post- 
ponement. 

In his discussion of the section Mr. Clark proceeded upon 
declarations and assumptions that not one of the opponents 
of the section had correctly interpreted the section; that there 
was a “carefully instructed and coordinated domestic and foreign 
opposition,” which was started immediately it was proposed to 
enforce it; that it was q provision intended to be used by the 
American government to force other governments to give Amer- 
ican ships a fair share of the tonnage; that the Interstate Com- 
merce Commission was hostile to American shipping; that the 
section violated no treaty with a foreign country; that all ex- 
port rates were “fourth section rates”; that the opposition was 
divisible into two parts, the first that of self interest and second, 
adequacy of tonnage; that the first raised a question of patriotism 
and that the second would have to be decided by Congress; that 
if the interpretation placed upon the section by the witnesses 
who had appeared was the proper one, then that the committee 
had been humbugged because such an interpretation would make 
the section unconstitutional; that the “propaganda” against the 
section was started by the “British controlled” conference at 
Copenhagen, called by the League of Nations where the British 
Chamber of Shipping delegates met with the delegates of ten 
other nations “to devise opposition to United States shipping 
and merchant marine laws” notwithstanding that the British 
themselves had preferential arrangements over Canadian rail- 
roads and Canadian ship lines; that the propaganda was spread 
further by agents of foreign shipping companies at Portland, San 
Francisco, Galveston, New Orleans and New York; that abetting 
the foreign propagandists were the Canadian rail lines, espe- 
cially the Canadian government-owned lines in the United States 
and those controlled directly or indirectly by the Canadian Pa- 
cific, owing no fealty to the United States “although profiting 
heavily and unfairly through diversion through Canada of Amer- 
ican freights, both domestic and for export” of which he said 
there were thirty-eight such Canadian controlled lines in the 
United States “in addition to certain water lines unlawfully in 
our coastwise trades,” that more insiduous and more danger- 
ous to the public interest and to the merchant marine act of 
1920, were those enemies of an American merchant marine em- 
ployed by the government and supported by the tax-payers, not- 
ably the Panama railroad, which he said filed a brief in the 
Supreme Court of the United States asking that court to de- 
clare null and void the provisions of the law permitting an in- 
jured seaman to sue for damage and have a jury trial; that the 
interpretation of the section put out by the eastern traffic execu- 
tives was written without advice of counsel; that the American 
fleet on the great lakes was being rapidly forced out of existence 
by interpretations from the Interstate Commerce Commission 
which operated favorably to the alien and unfavorably to Amer- 
ican water carriers; and that because the Commission said it 
would hear arguments, April 17, on the question of postponing 
the day on which the carriers must have their tariffs changed to 
conform with section 28, “it would appear that there may be 
hatching here a conspiracy to defeat the will of Congress.” 


In answer to questions Mr. Clark said he was appearing for 
vo one other than the “American people” and that he had no 
employment. He said he was an expert and had been studying 
transportation and rates for thirty yars or more, as an employe 
of railroads and the Pacific Steamship Company. 


_. “What’s the use of being an expert, if you haven’t got a 
job or no one to hire you,” asked Representative McKeown of 
Oklahoma. Mr, Nicholson said Mr. Clark was not working for 
the Shipping Board and that it was to his credit that Mr. Clark 
had declined service with the Board so that he might be free 
to express his own views, some of which, on the interpretation 
- oe section, Mr. Nicholson said, were 100 per cent opposed 
0 his. 
Mr. Nicholson said that when Mr. Clark spoke of the pos- 
sibility of a conspiracy being hatched at the argument called by 
the Commission he had a smile about his lips. Representative 
Bland, of Virginia, suggested that the record made by the stenog- 
rapher would only show the words, not the ghost of a smile, 
and that conspiracy was a harsh word to use even in a pleasntry. 
The automobile committee pointed out that the geographical 
position of automobile plants rendered that industry practically 
exempt from the application of section 28, inasmuch as 90 per 
cent of the $175,000,000 worth of annual exports could be routed 
through Canada, especially inasmuch as sales usually were made 
f.0. b. factory. The law, however, would put at a disadvantage 
the manufacturers whose plants were far from the Canadian 
border, The fact that the sales were f. 0. b. factory and that 
imports by the manufacturers were C. I. F. caused Messrs. 
Nicholson and Clark to suggest that the automobile people were 
talking for the foreign buyers and not the American manufac- 
turers because the latter did not pay the freight. The commit- 
teemen retorted that the manufacturers not able to use Canadian 
routes, if forced to send their exports to Australia via Pacific 
Ports as suggested by the Shipping Board, would add $500,000 to 
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the cost of the cars sent to that part of the world each year and 
that that was an item of cost not to be risregarded. 

Mr, Treudley said that exporters of waste materials wanted 
service and that there were not enough American ships, even at 
Charleston, even if Mr. Wittsit did say there was. He sug- 
gested that Mr. Wittsit’s testimony might have been influenced 
by the fact that he was the agent of a Shipping Board line. 

William Allen, for the port of New Orleans, said there would 
not be enough service under ships flying the American flag if 
section 28 were enforced, especially to Central American ports 
where shallow vessels were needed and the deep draught of 
Shipping Board ships could not be used. 

Mr. Rhett said that New Orleans would be seriously injured, 
were section 28 to be enforced, by the forcing of foreign steam- 
ships to ports in competition with New Orleans where the dis- 
crimination was less or entirely absent. At New Orleans the 
tonnage covered by the Shipping Board’s certificate was 62 per 
cent foreign and 38 per cent American. 

Cotton, he said, to a large extent, was the nucleus of cargo 
from southern ports and without a good share of it New Orleans 
would soon decline in importance because the domestic rates 
from large producing areas in Texas and Oklahoma are higher 
than to Galveston. In addition the number of markets for the 
growers would be reduced one half, New Orleans losing to Gal- 
veston in every instance in which it became apparent an Amer- 
ican ship would not be ready to take the cargo when ready. 

Mr, Lingo said Chicago would be hit very hard by the en- 
forcement of the section, Pittsburgh less hard and Sparrow’s 
Point (Baltimore) not at all. Chicago is the shipping point of 
the Inland Steel Company. The United States Steel Corporation, 
he said, having its own ships, would not be hurt so much, 

“If this section goes into effect we won’t be able to sell 
steel for export,” said Mr. Lingo. “Our customers will get their 
steel from foreigners or from the United States Steel 
Corporation.” 

When asked he said his company did not sell much steel 
abroad, only about 16,000 tons in the last ten months, at an aver- 
age price of about $90 a ton. He said the export rate via Pacific 
ports was 41 cents and the domestic rate one dollar. 


SENATOR JONES UPHOLDS SEC. 28 
The Trafic World New York Bureau 


Section 28 of the merchant marine act should be enforced 
in a way to aid American shipping, and there is little if any 
probability that the section will be repealed by this Congress, 
according to a letter from Senator W. L. Jones, chairman of 
the committee on commerce and author of the law, to George 
Weiss, editor of the Marine News, who read the statement at 
the luncheon of the Propeller Club in New York this week. The 
Senator said his personal view was that the section should be 
enforced if the Shipping Board was satisfied that “we are in 
a position to furnish reasonably adequate service to meet the 
needs of our commerce.” He amplified this by saying that 
the situation at the various important shipping ports should 
be taken into consideration, and it should not be enforced 
“where it is not certain that reasonable service is available or 
will soon become available under the needs and demands of 
commerce.” 

L. H. Kentfield, of the Trunk Line Association, outlined 
the railroad view of the section, which restricts preferential 
railroad rates to shipments on American vessels. He said that 
while the railroads were preparing to carry out the law, they 
felt that it was unjust to the carriers within U. S. territory 
as compared with those passing partly through Canada. 


McCORMACK REPLIES TO BAUSMAN 


B. J. McCormack, of Moore & McCormack, ship operators, 
in a letter replying to one received from R. F. Bausman, man- 
ager of the Washburn-Crosby Company, opposing application of 
section 28 at this time on the ground that shipping facilities 
under the American flag are not adequate, said that, in prac- 
tical application, he perceived no difference between “adequacy 
of tonnage” and “adequate shipping facilities.” 

Mr. McCormack said he hesitated to question the good 
faith of the Shipping Board in its certification as to adequate 
facilities or to prejudge that in the event of insufficient service, 


.it would not correct the situation to meet the demands of the 


commerce of the United States. He said until the board failed 
to meet its obligations, it was ill-advised to question the sin- 
cerity of the board. He said the board’s certification could 
not be construed as its obligation under section 28 as to furnish 
a steamer for every barrel of flour destined to every remote 
hamlet or inlet in foreign countries. He said section 28 was 
intended to develop and that facilities would obtain in the 
course of such development, commensurate with the support that 
the shippers give the government. In conclusion he said: 


I am glad to know the flour exporters fully appreciate the value 
of the American merchant marine. If I may be pardoned for saying so, 
I think that their judgment as to the value of Section 28 in the devel- 
opment of an American merchant marine is highly prospective and 
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not based on any operative experience or knowledge of the operative 
features of an American steamer as compared with a foreign steamer. 
The development of the American merchant marine has been, and 
is, a problem which has taxed the minds of some of the most astute 
shipping men of the country. It has attracted the intelligent thought 
and study of the various shipping authorities of the world, and up 
to the present no definite solution or accomplishment is in evidence. 
Therefore, with apologies to you for the thought you may have given 
this matter, I hesitate to accept your judgment or the judgment of 
the flour exporters which necessarily must be selfish, as to whether 
or not section 28 is beneficial. 1 note your particular reference to 
Canadian flour in bond through the United States. The remedy to 
overcome what appear to be a discrimination is to confine yourselves 
to the shipment in American ships and not in nulifying legislation 
intended to benefit American ships. 

Your whole protest seems to be predicated on a prejudgment as 
to the adequacy of services. When the time arrives that the Shipping 
Board and owners of American ships have not fulfilled the implied 
requirement of establishing and maintaining reasonable services to 
conform with the act of 1920, you may be sure that you will have 
my heartiest co-operation in correcting any situation which operates 
to the detriment of the flour exporters or any other exporters. 

Concluding, may I say that I am extremely pleased to have your 
comprehensive letter dealing with this situation because of the 
interest evidenced by the letter in the general problem with which we 
are all confronted. am sure you will appreciate that we have a 
large investment in American steamers. The necessity of our exist- 
ing and protecting our investment is as essential to us as is the sale of 
flour abroad to you. You are the shippers. We operate the ship. Our 
interests are mutual, and therefore require co-operation. This 
mutuality is emphasized by reason of our living under the same flag. 


SECTION 28 
Editor The Traffic World: 


I desire to thank you for the space accorded and the posi- 
tion of the committee’s article on section 28 of the Jones act, 
which was published in your issue of April 5. 

I entertain the hope that others may be induced to look 
into the constitutional question and it was my pleasure to ob- 
serve that a Mr. W. L. Clark, who claims to have collaborated 
with the author of section 28, was quoted in the same -issue 
as holding to the view that a violation of section 9, article I, of 


the Constitution would ensue unless “border points” are treated 
as “water ports.” 





I gather from Mr. Clark’s opinion, as quoted that pref- 
erence of “inland border ports” to the prejudice of U. S$. 
“water ports” would result from section 28 unless the part of 
the haul in the U. S., on shipments moving through border 
points to Canadian “water ports,” is made to bear the full do- 
mestic rate. This is a novel opinion, because it raises several 
pertinent questions, viz.: 


, (1) Is it not possible for the rail carrier in the U. S. to receive 
its full domestic rate to the border point and still be a participant 
in a through export rate from point of origin in the U. S. to the 
Cariadian ‘‘water port” which will be available to tonnage carried in 
either American or Foreign Bottoms? 


(2) If there are any through joint export rates from U. S. points 
to Canadian ‘‘water ports” that are lower than the combination of 
locals to and from border points would not an order commanding the 
U. S. railroads to receive (charge, collect, garner, grab, appropriate 
or otherwise pocket) not less than their full domestic rate to the 
border point amount to a mere fixation of divisions? 


(3) If No. 2 be answered in the affirmative what good would it 
do the U. S. “water ports’’? 


(4) If No. 2 be answered in the negative are we to understand 
that Mr. Clark’s idea contemplates a general revision of rates from 
U. S. points to Canadian “water ports’ so that in no case shall a 
through export rate be less than the aggregate of the U. S. domestic 
rate to the border point and the Canadian rate beyond? 


To those who do not comprehend the mental acrobatics of 
the advocates of section 28 it seems that Mr. Clark’s opinion 
is based upon the assumption that, so long as the freight bears 
a rate no less than the full domestic rate to border and water 
ports, there will be no preference of ports, within the meaning 
of the Constitution, on goods handled by foreign bottoms. In 
other words, it appears that the advocates are imbued with 
the notion that domestic rates are of such superior quality 
that their rigid application, notwithstanding the material dif- 
ferences in volume as between ports, cannot possibly result 
in a preference of one port over another. 


If it be conceded that domestic rates to the ports partake 
of such a “heavenly” quality, why in the name of property 
rights were the imps of transportation ever allowed to insist 
that there is such a thing as a right to compete and that this 
right carries with it the privilege of extending a reasonable 
domestic rate to a near-by port to a port farther removed from 
the point of origin as an export rate? 


I may be wrong, but it seems to me that Mr. Clark’s opin- 
ion is founded in the belief that so-called export and import 
rates are preferential in their nature of foreign commerce; 
hence he wants to say (but hasn’t said it) that preference of 
ports of one country over those of another will result if the 
“preferential rate” is applied to Canadian and not to U. S. 
ports. What he said in substance is that a border point in 
one state would be preferred at the expense of a water port 
in another state unless the U. S. railroad receives as a division 
its full domestic rate to the border point on export freight 
moving to Canadian ports and beyond in foreign bottoms. 


Inasmuch as there are individuals, among them the Ship- 
ping Board commissioners, who hold to the view that export 
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and import rates, when lower than the contemporaneous domes- 
tic rates, are preferentials (preferential of foreign commerce) 
it seems to the writer that a recognized authority, such as 
the Commission, should take steps to inform the Congress and 
the dear people that such a view is erroneous and thai such 
preferences are prohibited by section 3 of the interstate com- 
merce act. 

If an export rate be made for the express purpose of dis- 
criminating against citizens of the U. S. in favor of citizens 
of any foreign country, there is certainly a preference of per- 
sons contrary to section 3 of the act, because there is nothing 
in the said act that limits the prohibition against preference of 
persons to persons who reside in the U. S. 

Unless we concede that the right to compete includes the 
right to differentiate between foreign and domestic commerce 
in the matter of rates to and from ports, we must admit that 
all export and import rates which are lower than the contempo- 
raneous domestic rates contravene the provisions of section 3. 

In the final analysis of section 28 it will be found that, in 
substance, Congress has said to railroads and ports: “We rec- 


ognize your right to compete for foreign commerce handled by 


American bottoms; hence you may continue to make differences 
between export, import and domestic rates, but the right to 
compete upon a parity of rates for foreign commerce handled 
by foreign bottoms is hereby abolished.” 

If one accept the opinions of Shipping Board commission- 
ers as expressing the views of Congress, it may be said that the 
Congress has said: “Export and import rates are preferentials; 
however, such preferentials, if converted into statutory pref- 
erences for the exclusive benefit of the American merchant 
marine, will supply a convenient and expedient means of forcing 
American citizens. to ship their commerce in American bottoms.” 

I suggest that Mr. Clark read the Constitution again, look 
into the rate adjustment a little further, and announce his con- 
clusion on preference of “water ports” in one state over “water 
ports” in other states. - 

H. B. Cummins, Assistant Traffic Manager, 
Galveston Chamber of Commerce. 
Galveston, Tex., April 14, 1924. 


The Trafic World New York Bureau 


The ship charter market last week was weaker than in 
the preceding week, due chiefly to the indications that the 
threatened British coal strike would be settled by negotiation. 
Owners were inclined to accept lower figures for both grain 
and coal than they had asked previously. Another factor thai 
is not yet clearly defined is that a large number of vessels 
caught on the Pacific by the slump in Japanese trade are now 
working their way back to this coast with lumber cargoes and 
will soon be available for cargoes here. 


As a result of the surplus of foreign vessels seeking ship- 
ments to the Atlantic, lumber rates from British Columbia to 
New York are several dollars a thousand feet lower than from 
U. S. North Pacific ports. American vessels in this trade from 
which foreign shipping is excluded, are temporarily scarce. 


Whether the present downward trend in rates is more than 
a momentary reaction is not yet certain. The Dawes repara- 
tions report has exerted a favorable impression, but some months 
must elapse before the effect of this development is apparent. 

The coal trade was quiet after the burst of activity re- 
cently. Several shippers were offering cargoes at $2.80 to $3.00 
a ton to French Atlantic ports, and $3.40 to $3.50 a ton to the 
West Coast of Italy. Shippers generally were seeking refusals 
of vessels in apprehension of a strike in Britain. The South 
American coal trade was softer, due to the influx of vessels. 
One steamer was fixed at $3.85 to the River Plate for May 
loading, and was shortly followed by another charter at $3.40 
a ton. Shippers revised their offerings to the latter figure. 

Montreal grain requirements were fairly numerous with the 
approach of the opening of the St. Lawrence season. A num- 
ber of cargoes were offered at 19 to 19% cents a 100 pounds 
for April, May and June loading to the West Coast of Italy 
and adjacent Mediterranean ports. Business to Hamburg and 
Antwerp was offered at 15 cents a 100, and one vessel was 
closed at 151%4 cents to Antwerp direct for May loading. Ship- 
pers were offered 21 cents to two or three ports of discharge in 
Denmark and Sweden. Coincident with the drift of business 
to the St. Lawrence, the business transacted at Atlantic ports 
has continued to decline. Quotations are now 13 to 13% cents 
a 100 from North Atlantic ports to Antwerp and Hamburs, 
with a possibility of 14 cents direct to Hamburg, while the fig- 
ures to the Mediterranean dropped to 17 cents a 100 on one iarge 
steamer for April loading. 

The sugar trade was inactive. The lumber market showed 
more vigor, with several demands for space for April and May 
loading from the Gulf to the River Plate at $14.75 to $15.00 
a 1,000 feet. Intercoastal cargoes from the Pacific Coast were 
offered at $15.50 a 1,000 feet for April loading for American 
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tonnage, while for May and June similar tonnage was offered 
at $14.50 to $14.75. 

Announcement from Washington that the Fleet. Corpora- 
tion has abolished fixed fees for the operators on the United 
Kingdom services as an experiment, and has increased the com- 
missions from five to 7% per cent on outward and from 2% 
to 3 per cent on inward freight receipts, has raised consider- 
able doubt among operators as to whether the change will be 
beneficial. Under the present system, whereby the operators 
receive $400 per ship per month for overhead and stated amounts 
for deck and engine room stores and subsistence, it is claimed 
by the operators that they have been enabled to profit and the 
government has saved $3,500,000 in little more than a year. 
The belief of many operators is that when final decision on 
a new Managing agency contract is made, this will be found 
to be very much similar to the existing arrangement, despite 
the bitter criticism of the system in Congress. 

Steamship and freight brokerage interests of the Port of 
New York are planning a publicity campaign to offset the ad- 
verse reports from other ports concerning the facilities offered 
at New York. The movement was first started a year ago by 
the New York Freight Brokers’ & Forwarders’ Association. A 
meeting was called several days ago by Dock Commissioner 
Delaney to complete plans for issuing monthly statements on 
cargo vessels sailing from New York and to give other infor- 
mation on local traffic conditions. 


INVESTIGATION OF BOARD 


The Trafic World Washington Bureau 


Members of the House committee appointed to. investigate 
the Shipping Board and Fleet Corporation went into the ques- 
tion of the board allocating ships to operators who also acted as 
agents for foreign lines when Commissioner Thompson was 
before the committee. Mr. Thompson said he was opposed to 
the practice as a matter of principle and that on his motion the 
board had recently declared against the practice. He pointed 
out that where board operators represented foreign lines they 
did not do so on the routes in which the board maintained serv- 
ices. He gaid, however, that some operators represented foreign 
lines in competition with the services of other operators and 
that the net result was the same. He believed the practice 
should be stopped immediately. 

In replying to questions by Representative Davis, Commis- 
sioner Thompson indicated agreement on the question that it 
would be better if the board did not attempt to sell vessels for a 
period of from three to five years while an effort was being 
made to establish routes on a paying basis. Mr. Davis desired to 
know if propaganda to the effect that the government fleet was 
a “white elephant” and should be disposed of had not injured the 
merchant marine and Mr. Thompson agreed that it had. 

Inquiry by Mr. Davis as to possible foreign connections of 
J. B. Smull, formerly president of the Fleet Corporation, and 
now with J. H. Winchester & Company, led Mr. Thompson to say 
that he believed the latter company was strictly an American 
concern. He commended the work of Mr. Smull as president of 
the Fleet Corporation. 

Criticism of the Shipping Board for hiring high-salaried 
expertts was voiced by Representative Davis of Tennessee,. He 
believed the board would have had more success if it nad re- 
sorted to common-sense knowledge rather than to recommenda- 
tions of experts. He said the board of Fleet Commission had 
placed entirely too high an appraisal on so-called experience and 
high salaries and too little an appraisal on common sense and 
loyalty to American interests. He did not like the employment 
of men who had been identified with British shipping interests. 

Commissioner Plummer informed the committee the board 
had not conferred with the Commission before certifying that 
shipping facilities were sufficient to permit application of sec- 
tion 28. Mr. Plummer also said he did not think the Shipping 
Board vessels should be in the rate conferences participated in 
by foreign lines.. He expressed the opinion that the only way 
the board could regulate ocean freight rates was by operating 
vessels outside the rate conferences. 

H. T. Morse, European director for the Fleet Corporation, 
testifying before the House committee, said employes of the 
board or corporation abroad would not be permitted to repre- 
sent foreign lines. In the first two years after the war, Mr. 
Morse said, Shipping Board vessels were robbed right and left 
abroad. He discussed discrimination against board.vessels as 
to docking facilities abroad. He said one of the difficulties in 
getting cargoes in Europe was the impression that the govern- 
ment fleet operations were not permanent. Mr. Morse was not 
favorable to permanent government operation. : 

_ President Palmer, of the Fleet Corporation, discussing tes- 
timony of Commissioner Thompson, of the Shipping Board, be- 
fore the House committee investigating the board, indicating 
a break between-the board and Mr. Palmer on the question of 
reducing the number of ships in operation in connection with 
Consolidation of services, made the following statement: 


I know nothing of any differences between the board and the 
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Fleet Corporation on any of these consolidations. I have given 
nothing to the press, as I regarded it as confidential when I sent 
it to the board: I discussed the matter with the board and it asked 
for further information on one line as it was considering section 28. 
My attitude on reduction of the number of vessels in the U. K. 


service had to do only with keeping within the appropriation set 
by Congress. 


No one has yet been able to guess what will be the result of 
putting section 28 into operation with regard to the additional 
number of ships that may be required. I am charged with keeping 
within the appropriation set by Congress. My recommendations are 
based on that. Certainly if section 28 is put through and the board 
requires more tonnage and directs that it be put on, it can be done 
as long as funds are available. : 

There is no controversey between me and the board on this 
subject. My recommendations are based on keeping within the 
appropriations authorized by Congress. 


Mr. Palmer explained that, to get ready for the beginning 
of the new fiscal year at the end of June, when approximately 
$36,000,000 will become available to meet Shipping Board vessel 
losses as against approximately $50,000,000 for the present 
fiscal year, it would be necessary to prepare for reducing the 
number of ships in operation through the consolidation of serv- 
ices from 60 to 100 days before June 30. He pointed out that 
the average turn around of a vessel was 100 days and from 
60 to 75 days in the north Atlantic-United Kingdom services. 
Therefore, he said, if a vessel that had just left a home port 
were now ordered off, it would be from two to three months 
before the actual withdrawal took place. In the U. K. service, 
he said, the vessels outbound carried approximately 90 per cent 
full cargoes, but very little on the return voyages, thus incur- 
ring losses. He said if section 28 increased the operating re- 
turns of the Fleet Corporation, addititonal ships, of course, 
could be put on. 


CONSOLIDATION OF SERVICES 
The Trafic World Washington Bureau 


The consolidation plan proposed by President Palmer, of the 
Fleet Corporation, with reference to the services maintained 
between North Atlantic and United Kingdom ports was approved 
in principle April 11 by the Shipping Board, but the part of 
the plan providing for a reduction of from thirty-one to twenty 
vessels in the services was disapproved because, on outbound 
voyages, the vessels are carrying approximately ninety per cent 
of maximum capacity and also because of certification that 
shipping facilities under’ the American flag will permit appli- 
cation of Section 28. 


Selection of the operators for the consolidated services was 
left to President Palmer, who decided that to J. H. Winchester 
& Company should be given the services from North Atlantic 
ports to the East Coast ports of the United Kingdom and that 
to a combination of the Baltimore Steamship Company and 
Export Transportation Company and W. A. Blake & Company 
be given the services from North Atlantic ports to the West 
Coast: ports of the United Kingdom. Moore & McCormack, now 
operating in the U. K. services, will be eliminated, having been 
selected as the operator for the consolidated service to Scandi- 
navian ports. The other operators named are now in the U. K. 
service, each operating ships for the board. 


Commissioner Thompson, of the Shipping Board, said the 
board disagreed: with the suggestion that the number of vessels 
in the north Atlantic-United Kingdom be reduced because such 
action would force American shipments into foreign vessels in- 
asmuch as the Shipping Board vessels were carrying cargoes, 
outbound, to 90 per cent of capacity. He said the board certi- 
fied that shipping facilities were adequate to permit application 
of section 28 with the view that such application would increase 
commerce in American ships and that necessarily it contem- 
plated increasing rather than decreasing the number of ships 
in operation. Continuing, he said: 


Consolidation and elimination of ships are two different things. 
Consolidation effects a definite economy in overhead. I have-got to 
be shown the necessity to reduce tonnage to keep within the appro- 
priation allowed by Congress. , We are carrying an element of un- 
productive cargoes. If we can get productive cargoes, a large 
proportion of which moves under the export rates, it does not mean 
that additional ships will mean additional cost. 


If we do not apply section 28 the movement wil! be retrogressive 
and not forward as far as the merchant marine is concerned. 

The issue now being raised is more than section 28. We are-dis- 
tinctly at the crossroads, as to a broad national policy of whether 
or not the United States will give preference to its ships as other 
nations give to theirs. And understand that this preferential treat- 
ment doesn’t cost the taxpayers a cent. It is my judgment that 
those who will most generally regret defeat of application of section 
28 will be those who are now protesting against its application— 
every American exporter will pay whatever rates the foreign car- 
riers seek to impose on our commerce. 


President Palmer, of the Fleet Corporation, has invited all 
managing agents operating Shipping Board vessels out of Gulf 
ports to attend a conference April 23 to consider consolidation 
of the services from Gulf ports to all foreign ports. The oper- 
ators are Lykes Brothers, S. Sgitcovich & Company, Trosdal, 
Plant & La Fonta, Waterman Steamship Company, Mississippi 
Shipping Company, Page & Jones, Daniel Ripley & Company, 
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Tampa Inter-Ocean Steamship Company and Munson Steamship 
Lines. 6 

Although the Shipping Board declined to approve a re- 
duction in the number of vessels in operation in the north 
Atlantic-United Kingdom routes, when the consolidation of all 
services had been effected, approximately 70 vessels may be 
taken out of service. Some reductions will be necessary, in the 
opinion of President Palmer, to permit the Fleet Corporation to 
. keep within its appropriation. Whether or not the board will 
approve reductions recommended for the purpose of keep- 
ing within the appropriation is a matter for speculation. 
Whether or not section 28 becomes effective also has a bear- 
ing on the situation. 

President Palmer, of the Fleet Corporation, announced 
April 15 the terms of the operating contract between the cor- 
poration and the operators selected for the north Atlantic- 
United Kingdom services. The operators will get a straight 
commission of 7% per cent on gross revenues of outbound 
cargoes and 3 per cent on inbound cargoes. They will not 
receive any other compensation from the government. 

Under the MO4 managing agency agreement, which will be 
superseded in the U. K. service by the new arrangement, oper- 
ators receive a commission of 5 per cent on outbound cargoes 
and 2% per cent on inbound cargoes, a husbanding fee of $400 
a month for each ship, and any profits they may make in 
handling ship stores. Under the new contract the husbanding 
fee will be eliminated and the operators will be reimbursed only 
for the actual cost of stores as approved by the Fleet Corpo- 
ration. 

The principles of the new contract will be applied to other 
routes. The terms of a general contract to take the place of 
the MO4 agreement are being negotiated by representatives 
of the Fleet Corporation of the ship operators. 

Mr. Palmer said J. H. Winchester & Company, selected as 
operator of one part of the consolidated N. A.-U. K. service, 
would begin operations under the new arrangement with the 
next sailing of vessels from New York. The other three 
operators—W. A. Blake & Company, the Baltimore Steamship 
Company and the Export Transportation Company—who will 
form a combination to operate the other part of the service, 
will begin operations as soon as they have agreed on a basis 
for the combination. 


PLAN NEW SHIP CONTRACT 


The Trafic World New York Bureau 


Proposed changes in the contracts under which the steam- 
ship lines are handling government vessels were discussed in 
New York last week by the executive committee of the United 
States Ship Operators’ Association. While no definite conclu- 
sions were reached, it developed that some of the operators 
felt that no new agreement should be reached until it was de- 
termined when and in what manner Section 28 was to be 
enforced. 

One official said that, in view of the controversy over Sec- 
tion 28, which allows preferential railroad rates only for goods 
shipped in American vessels, and also because of the hearing 
called by the Commission to decide whether the effective date 
shall be postponed from May 20, it is uncertain whether they 
can count on the benefits of this law. If the act:is enforced, 
he said, the operators could offer the Fleet Corporation much 
better terms than under existing circumstances. : 

C. D. Mallory, chairman of the committee, would not com- 
ment on the meeting except to say that possible changes were 
discussed in general terms. There will be several additional 
conferences with Sidney Henry, vice-president of the Fleet 
Corporation, and also a full meeting of the operators’ associa- 
tion before a new contract is drafted, he said. 

From other sources it was learned that the members of 
the association are at a loss to suggest a contract that would 
be an improvement on the existing form unless an entirely new 
plan is adopted, such as the profit and loss system suggested 
last year. This would mean an extension of the fixed fees now 
applied on deck and engine rooms stores and subsistence. The 
latter experiment is said to have saved the Fleet Corporation 
considerable sums, and also has proved to be an incentive to 
the operators to adopt more efficient methods, 


PAN-AMERICA LINE 


President Palmer, of the Fleet Corporation, has announced 
that the Shipping Board service from New York to the east 
coast of South America will hereafter be known as the “Pan- 
America Line.” The Munson Steamship Line is operating 
agent for the Fleet Corporation: There are four cumbination 
cargo-passenger vessels operated in the service. The selection 
of a trade name is in line with a policy determined upon 
some time ago, the idea being that, with a trade name for each 


service, when conditions permit a sale of the vessels to private © 


operators, the government will have the advantage of what- 
ever good will accures to it under the trade names. 
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U. S. WATER-BORNE COMMERCE 


The monthly summary of foreign commerce of the United 
States, issued by the Department of Commerce, gives the fol- 
lowing statistics on the water-borne foreign commerce of the 
United States and tonnage of vessels for February and for the 
eight months ended with February: 


GROUPS February 
Water-Borne Foreign - 23———-  -——_—_1924—_____ 
¥ ‘ Commerce Dollars Per Cent Dollars Per Cent 
mports: 


In American vessels.... 85,934,155 32.26. 
In foreign vessels...... 180,477,196 67.74 


Total (except in land 
vehicles and parcel 
WGED: Fie o a bein 5 ots 266,411,351 100.00 
Exports: 


92,746,439 32.11 
196,019,909 67.89 








288,766,348 100.00 
































In American vessels.... 97,731,908 37.91 128,056,624 40.55 
In foreign vessels...... 160,053,972 62.09 187,796,350 59.45 
Total (except in land 
WOE sg e Goce aoe ees 257,785,880 100.00 315,852,974 100.00 
TONNAGE ON VESSELS 
Entered: ; 
AMIOTICEN § 0. Sioi5s eho Sebes 1,526,609 39.37 1,810,335 39.74 
BOSONS, 5.0 bn 0 50's: tropes 2,351,679 60.63 2,744,635 60.26 
Total entered ......... 3,878,288 100.00 4,554,970 100.00 
Cleared: 
MP. o's .o's''56 ma 0:0'0 6 nah 1,586,705 38.58 1,917,093 41.68 
OND oho gest tbe sks ob eee 2,526,354 61.42 2,682,836 58.32 
Total cleared ......... 4,113,059 100.00 4,599,929 100.00 
GROUPS -Eight Months Ending February- 
Water-Borne Foreign — 1923——____—_-._. ———_——_1924—_______ 
Commerce Dollars Per Cent Dollars Per Cent 
Imports: 


In American vessels.. 671,348,082 33.58 


645,879,027 32.04 
In foreign vessels. ...1,327,438,049 66.42 


1,369,850,190 67.96 











Total (except in land 
vehicles and parcel 
5 PES te 3 a + 1,998,786,131 100.00 
Exports: 
In American vessels.. 872,287,005 38.62 
In foreign vessels... .1,386,196,030 61.38 


Total (except in land 


2,015,729,217 100.00 


1,010,438,718 39.21 
1,566,880,231 60.79 


























WERTH ean cients 2,258,483,035 100.00 2,577,318,949 100.00 
TONNAGE ON VESSELS 
Entered: 
Re eae 21,722,608 47.78 18,785,714 41.67 
J. eee APPS 23,747,759 52.22 26,300,370 58.33 
Total entered ..... 45,470,367 100.00 45,086,084 100.00 
Cleared: 
Fe Re ee 21,496,091 47.87 19,106,750 41.98 
Wore ii ae 23,419,087 52.13 26,407,076 58.02 
Total cleared ...... 44,915,178 100.00 45,513,826 100.00 


PRICE RECEIVED FOR TANKER 


President Palmer, of the Fleet Corporation, has an- 
nounced that $451,350 was received for the steel steamer 
Shreveport sold to the Cities Service Refining Transport! 
Company of New York. 


DEPRECIATION CHARGES OF WATER CARRIERS 


The Commission has made public a report of its depreciation 
section with reference to depreciation charges of carriers by 
water and has assigned No. 15780 to the proceeding. A hearing 
on the report will be held May 26 before Examiner Bunten. The 
work is being done under paragraph 5 of section 20 of the inter- 
state commerce act directing the Commission to prescribe for 
carriers subject to the act the classes of property for which de- 
preciation charges may properly be included under operating 


expenses, and the percentages of depreciation which shall be 
charged. ‘ 





TRUCKS FOR WAREHOUSEMEN 


For the purpose of giving the warehouse trade information, 
collected in a year of investigation concerning the maintenan:e 
and profitable operation of motor equipment, the General Motors 
Truck Company, Pontiac, Michigan, has prepared a new book- 
let, “Warehouse Transportation,” for free distribution to ware- 
housemen. It contains data on the tractor-truck and trailer 
system of transportation, selection of bodies, capacity weight 
tables, operating costs, a base rate table for local and long 
distance hauling, federal and state legislation, and truck spe 
cifications. It discusses these problems from the viewpoints 
of companies engaged in local and long distance moving of 
household goods, the furniture warehouseman, the general met- 
chandise warehouseman, and the warehouse handling all 
classes of storage. 





UNCONTESTED FINANCE CASES 


The Commission has authorized the New Jersey, Indiana & 
Illinois Railroad Company to issue $44,100 of common capital 
stock to be delivered to the Wabash at par for advances of a 
like amount: 
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CANADIAN BRANCH LINES 


The Trafic .World Ottawa Bureau 


The government has agreed to refer its branch line rail- 
way bills to the railway committee of the House after they 
have received their second reading. In the discussion on some 
of the western branch lines this week one of the farmer mem- 
bers called attention to the fact that the charge had frequently 
been made that grain was carried at a much lower rate than 
other commodities, and undertook to show that the railways 
had always made their greatest profit in the months in which 
grain was being handled. He said that in the year 1920 the 
operating ratio on the Canadian Pacific Railway in August 
was 80.23 that is, it cost 80.23 to earn a dollar. In October 
when the heavy movement of grain was on it cost only 56.46 
to earn a dollar, and in November of the same year the operat- 
ing ratio was only 66.32. In the year 1921 the operating ratio 
in October was only 55.02 cents. In November, 1921, the net 
revenue on the eastern section was only $4,403, and the oper- 
ating ratio 99.23. In the same month the net revenue on the 
western section was $5,048,000. In December; 1921, the east- 
ern section showed a net revenue of $566,000, and the western 
section a net revenue of $3,170,000. The year 1920 showed an 
operating ratio of 84.70 on the Canadian Pacific Railway, but 
in 1921 it had dropped to 82.28, and in 1922 it had fallen to 80.55. 

It was recalled that when the Crows Nest rate was being 
considered by parliament the president of the Canadian Pa- 
cific made the prediction that if the Crows Nest rates were 
permitted to go into effect his company )would be unable to 
pay its fixed charges and dividends. “And yet,” said Mr. 
Campbell, the member quoted above, “after the Canadian Pa- 
cific had handled the most of that crop, at the beginning of 
the new year we find the president sending a message to his 
men in which he said, ‘the new year opens under auspices 
more favorable than any since the conclusion of the war.’” 
He continued: 


I should like members to note that in 1922, the year in which 
the Crows Nest rates came into effect, the operating ratio of the 
Ctnadian Pacific dropped from 82.28 to 80.55. Analyzing the amounts 
of grain handled in previous years we find that a low operating 
ratio was coincident with large crops. The Canadian Pacific han- 
dled 4,349,000 tons of grain in 1920 and in that year their operating 
ratio was 84.70. In 1921, they handled 4,812,000 tons and the oper- 
ating ratio was 82.28. In the year 1922 they handled 6,888,000 tons of 
grain and the operating ratio dropped to 80.55. The Canadian 
National had an operating deficit of about $36,000,000 in 1920, but it 
has been improving steadily ever since. If we analyze the figures 
for the amount of grain handled, they seem coincident with this 
improvement. In 1920 the figure was 7,653,000 tons; in 1921, 10,233,- 
000; and in 1922, 11,229,000 tons. 


In the discussion of the branch line from Radville to Fife 
Lake, southerly and westerly in the province of Saskatchewan, 
the estimated cost of which is $3,706,000 and the distance 115 
miles, members from that part of the west stated that, be- 
cause of the lack of this road, millions of bushels of wheat 
were being hauled across the international boundary line and 
marketed in the United States, the boundary paralleling the 
line nearly its entire length, the adjoining states being Mon- 
tana and North Dakota. 

“We hear’ much about patronizing home industries,” said 
the member who was pressing for this line, “but here is a 
place where the business of thousands of our people, who to 
all intents and purposes are American cvitizens, is lost to 
Canada. They have produced in that country between three 
and four. million bushels of grain this year, and the bulk of 
it is going by an American route. It is not as though we were 
taking trade away from some other Canadian line, like the 
C. P. R., if we build this line. It is taking it from an Amer- 


ican road, and it is sound national economy to build it at 
once.” 


CANADIAN NATIONAL SURPLUS 


The Trathe World Ottawa Bureau 


The surplus which the Canadian National Railways an- 
nounced at the end of the year has come in for much criticism 
from politicians opposed to the government. In the House of 
Commons this week, Sir Henry Drayton, former chairman of 
the Board of Railway Commissioners, said that the financial 
surplus which the government has announced on its accounts for 
the current fiscal year is due to the fact that $50,000,000, raised 
for Canadian National Railway purposes, was not taken into 
the reckoning in the government’s debits. He said that every 
year Canada owned the railways it went behind in connection 
With them the exact amount advanced, “so it becomes in- 
creasingly necessary that we ought not to look on advances 
to railways, no matter how we disguise them, as constituting 
an asset which is net, as it is not. Last year the railways went 
behind millions, and to that extent is the position made worse.” 

He said there was a zone between betterments on the one 
hand and maintenance on the other, which was hard to dis- 
tinguish. “If you want so to run a railway; he said, “you can 
have such charges to betterments that you can relieve yourself 
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of practically, all maintenanee charges, get a wonderful oper- 
ating statement, and frightfully overload your capital account.” 

It was, apparently, speeches of this sort that evoked from 
i gy Thornton an address broadcast over the radio. He 
said: 


We have reached that stage in our career on the Canadian Na- 
tional, when we may maintain a degree of self-respect. I don’t 
mean egotism or pride, but honorable self-respect. There are, un- 
fortunately, those in the land who adopt a policy of assassination 
of character—character in so far as the company is concerned 
in so far as its officers are concerned. They whisper maliciously 
and say: “Well, after all, this net showing Ae? have was merely 
faked; we must not 7. much attention to it; it is merely bookkeep- 
ing.”’ That is one of the things they started in an effort to detract 
from what had_been done. And a good many things of that sort 
are going on. I: say we are going to challenge statements of that 
character. We are going to protect both the company and the of- 
ficers from slanderous and libelous gossip wherever it appears. 


-After announcing that this year’s objective was thirty mil- 
lion dollars net, he added: 


I have also this to say: “We are going to play the game straight- 
We are not going to come, hat in hand, and ask the people of Canada 
to give us their traffic because, by so doing, they will reduce their 

es or will be patronizing their own railways. e do not ask for 
traffic for such a reason, but because the merit of our service entitles 
us to that patronage. It seems to me that our protests is chiefly 
that of increasing our gross revenue. There has been a steady re- 
duction in transportation expenses—that is, expenses chargeable to 
moving the traffic. In the first two months of 1924 we have reduced 
our operating expenses by, roughly, $2,000,000 as against 1923, and 
you all know that a dollar saved in transportation expenses is a 
dollar earned. Our traffic department has done exceedingly well, 
and if we had a sufficient amount of business of this railway, a busi- 
ness which was something equivalent to its mileage, we would have 
- —e problem, the thing would be solved on the Canadian 

ational. 


CANADIAN CAR LOADINGS 


Revenue car loadings in Canada for the week ended April 
5 aggregated 53,922 cars, a decrease from the previous week of 
3,923 cars. The largest decrease was in pulpwood, of 1,306 
cars, practically all roads in the eastern division showing a 
decline. Grain and grain products and coal also showed de- 
creases, while merchandise showed a slight increase. Compared 
with the corresponding week in 1923, there was an increase of 
5,992 cars, or 12.5 per cent, and the cumulative totals from the 
first of the year show an increase of 13.3 per cent, or 733,362 
cars, as against 646,904 cars for the same period last year. 


CARS OF REVENUE FREIGHT LOADED ON CANADIAN 
RAILWAYS 


EASTERN CANADA 
For thewceek ended 


March 22 March 29 April 5 











Commodity Cars Cars Cars 
Grain and grain products...............eee0- 2,374 2,138 1,800 
OME: ine os vaa ves wed aha cenma sess eecdeee 1,191 1,142 1,179 
MIRE soi co daldin pe OSs si seein boc Weeeinhie creed 4,380 4,240 
PR on Gia Osos Ge oitie 199 174 218 
ACE OE Rae 3,052 2,867 
Rg Ais Sal hcaa: o ceosrinerw ise eww talgsente while ede 4 4,780 3,591 
Pulp and paper 2,005 2,081 1,812 
Other TOrest PrOAucts........c:0:o:0 ccviewecccccccce 1,764 1,522 1,219 

DN Sedma avacs wash cucsc hes othe cashes sVoetevtt 1 642 584 
EL A Ee Se ee er 11,272 11,656 11,622 
IN 5.6.5 5.0 wircrireie.c wersierlne GMa daisies 0% 10,499 9,734 8,885 

Wet CREE: DE i osii-0.c cevdpweeesiesbees 42,187 41,301 38,017 


Total cars received from connections.... 35,017 35,149 32,761 
ears loaded for corresponding week, 

















RoW a ac oe ces eRe PUTTER 26 Shs 150s REN 32,276 31,804 $3,226 
WESTERN CANADA 
Commodity 
Grain and grain praducts..............seeeees 5,092 4,294 3,807 
BE EE Sh alhd 6-5-6 cpciwwe a eeaikea belie ines acamere 1,227 1,250 1,192 
ne cae L 5c s o'emrn'g Gwis eclea i eretsio-e ose 4-00 1,908 1,502 
NS io nie AUR GET do cig eed ties annaaa Vesa oe 86 44 
NN FA USGL TA 6 5 ws oe nto Welbiastemiaigere-wieieepeveste 1,016 977 
be og: eee © eee ene 159 
I ios 0 c.0 ve aceraleeinpeenne tee obeab 126 107 
Other forest products 1,526: 1,888 
Mt. ak odawes Veet <<< any sears F 4 560 518 
Merchandise, L. C. L......... ‘ 3,473 3,710 
PEE FS CEG 6 cere cb apse wet ere vebecvinw 2,006 2,029 2,001 
Ce, ee ee 17,393 16,544 15,905 
Total cars received from connections.... 2,663 3,054 2,932 
Total cars loaded for corresponding week, 
5 ar ee 14,972 14,572 14,604 
TOTAL FOR CANADA 
Grain and grain productS........cesccseccoes 7,466 6,432 5,607 
Ee RS SD Pee Oo 2,418 2,392 2,371 
PL oss NLT ERG Se oo MK Rows oS ebE Sh ev ccoes 5,996 6,288 5,742 
BN cbs bn AWD, 54-0 antiby, Haes ee sw ale 40-6 acl 266 260 
BE Dida hOS ssc etek Rutnars sae Rdidice-weiviate 4,081 4,068 3,844 
SE SE iaoin «n'y oc SUMS 0 o'60s oes AE Me 060 cens 5,168 5,056 3,750 
ee NOL. aks Ls 6 o's oc ewlalsbite's se 04 ie 2,188 2.207 1,919 
Other forest ‘products... .....cscccesepeveces .. 8,746 3,048 3,107 
iki BA ie ccc an se Gia. SN 0 wien ARgho 00.60. bid 1,135 1,202 é 
EE SL IKC, Bs tie bho < vc caclbibbcsec cesses 14,611 15,129 15,332 
Ce EEE oo ores GP epee 12,505 11,763 10,886 
Wetal cama: leeGedl «is ki pices koe eS Kdsbe cscs - 59,580 57,845 53,922 
Total cars received from connections..... 37,680 $5,149 35,693 


Sverele cov vcceee sues vvseeae leis eveees 47,248 46,376 47,930 
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Following is the traffic report of the railways of Canada 




















for December, 1923: 
Originated 
Total Loaded at 
freight Canadian 
No. Commodities originated Stations 
Agricultural Products— 
1. Wheat 2,085,041 
2. Corn 8,311 
3. Oats 244,365 
4. Barley 91,462 
5. Rye 16,300 
6. Flax 20,485 
7. Other grain 12,847 
8. . Flour 207,106 
i SPREE EE UENO |,.w'. 5 cs cc'ed eee mevcecweess 149,313 92,885 
el EE bic b:a ce teeec de steer ceeeeead 94,124 89,790 
al ae da na oi bo aids Beate «04. Sian. 0.6.0) CtiW 68% 20,075 951 
Se SE CUDEMIINED ch ocd cc acdn coc ced be oe W ee ces 29,578 24,646 
Bee ee Sete «CEWOR) 6. eke cc cee cecduebiaa: 34,683 3,584 
I, Sie olnatay cuban wainin. o Hee wight 60:00 aisles 36,884 26,064 
16. Other fresh vegetables .............. 0000. 19,747 14,262 
16. Other agricultural products................ 62,777 26,294 
IN. 25S Vise Hh Fels ade Rs. 86s. as ealae 3,323,376 2,964,393 
Animal Products— 
MAE So Lc oF ie oC dbp sh bbc Sele cleicebsie otecete 8,570 8,135 
a. VED MO CONNORS 5 on so SbsSs oo oe ode bes Sh 72,269 68,127 
19. ME gaa s URE Ar vs odes HIDEGC Soe iawn ale ses 4,814 2,464 
OS Deck t's cS bcbiech sod whee abet e uss veces steve’ 32,698 28,223 
RD ey ee a ae 54,803 12,086 
22. Dressed meats (cured or salted)........... 24,621 5,334 
23. Other packing house products.............. 27,651 2,561 
EY oo OCS ues dase gh Cae CEES ince ketene 17,047 3,038 
REN a A, ged A a gE io Ree Sa Me EK 6,840 597 
i Sr OND a 6.60 6.6.0 cess sc scecess ee dws 11,666 4,313 
SE Ct BM GAG e 6.4 di.e. vis dis nidieleid ties s bmas ele-bree.s 8,771 1,342 
Se ee. We NN a, 6 cin d vis cee nedecseeens 15,330 5,902 
30. Other Bnimmal’ MroWucts....0605 6h os. ite oe heed 10,312 4,217 
EN ere bh e bins adam Beabia ey seals Sue sindoud 295,392 146,339 
Mine Products— 
ee eee OOR SA a ee lis. be ieidbdie 648,105 11,262 
dss LD TURD Li, o:cinlt che GRU Skis o «be 'eartts 1,281,767 684,364 
OS ear eee ee eee 43,941 43,690 
ee cr. scaled iss gts ibe e>e 56,543 18,853 
ST Ne te ee ies wi St FE EINE be ve eh eek bees 4,064 3,690 
35. Other ores and concentrates................ 171,782 160,399 
36. Base bullion and matte.............-...60. 9,227 6,169 
37. Clay, gravel, sand, stone (crushed)........ 197,861 156,076 
38. Slate—dimension or block stone........... 24,312 9,501 
a Sa Te ee 2 ey ee 37,185 6,938 
ey SOI 2 FGice GME cers ed 4 dee ew eve Sd 3,983 1,955 
ES EEE re re er eee eee 21,102 9,202 
Sa RAE TONG: WTORUOLS.. «0.4 0 665.5 0 eqn gen oaRrinne 29,346 24,982 
RN eas iat g GON MKS ta do sae. & o4 cs 2,529,218 1,137,081 
Forest Products— 
43. Logs, posts, poles, cordwood............... 183,026 179,250 
eh i. tna Sate «6 bate Siardiy @ ogo ang me Geieeres 8,601 8,229 
I a heli oiiig bo altibip-d.tie.o.e < 0:0 ieigheas 190,126 189,713 
46. Lumber, timber, box shooks, staves, heading 475,050 . 391,376 
Met COT OCONEE  WPOCUCUS. . o'iiie ccc ccc cccseeian 33,811 27,361 
ES oe Eee ee ae a 890,614 795,929 
Manufacturers and Miscellaneous— 
48. Refined petroleum and its products........ 111,039 66,824 
ie NUCL a wis EN Gil seca 2.0 Gdis-0 s.6:5b-0.0'8 d.0o.bio-0 00-0 35,840 14,180 
ee ee ee ee 35,077 19,524 
is A EE NNN 0 oe, «:e.0.0:esds0.m60,0,0:0'9.0:0.6 9,295 7,864 
52. Bar and sheet iron—structural iron and 
Ry ee a rene 77,890 25,531 
53. Castings, machinery and boilers........... 40,542 17,471 
i irs. ct oipbow ars 6 65:4 oie 6 00: 60'0'b.0.000 0.6 ise 37,133 36,441 
55. Brick and artificial stone.................; 60,375 49,343 
ee AS Oe ee a See 26,638 21,967 
57. Sewer pipe and drain tile.............:.... 4,628 4,201 
58. Agricultural implements and vehicles other 
SESE LIAL ER EE Pe 14,389 5,911 
59. Automobiles and auto trucks.............. 89,115 17,775 
RS rer ae 7,102 5,833 
I ht Nk a 5 cin anclanisien.d 4.0.9: 010i 0'6, 0:4 alei 6,973 3,406 
ere 19,162 17,325 
it EE, EE CODON... og e.0icrs.o.0.0,0 0.9.0 .010:0'0 ¥.0'a,0 18,953 18,446 
64. Paper, printed matter, books............... 144,859 105,571 
GR Ee ee rey eee 104,819 95,458 
66. Fish (fresh, frozen, cured, etc.)............ 10,686 8,945 
I is, wil gute bi oak bli eo Lats bisicers: 00s 273 109 
68. Canned goods (all canned food products 
I Pe ree Teer re 32,204 16,131 
69. Other manufactures and miscellaneous.... 497,423 270,851 
at I So. ov gi6b ers 6:0. s:n,0126.0.070,6;6 4.0.6, 018 298,769 185,837 
ME octet. bos. Sb4Se RE sah bid 6 oh eee een 1,683,184 1,014,944 
PUN OO de vacoelc hee pew ies Ue eke wes 8,721,784 6,058,686 
Originated 
Received from For. Conns. Terminated 
Destined to Destined to Totalfrom Atsta- Delivered 
Canadian foreign foreign tionsin to foreign 
points points connections Canada connections 
Ns ae 254 6,401 6,655 2,124,714 330,636 
SR ae 32,600 55,693 88,293 39,235 59,304 
| a eae 4,044 35,052 39,096 204,300 90,538 
ees. ee 30 1,809 1,839 60,345 32,448 
OR Sa 1,943 1,943 17,315 2,929 
ipe. cctheates  — Seettey’ ° “= "Reee ete: «> « iemitreshe 22,123 777 
Sere ee 1,633 1,073 2,706 7,301 3,432 
AS eee 3,883 45,863 49,746 117,969 209,367 
MES eeiese bss 6,595 49,833 56,428 75,640 89,011 
ees. eer 799 3,535 4,334 53,114 46,718 
. CR ats 7,287 11,837 19,124 6,762 10,950 
ie pawet cokes 647 4,285 4,932 8,863 22,075 
ae 17,178 13,921 31,099 20,209 14,208 
a Setesseneet: 8 10,735 10,820 15,398 22,923 
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Maes 4 ak. ss ele 2,126 3,359 5,485 4,608 17,972 
MV coeiacd 12,441 24,042 36,483 26,216 35,418 
89,602 269,381 358,983 2,804,112 988,706 
ss SR RARE Spe tk 105 330 435 8,707 431 
BRAS vets bios 95 4,047 4,142 61,653 12,588 
i ileatwsatedaie 0% 38 2,312 2,350 3,319 2,419 
DCs aie ha-s nab ok « % 48 4,427 4,475 27,537 4,439 
» pe TA RAR PE 4,922 37,795 42,717 12,629 39,981 
Bis Gl. cee 6,880 12,407 19,287 1,011 18,573 
, a 3,858 21,232 25,090 2,439 23,225 
Di iPiasie kbs <o:96-> 335 13,674 14,009 3,533 14,045 
AE Re ay 1,558 4,685 6,243 1,088 4,920 
Bee veces ects fk 562 6,791 7,353 2,670 8,292 
SY Se a 864 6,565 7,429 1,088 7,452 
ESE Se 2,926 6,502 ~ 9,428 5,944 7,760 
nore ote cw ee a 1,961 4,134 6,095 2,946 7,939 
24,152 124,901 149,053 134,564 152,064 
» Ma Napatlelyade. 438,364 198,479 636,843 350,147 192,031 
. Bee IP 570,999 26,404 597,403 1,173,701 71,689 
WRT. Si Shei Beem Res 251 (Tae 
ee oe oe 36,761 929 37,690 50,588 2,453 
a ae 321 53 374 776 117 
ee cekins Wate ee 8,892 2,491 11,383 156,364 5,064 
Merete eS: eheawe 3,058 3,058 §,031 4,700 
Oe -Diawae. de, 19,924 21,861 41,785 173,286 32,549 
a 1,868 12,943 14,811 15,328 11,445 
arin ie 30,247 = 30,247 34,234 167 
IAS 571 1,457 2,028 4,525 1,457 
WU BINS. Bik 7,202 4,698 11,900 13,275 5,144 
OR. ayasieuce xo 1,831 2,533 4,364 7,196 17,741 
1,117,231 274,906 1,392,137 2,021,440 344,557 
WE. fine 22.2: 797 2,979 3,776 175,469 17,543 
ES « ocovstiliy.5ithotartin 203 169 372 8,222 418 
| ay Fg ee 175 238 413 114,913 111,723 
5 ASPET Se 22,323 61,351 83,674 228,517 259,654 
M03) 2 Pa 5 Rie 2,561 3,889 6,450 14,977 19,136 
26,059 68,626 94,685 542,098 408,474 
ee 33.954 10,261 44,215 91,603 11,162 
. , See 6,638 15,022 21,660 23,015 15,197 
- eon 6,613 8,940 15,553 23,469 9,125 
ee 423 1,008 1,431 13,182 1,028 
ORS iicisins dead des 35,095 17,264 52,359 46,810 21,838 
OF ees ere 5,962 17,109 23,071 21,695 18,292 
GS ascercety opted b 456 236 692 33,367 1,027 
| aes eee ee 8,552 2,480 11,032 52,263 4,619 
ee PEELE oe 1,953 2,718 4,671 22,839 3,185 
ee ee 273 154 427 4,014 208 
Berl. HE Sos chic 2,074 6,404 8,478 7,468 10,694 
OR .. sation. Sawah 7,548 63,792 71,340 11,397 77,069 
ES ee Pee 584 685 1,269 5,756 947 
ROME eee 93 3,474 3,567 3,453 3,629 
ee 1,428 409 1,837 17,390 902 
ee ees eye 255 252 507 9,069 8,686 
| SES ers 4,940 34,348 39,288 25,782 117,677 
__ telat paket Wl pa 360 9,001 9,361 42,985 78,304 
 — SRE ee 407 1,334 1,741 4,664 6,333 
Os cadens s Seeds ee 164 164 204 250 
eee 2,610 13,463 16,073 12,175 20,890 
RS OE Be 64.459 162,113 226,572 296,634 221,808 
TD... Sathicnls sebR 32,240 80,692 112,932 191,226 93,983 
216,917 451,323 668,240 960,460 726,853 
1,473,961 1,189,137 2,663,098 6,462,674 2,620,654 
SUMMARY BY PROVINCES 
Originating 
Received 
Originating from foreign Total 
in province connections carried 
Tons Tons Tons 
Prince Edward Island ........... | lies I 8,602 
Sey a iti ay oe aaa a an fo 393,790 2,333 396,128 
New Brunswick ....cccc.cccscctee 197,903 44,633 242,536 
NON bao iad. Se HeciGes. cLivesidss 1,247,458 445,550 1,693,008 
ERG) c.ialal Gide abd Gors-e Kd oe bihe Calerea-e 3,785,645 2,080,659 5,866,304 
ern ere ee 361,805 28,793 390,598 
UN on sedccccccececevees 1,080,943 25,689 1,106,632 
Pr Cat Cee ee 1,288,181 8,395 1,296,576 
BOVIS ACORRIDEE. a Gs ice diaie's vice e'h 357,457 27,046 384,503 
Terminating 

Delivered Total 

Terminating in foreign ter- 
in province connections minating 

Tons Tons Tons 
Prince Edward Island ........... 10,423 evenbet 10,423 
NN I oa, aed: oa eoteees aia 9.0.8 So 355,108 40,216 395,324 
New Brunswick . 97,506 227,859 325,365 
SN ode Bice OER oie 962,141 612,065 1,574,206 
nt Yet ios. Sst Se bisas’ oaesieios 3,736,085 1,470,912 5,206,997 
I Se iil cing a bible sh enie mreiaiak eae 08 369,972 15,496 385,468 
CE EPEC TT 299,736 28,614 328,350 
I oo), oR. oe bs «8a Deeb d tated 330,778 222 331,000 
Briton “Cotwmliia |. .5 . hiss cdees 300,925 225,270 526,199 


$3,111,000 for the corresponding week last year. 


CANADIAN RAIL EARNINGS 
Gross earnings of the Canadian National for the week end- 
ing April 7 were $4,343,780, a.decréase of $390,875 from the 
corresponding week last year. 
cific for the same period were. $3,083,000, as compared with 


crease of $28,000. 
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April 19, 1924 


HUDSON BAY RAILROAD 


The Trafic World Ottawa Bureau 


Ottawa has just been visited by a large delegation of west- 
ern business men and others, constituting a representation from 
what is known as the “On-to-the-Bay” Association, formed to 
promote the completion of the Hudson Bay Railway. Members 
of the delegation addressed the cabinet and the caucuses of the 
three .parties in Parliament. It may be said that nothing was 
added to the present stock of information on the subject, the 
addresses being mainly of an exhortatory rather than a statisti- 
cal nature. The leader of the delegation, an ex-mayor of Win- 
nipeg, made the statement, which was immediately questioned, 
that the Hudson Straits were open to navigation for twelve 
months in the year. 

It was notable that among the many who appeared before 
the government, there was only one representing the province 
of Alberta, and he was not very enthusiastic for the comple- 
tion of the route. The reason for this is that the attention of 
the province of Alberta is now mainly turned to the develop- 
ment of the Pacific grain route. It is said here that the present 
revival in the agitation for the completion of the Hudson Bay 
route is mainly fomented in Winnipeg, where there is a grow- 
ing fear that the development of exports via Vancouver will 
go far to change the old currents of the grain trade, and remove 
Winnipeg from the position it has hitherto held as the chief 
grain market in Canada. 

Premier Bracken of Manitoba argued that this railroad, 
which has been indorsed by both political parties in the past, 
should either be completed or the west have a good reason why 
completion was delayed. If the west got a definite assurance 
from the government that it was not going on seriously with 
the road, it would then be in a position to consider what further 
action it could take, as it was determined to have it finished 
and operated in some way. 

Premier Bracken was asked if the western provinces inter- 
ested would be willing to take over the road as already built 
as a gift, and complete and operate it, but he said he was not 
prepared to answer. 

There is little likelihood of the government doing any more 
this year than providing a few hundred thousand dollars for 
repairs to the roadbed, which simply amounts to a further 
shelving of the proposition. 


CANADIAN OPERATING REVENUE 


The following information has been published in Parlia- 
ment regarding the operating revenues and expenses of the 
three divisions of the Canadian National for the year ended 
December 31, 1923, and for January and February, 1924: 


Atlantic Western 
region region region 
Railway operating revenues.$22,480,035.13 $127,900,113.91 $72,074,784.26 


Railway operating expenses. 27,702,180.78 109,212,503.69 74,095,493.78 
Month of January, 192 


Central 


4 
Railway operating revenues. 1,555,833.85 8,565,820.51 5,865,070.64 
Railway operating expenses. 1,958,199.20 7,971,687.52 6,024,863.91 
Month of February, 1924 
Railway operating revenues. 1,490,361.90 9,141,719.90 4,586,797.20 
Railway operating expenses 1,960,170.62 8,404,441.76 5,572,642.86 


For the Grand Trunk, Canadian lines, for 1923, the data 
was as follows: 


DOUWAY operating TEVETIUES., . ... . 2... cicsccedccsvicdicweeecee ces $83,978,730 
MEPWAY GHOTAUIGE \ORDOTBER:. .i6ix 00.6 0:0:0. 18:6 1:5;070/0:8. 60 60 9,6 006e ein 67,112,470 


In the figures given above, it may be noted that the Cen- 
tral Region includes Grand Trunk New England lines. The 
statistics for the Grand Trunk western lines were given in 
reply to another question as follows: 


Irn OAL ANU on i a was amine sig biovusitee $32,471,522 
nti emmoureee’ sO). FU tore oes chet + cette oer ate ve olsen bibs 23,679,714 


Net TFOVenue ....c0rees i eacenpoka ol scitsle “aA dice Ubteinale teed: Scale iaaeiie $ 8,791,808 


CANADIAN NATIONAL SALARIES 


Last week it was noted that the Canadian National directors 
had refused, in reply to a question in the House, to give a list 
of salaries of officials of the Canadian National Railway draw- 
ing salaries higher than superintendents. A return has now 
been asked for containing this information, the leader of the 
opposition stating that in the United States this information 
is published by the Commission which has charge of such rail- 
way matters, and this applies to all railways in the United 
States.” The Minister of Railways stated that the response to 
this return would have to be a response by the Canadian Na- 
tional Railway Board. 


CAR SURPLUS AND SHORTAGE 
The average daily surplus of freight cars in the period 
March 23-31, inclusive, was 248,301 as compared with 213,093 
cars in the preceding period, while the average daily shortaze 
Was 364 cars as compared with 361 cars in the preceding period, 
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according to compilations made from carriers’ reports by the 
car service division of the American Railway Association. 

The surplus was made up as follows: Box, 75,721; ven- 
tilated box, 170; auto and furniture, 5,451; totalbox, 81,342. flat, 
4,032; gondola, 67,283; hopper, 68,693; total, all coal, 135,976; coke, 
967; S. D. stock, 16,547; D. D. stock, 1,384; refrigerator, 7,261; 
tank, 202; miscellaneous, 590; total, 248,301. 

The shortage was made up as follows: Box, 132; auto and 
furniture, 25; flat, 69; gondola, 92; hopper, 13; D. D. stock, 
33; total, 364. ; 

Canadian roads reported a surplus of 7,000 box, 1,200 flat, 
700 gondola, 1,050 S. D. stock, and 600 refrigerator cars. No 
shortage was reported. 


BIG ROAD FEBRUARY FIGURES 


Wrong figures were used in the compilation of big road 
February figures (Traffic World, April 12, p. 958), in the part 
of the tables devoted to February results from the Atlantic 
Coast Line in the Southern region, down to and including the 
Texas & Pacific in the Southwestern region. Operating revenues 
for the months of January and February were shown under 
the column heading of operating expenses applicable February. 
The columns of figures that should have been shown in the 
compilation are as follows: 


Oper- 

Net ating 
railway ratio 
Operating Operating operating (per 
revenues expenses 


SOUTHERN REGION 





. y income cent) 
Atlantic Coast Line..... 1924 $ 8,210,779 $ 5,137,756 $2,500,737 62.6 
Atlantic Coast Line..... 1923 7,266,476 4,772,286 1,994,295 65.7 
Central of Georgia...... 1924 2,250,892 715,761 429,597 76.2 
Central of Georgia...... 1923 2,157,738 639,308 402,024 176.0 
Illinois Central ........ 13,083,412 9,558,588 2,671,327 73.1 
Illinois Central ........ 1923 13,334,620 10,185,500 2,330,917 76.4 
Louisville & Nashville... 1924 11,415,61 ,207,859 1,896,503 80.7 
Louisville & Nashville... 1923 9,781,490 ,235,976 1,139,976 84.2 
Seaboard Air Line 26 3,583,663 941,507 74.2 
Seaboard Air Line 4 3,514,481 557,501 77.4 
Southern ....2 2600.20 8,587,736 1,929,879 75.2 
Southern .......000.0.0% 1923 =: 11,116,966 ,634,675 1,681,710 77.7 
Yazoo & Miss. Valley.. 1924 1,731,923 1,234,216 372,279 71.3 
Yazoo & Miss. Valley.. 1923 1,414,367 ~ 1,323,374 d 24,856 93.6 


NORTHWESTERN REGION: 


Chi. & North Western 1924 12,005,444 9,662,499 1,298,354 80.5 
Chi. & North Western 1923 10,115,460 358,723 88.4 


Chi. Milwke. & St. Paul 1924-. 12,932,916 10,345,814 1,373,022 80.0 
Chi. Milwke. & St. Paul 1923 12,346,682 10,507,612 599,747 85.1 
Chi. St. P. Minn. & Oma. 1924 2,324,856 1,828,735 308,415 78.7 
Chi. St. P. Minn & Oma. 1923 ,066,761 ,881,759 50,296 91.1 
Great Northern ......... 1924 ,943,801 5,713,951 668,330 82.3 
Great Northern ......... 1923 6,781,035 6,925,176 d637,468 102.1 
Minn. St. P. & S. Ste. M. 1924 3,301,525 2,883,477 164,178 87.3 
Minn. St. P. & S. Ste. M. 1923 3,291,034 2,964,169 135,680 90.1 
Northern Pacific ....... 1924 7,264,439 5,508,789 1,466,771 75.8 
Northern Pacific ....... 1923 6,534,900 6,386,058 d 31, 97.7 
Ore.-Wsh. R.R. & N. Co. 1924 2,379,365 1,704,236 427,803 71.6 
Ore.-Wsh. R.R. & N. Co. 1923 1,933,861 1,946,488 248,348 100.7 
CENTRAL WESTERN REGION 
Atch. Tpka. & Santa Fe 1924 14,386,032 10,829,426 2,703,421 75.3 
Atch. Tpka. & Santa Fe 1923 14,170,447 10,350,921 2,902,701 73.0 
Chicago & Alton........ 1924 2,309,523 1,958,604 154,880 84.8 
Chicago = 1923 2,420,878 2,132,269 79,843 88.1 
Chi. Bullington & Quincy 1924 13,232,456 9,904,509 2,156,672 74.9 
Chi. Burlington & Quincy 1923 13,126,287 10,378,383 1,598,816 79.1 
Chi. Rock Island & Pac. 1924 ,674,590 7,371,593 1,407,314 76.2 
Chi. Rock Island & Pac. 1923 8,563,857 ,192,638 486,566 95.7 
Denver & Rio Grande W. 1924 2,273,536 1,879,025 75,787 82.6 
Denver & Rio Grande W. 1923 2,377,163 2,174,203 70,498 91.5 
Oregon Short Line...... 1924 2,720,281 2,025,970 348,973 74.5 
Oregon Short Line...... 1923 ,628,899 2,028,549 339,551 77.2 
Sou. Pacific (Pac. Sys.) 1924 14,619,904 11,216,357 2,171,505 176.7 
Sou. Pacific (Pac. Sys.) 1923 13,245,017 10,354,164 1,544,529 78.2 
Union Pacific .......... 1924 8,228,151 5,600,215 1,903,275 68.1 
Union Pacific .......... 1923 7,489,782 5,232,765 1,825,281 69.9 


SOUTHWESTERN REGION 


Gal. Harsbrg & San An. 1924 1,973,315 1,672,284 199,847 84.7 
Gal. Harsbrge & San An. 1923 1,676,989 1,522,848 50,702 90.8 
Gulf Colo. & Santa Fe 1924 2,111,186 1,824,753 107,197 86.4 
Gulf Colo. & Santa Fe 1923 1,624,530 1,521,432 d 23,257 93.7 
Missouri- Kansas-Texas. 1924 2,587,523 1,747,511 711.540 67.5 
Missouri-Kansas- Texas. 1923 2,526,002 2,179,099 322,952 86.3 
Mo.-Kans.-Texas of Tex. 1924 1,569,840 1,186,589 176,379 75.6 
Mo.-Kans.-Texas of Tex. 1923 1,517,917 1,358,774 102,864 89.5 
Missouri-Pacific ........ 1924 9,376,227 7,636,207 1,024,515 81.4 
Missouri-Pacifie ........ 1923 7,601,442 6,846,932 1,7 90.1 
St. Louis-San Francisco 1924 6,366,494 4,594,65 1,459,677 72.2 
St. Louis-San Francisco 1923 6,202,269 4,585,096 1,256,710 173.9 
Texas & Pacific ........ 1924 2,624,320 1,913,826 500,858 72.9 
Texas & Pacific ........ 1923 2,321,642 2,075,181 d 21,568 89.4 


REVENUE FREIGHT LOADING 


A decided drop in loading of coal and a slight decline in 
the loading of forest products caused revenue freight loading to 
decline to 862,096 cars the week ended April 5 as compared with 
907,548 cars the preceding week, according to the weekly report 
of the car service division of the American Railway Association. 
Some of the drop in coal loading was due to partial observance 
of a holiday by the miners April 1. 

Coal loading totaled 123,220 cars as compared with 154,680 
ears the preceding week, while loading of forest products totaled 
77,023 cars as compared with 81,553 cars the preceding week. 

In the corresponding period of 1923 and 1922 the ‘'oading 
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totaled 896,375 and 706,013 cars, respectively. The loading the 
week ended April 5 thus fell considerably below that of the 
corresponding period of 1923, but exceeded that of the 1922 
period. 


Loading by districts the week ended April 5 and the corre- 
sponding period of 1923 was as follows: 


Eastern district: Grain and grain products, 7,209 and 7,174; live 
stock, 3,060 and 2,961; coal, 32,909 and 46,608; coke, 2,675 and 4,366; 
forest eat: 6,037 and 6,300; ore, 1,575 and 2,943; merchandise, 
L. C. , 70,551 and 63,370; miscellaneous, 87,982 and 88,502; total, 
1924, 211,998; 1923, 222,224; 1922, 164,086. 

Allegheny district: Grain and grain products, 2,100 and 2,365; live 
stock, 2,459 and 2,694; coal, 32,180 and 47,937; coke, 6,838 and 7,430; 
forest products, 3,173 and 3,397; ore, 4,362 and 5,504; merchandise, 
L. C. L., 51,910 and 46,652; miscellaneous, 75,317 and 78,478; total, 
1924, 178,339; 1923, 194,457; 1922, 150,231. 

Pocahontas district: Grain and — products, 222 and 193; live 
stock, 57 and 63; coal, 19,870 and 21,970; coke, 247 and 580; forest 
products, 1,729 and 1,770; ore, 125 and 186; merchandise, L. C. L., 
7,075 and 6,061; miscellaneous, 4,807 and 4,920; total, 1924, 34,132; 
1923, 35,748; 1922, 33,641. 

Southern district: Grain and grain products, 3,324 and 3,728; live 
stock, 1,762 and 2,077; coal, 16,445 and 21,907; coke, 982 and 1,387; 
forest products, 24,484 and 23,322; ore, 1,530 and 1,950; merchandise, 
L. C. L., 40,014 and 39,094; miscellaneous, 49,874 and 46,454; total, 
1924, 138,415; 1928, 139,919; 1922, 118,228. 

Northwestern district: Grain and grain products, 8.371 and 11,725; 
live stock, 8,806 and 9,633; coal, 5,361 and 6,095; coke, 1,084 and 1,767; 
forest products, 22,550 and 21,943; ore, 889 and 968; merchandise, L. 
Cc. L., 30,3389 and 29,638; miscellaneous, 32,422 and 33,620; total, 1924, 
109,822; 1923, 115,289; 1922, 94,266. 

Central Western district: Grain and grain products, 9,318 and 
10,215; live stock, 10,303 and 10,601; coal, 12,915 and 15,583; coke, 295 
and 426; forest products, 10,082 and 8,697; ore, 2,910 and 3,357; mer- 
chandise, L. C. L., 36,617 and 35,108; miscellaneous, 46,306 and 48,720; 
total, 1924, 128,746; 1923, 132,707; 1922, 99,448. 

Southwestern district: Grain and grain products, 4,752 and 3,906; 
live stock, 2,148 and 2,201; coal, 3,540 and 4,095; coke, 174 and 120; 
forest products, 8,968 and 8,496; ore, 451 and 438; merchandise, L. 
Cc. L., 14,975 and 14,583; miscellaneous, 25,636 and 22,197; total, 1924, 
60,644; 1923, 56,036; 1922, 46,113. 

Total, all roads: rain and grain products, 35,296 and 39,306; 
live stock, 28,595 and 30,230; coal, 123,220 and 164,195; coke, 12,295 
and 16,076; forest products, 77,023 and 73,825; ore, 11,842 and 15,346; 
merchandise, L. C. L., 251,481 and 234,506; miscellaneous, 322,344 and 
$22,891; total, 1924, 862,096; 1923, 896,375; 1922, 706,013. 


Loading of revenue freight this year compared with the 
two previous years follows: 


1924 1923 1922 
4: Weeks Of JQNUaGry. i... .ccccnncees 3,362,136 3,373,965 2,785,119 
4 Weeks of February............... 3,617,432 3,361,599 3,027,886 
© Wee: OF PAATCH 6 coe 5 cs 5 00 c cicceicee 4,607,706 4,581,176 4,088,132 
Week Ended April 5th.............. 862,096 896,375 706,013 
EEE 5 ol nie Gan tated getven + + teens 12,449,370 12,213,115 10,607,150 


PERFORMANCE OF CARRIERS 


Two new high records were established by Class I railroads 

in the handling of freight in February, according to reports 

_filed with the Bureau of Railway Economics. The perform- 
ance of the carriers was outlined as follows by the Bureau: 


1. They handled the greatest volume of freight traffic, measured 
in net ton miles, carried in any February in history. 

The average daily movement per freight car for the month of 
February amounted to 27.4 miles per day, the highest for any Feb- 
ruary on record. 

Freight traffic in February amounted to 35,962,421,000 net ton 
miles, an increase of 3,332,065,000 or 10.2 per cent over the same 
month last year, and an increase of 3,010,289,000 net ton miles or 
9.1 per cent over February, 1920, which was the previous record 
month. Compared with 1922, it was an increase of 7,511,508,000 net 
ton miles or 26.4 per cent. 

In the Eastern District, according to complete: reports, freight 
traffic totaled 18,653,492,000 net ton miles, an increase of 12.1 per 
cent over February, last year, while in the Southern District it 
totaled 5,139,795,000 net ton miles or an increase of 8.7 per cent. Com- 
plete reports showed 12,169,134,000 net ton miles in the Western Dis- 
trict, an increase of 8.1 per cent over February, 1923. 

For the months of January and February alone, freight traffic 
amounted to 70,463,134,000 net ton miles, the greatest volume ever 
handled by the railroads in the first two months in any year. This 
volume exceeded the ee period last year, which had 
marked the previous record by 123,489,000 net ton miles or one-fifth 
of one per cent. 

In attaining a daily average movement of 27.4 miles. per freight 
car, the railroads of the country in February exceeded the same 
month last year by two and three-fifths miles, and February, 1920, 
by five and one-tenth miles. The average also exceeded that for 
January, this year, by two and two-fifths miles. 

In computing the average movement per day, account is taken 
of all freight cars in service, including all cars in transit, cars in 
process of being loaded and unloaded, cars undergoing or awaiting 
repairs, and also cars on side tracks for which no ioad is imme- 
diately ‘available. 

The average load per freight car in February was 27.6 tons, a 
decrease of three-fifths of a ton compared with the same month 
last year, and seven-tenths of a ton decrease compared with Feb- 
ruary, 1920. 

Despite the decrease in the average load per car, the railroads 
by sonding the movement of freight cars obtained increased 
efficiency in handling the volume of freight transported by them in 
February. This is shown by the fact that every car. in February 
carried a daily average of 502 tons of freight one mile compared 
with an average of 474 tons per mile in February, 1923. 


PACIFIC CAR DEMURRAGE 
The report of the Pacific Car Demurrage Bureau for Feb- 
ruary, 1924, shows 16,645 cars held overtime—a percentage of 
07.60—as against 13,076—a percentage of 06.74 for February, 1923. 
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OPERATING REVENUES AND EXPENSES 


The Commission’s official statistics on operating revenues 
and expenses of Class 1 roads for February, 1924 and 1923, and 
for the two months ended with February, 1924 and 1923, for 
the country as a whole, follows: 








United States———_ 
Item— 1924 1923 
Average number of miles operated.......... 235,905.88 235,873.77 
Revenues: 
WOOME Ko idl. HHL Es. WSS. UR $352,442,576 $326,835,502 
PIII in! wcirak nee ictnds + ani ehatbodiiks «nee sen b83,363,484 ¢79,134,588 
Gere ape papal 2 J Sateleadaply, 2 chy cles renter 7,741,717 7,308,399 
SES OR RRS DS ie} ee OR ee Rat | 11,212,338 9,851,469 
All other transportation ................008 14,651,268 13,971,041 
RE ti brctata so oa Sica o's Pao cg pees oe 8,685,279 9,257,214 
BB ES era. ere mee 1,032,188 804,713 
FON FACIHEF=—-DP, 2 eS Sh ee eat 214,593 214,056 
Railway operating revenues ............ 478,914,257 446,948,870 
Expenses: 
Maintenance of way and structures........ 54,379,869 48,418,007 
Maintenance of equipment.................. 106,969,858 112,125,967 
Ee cit’ 5420S. cccelavl deleeéph-oIi«« ae oreneron 7,921,387 7,373,657 
FRO tones © LA eh eg 188,649,292 192,098,865 
Miscellaneous operations ................5. 902, 3,739,702 
CAOTUAEGR. 524. ESS:3 ldo KUEDALN (WENT ihn de Pac Lb 13,684,974 12,703,552 
Transportation for investment—Cr......... 807, ,127 
Railway operating expense............... 374,699,927 "376,006,623 
Net revenue from railway operations........ 104,214,330 70,942,247 
SORITCIR, SEE DEOUMBIR. «66 cc occa ticme cas cosy ee 25,711,985 24,411,514 
Uncollectible railway revenues............... 218, 161,642 
Railway operating income................ 79,289,013 2 46,369,091 
Equipment rents—Dr. balance............... 5,565,886 5,483,255 
Joint facility rent—Dr. balance.............. 1,531,463 1,610,939 
Net railway operating income............ r 71,191,664 i 39,274,897 
Ratio of expenses to revenues (per cent).,... 78.24 84.13 
Two months ended with February: 
Average number of miles operated.......... 235,907.47 235,861.40 
Revenues: 
i eee Di tet s aes neal Merce chee $686,011,683 $693,884,863 
I aU ran a an an 4 ace Sauer soe ee £175,089,538 2170,259,771 
MEE BSCR 6 wire ve Fe ee Les LW ewokcccdeedtes ,647,833 14,771,631 
SER DOGO i Srais « 4055 Sid Widsin « « Lidiniels W pete ck esis Seo 21,702,142 20,747,737 
All other transportation.................... 29,364,907 29,267,403 
SEIN o ccartic. caries ae.ccesale cee Mic aremoewt en 18,370,689 19,333,716 
STEN SE og odie cee ewscsiesd vec cdiblictls 2,114,080 1,647,782 
ONS DPE oo ao cis cv cece ee bie rewewsewee 422,260 409,929 
Railway operating revenues.............. 947,878,612 949,502,974 
Expenses. 
Maintenance of way and structures........ 109,685,026 101,307,509 
Maintenance of equipment 217,296,952 235,144,468 
WOMEN IG65s. chide. Shigde dasienies 16,014,227 14,848,469 
Transportation ..... SS - Fee ece 382,363,903 400,556,986 
Miscellaneous operations 8,115,276 7,857,011 
SIS 5 <a scars ReGen hoo «40 ebthiead @doie ork 28,066,195 26,242,789 
Transportation for investment—Cr......... 1,880,918 1,010,390 
Railway operating expenses ............. 759,660,661 784,946,842 
Net revenue from railway operations........ 188,217,951 164,556,132 
RaWAYy tA ACCTURAS 056.5. 0... Ss oleic s cewe soe ct 51,599,961 49,915,605 
Uncollectible railway revenues .............. 9, 261,270 
Railway operating income ............... 136,248,304 114,379,257 
Equipment rents—Dr. balance ............... 10,670,261 10,901,750 
Joint facility rent—Dr, balance.............. 3,092,834 3,016,234 
Net railway operating income........... 122,485,209 100,461,273 
Ratio of expenses to revenues (per cent).... 80.14 82.67 


b—Includes $2,604,438 steeping and parlar car surcharge. 
c—Includes $2,540,465 sleeping and parlor car surcharge. 
f—Includes ee sleeping and parlor car surcharge. 
g—Includes $5,326,859 sleeping and parlor car surcharge. 


GERMAN SHIPPING TONNAGE 


According to figures recently published in Germany, the 
six leading German steamship companies have a combined gross 
tonnage of approximately 1,250,000. Of this total two-thirds has 
been built since the war, Consul Albert H. Gerberich reports 
from Bremerhaven, February 6. The reported tonnage of the 
Hamburg-American Line, which has the largest fleet, included 
384,734 gross tons at the end of 1923, comprising 348,858 tons of 
steamships and 35,876 tons of motorships. 

Comparative figures for the six principal companies for 
1907, 1918, and 1923 are as follows: 


: 1 1903 1913 1923 
Hamburg-American Line .............. 955,742 1,360,360 384,734 
Norddeutscher Lloyd ..............%... 804,060 982,951 279,713 
Deutsch-Austral & Kosmos............ 308,351 527,718 173,583 
DN oe errs cae eewteds cree esc boa Pis 244,985 440,544 148,993 
Hamburg-SudAmerika D. G........... 197,600 384,982 129,464 
Prue WUONG DAWG. Ss oe kbs Pie ikd de icendcss 30,052 125,083 

‘| ne <A ee eee lS bl Fe 2,510,738 3,726,607 1,241,57 


Including the six new ocean liners nearing completion, the 
Berlin, Dresden, Trier, Fulda, Sierra Norena and Bonn, it is 
estimated that the Norddeutscher Lloyd’s total seagoing ton- 
nage at the end of 1924 will equal 400,000 gross tons. 
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Shipping Decisions 


Cases Recently Decided by State and Federal Courts 


Digests taken from Reporters and of National R 1 
‘ System, published by West Pul Co., St. Paul, Maa 
Copyright by West Publishing Co.) 





Governmental Agency Engaged in Private Business Subject 
to Suit: 

(District Court, N. D. California, Third Division.) When 
a governmental agency engages in strictly private business in 
competition with private persons, it loses many of its special 
privileges, and is to be regarded as far as possible as being 
subject to the same rules as such private persons, (Rosen- 
berg Bros. & Co. vs. United States Shipping Board Emergency 
Fleet Corporation, California Wine Ass’n. vs. Same, 295 F. 
Rep 372. 

Immunity from Suit-Not to be Enlarged: 

The tendency is to restrict, rather than to enlarge, the 
immunity of the government from suit, and to hold it more 
and more to the same liability as a private corporation, 
when it engages in a private business in competition with 
private enterprise.—Ibid. 

Suit Against Fleet Corporation Held Not One Against United 

States: 

A suit against the Emergency Fleet Corporation to re- 
cover for cargo lost by one of its ships, operated as a mer- 
chant vessel, is not one against the United States.—Ibid. 
Limitation of Suits in Admiralty Act March 9, 1920, Sec. 5 Held 

Not to Apply: 

. A suit against the Emergency Fleet Corporation to re- 
cover for cargo lost by one of its ships operated as a mer- 
chant vessel held not subject to the limitation imposed by 
Suits in Admiralty Act, Sec. 5 (Comp. St. Ann. Supp. 1923, 
Sec, 125114d).—Ibid. 


Court Held to Have Jurisdiction of Suit Against Fleet Cor- 
poration: 

Where a ship owned and operated by the Emergency 
Fleet Corporation as a merchant vessel deviated from her 
course On a voyage, stranded, and with her cargo became a 
total loss, suits by cargo owners against the Corporation to 
recover for cargo lost are not without the jurisdiction of the 
court because the vessel is not within the district or the 
United States.—Ibid. 
interrogatories Should Not Fish Into Evidence of Adverse 

Party: 

(District Court, W. D. Washington, N. D.) Interrogatories 


in admiralty, calling for evidence, must be confined to testi- ° 


mony necessary to.the proof of libelant’s case, and may not 

be used merely to fish into the evidence which the interro- 

gated party may produce in support of its own allegations.— 

MacLeod & Co., Inc. vs. United States, 295 Fed. Rep 432. 

Libel to Recover Cost of Lighterage Held Within Jurisdiction 
of Admiralty: 

(District Court, E. D. New York.) A libel to recover 
the cost of lighterage, which libelant was compelled to pay 
when the port authorities refused to allow the vessel to dock 
because she carried gasoline, which alleged that it was in- 
tended by the parties that libelant’s cargo should be landed 
on the dock without lighterage expense, was within the juris- 
diction of the court of admiralty, though libelant had paid the 
money to respondent, instead of to the lighterage company 
direct—The Kootenai, Kockums Mekaniska Verkstads Aktie- 
bolag vs. United States, 295 Fed. Rep. 422. 

Limitation in Suits in Admiralty Act not Applicable to Vessel 

Privately Owned When Libeled: 

_ (Circuit Court of Appeals, Fifth Circuit.) Where, at the 
time the cause of action alleged in the libel arose, the libeled 
tug was owned and operated by the United States, but when 
it was libeled and seized it was privately owned and operated, 
held, that the Suits in Admiralty Act, March 9, 1920, Sec. 5 
(Comp. St. Ann. Sup. 1923, Sec. 1251444), requiring suits 
“herein authorized” and based on causes of action arising 
Prior to the taking effect of this act to be brought within one 
year after this act goes into effect, is not applicable, in view 
of sections 3, 4, 7, and 8 (Comp. St. Ann, Supp. 1923, Sec. 
12514%b, 1251%%,c, 125114f, 12511%42)—(The Bascobal, The Rich- 
mond, United States vs. Berwind-White Coal Mining Co., 295 
F. Rep. 299. 

Tug Owned by Government When Action Accrued May Be Li- 

beled After It Passes Into Private Ownership: 

That a libeled tug was owned and operated by the United 
States, when the cause of action alleged in the libel arose, does 
hot prevent the accrual of that cause of action, nor exempt the 
tug from libel and seizure after it passed into private owner- 
‘hip and operation, in view of Shipping Board Act 1916, Sec 9 
(Comp. St. Sec. 8146e), and Merchant Marine Act 1920, Sec. 8 
(Comp. St. Ann. Supp. 1923, Sec. 8146%4aaa).—Ibid. 
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Decree Against United States, With Interest In Excess of 4 

Per Cent Not Authorized: 

Where a decree against the United States in a libel in 
admiralty was not based on a contract stipulating for interest 
at a higher rate than 4 per cent per annum, the court was not 
authorized to award interest at a greater rate.—Ibid. 


Miscellaneous Decisions 


Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and ists of National R er 
5 West Publishing C 


System, published by 
Copyrig 


o., St. Paul, Minn. 
ht by West Pu Co.) 





REGULATION OF COMMON CARRIERS 

When Payment Made Under “Duress” Stated: 

(Supreme Court of Wisconsin,) The old rule that there 
could be duress only where there was a threat of loss of life, 
limb, or liberty has been so changed, that “duress” may some- 
times be implied when a payment is made or an act per- 
formed to prevent great property loss or heavy penalties, 
when there seems no adequate remedy except to submit to 
an unjust or illegal demand and then seek redress in the 
courts.—Minneapolis, St. P. & S. S. M. Ry. Co. vs. Railroad 
Commission of Wisconsin, 197 N. W. Rep. 352. 

Railroad’s Payment of Fees to Railroad Commission Held Un- 
der Duress: 

Where railroad engaged in interstate commerce was re- 
quired to obtain the permission of the Railroad Commission 
to issuanse of securities and to pay the Commission fees as 
provided for by statutes declaring issues of securities void unless 
authorized by the Commission and imposing heavy penalties 
for noncompliance, and the railroad paid the fees under pro- 
test with notice that it would promptly take steps to recover 
back the money paid, the payment of the fees was under 
duress and not voluntary.—Ibid. 

Statute Requiring Railroad Commission’s Permission to Issu- 
ance of Securities by Railroad Held Superseded by Trans- 
portation Act: ~~ 
Statutes requiring railroad engaged in interstate commerce 

to obtain the consent of the Railroad Commission to issuance 

of securities are superseded by Transportation Act, Sec. 20a 

(U. S. Comp. St. Ann, Supp. 1923, Sec. 8592a), prohibiting 

carriers from issuing securities without the authority of. the 

Interstate Commerce Commission, since under such statute Con- 

gress, through the agency of the Interstate Commerce Commis- 

sion, has assumed exclusive control over such securities, in view 

of sections 1 (17), 5 (6) c, 138 (4), 20a (7) (sections. 8563, 8567, 

8581, 8592a)—Ibid. 

Construction Under Which Statute Is Constitutional Favored: 
When a statute is reasonably susceptible of two interpre- 

tations, by one of which it would be clearly constitutional, and 

by the other of which its constitutionality would be doubtful, 
the interpretation rendering the statute constitutional should 
be adopted.—lIbid. 

Federal Statute Not Construed to Supersede Reserved Powers 
of State Unless Such Intent Is Clearly Manifested: 

A federal statute will not be construed to supersede the 
reserved powers of a state unless the purpose to so do is 
clearly manifested.—Ibid. 

Transportation Act Giving Interstate Commerce Commission 
Exclusive Control Over Issuance of Securities by Railroads 
Engaged in Interstate Commerce Held Constitutional: 
Transportation Act. Sec. 20a (U. S. Comp. St. Ann, Supp. 

1923, Sec. 8592a), giving the Interstate Commerce Commission 

exclusive control over issuance of securities by railroads en- 

gaged in interstate commerce, and depriving the states of power 
to regulate the issuance of such securities, held constitutional; 

the state regulation of the issuance of securities constituting a 

burden on interstate commerce in view of excessive fees ex- 

acted by states.—lIbid. 

Transportation Act, Giving Interstate Commerce Commission 
Exclusive Control Over Issuance of Securities by Railroads 
Engaged in Interstate Commerce, Held Not Void as an 
Attempt to Regulate Internal Functions of Railroads: 
Transportation Act. Sec. 20a (U. S. Comp. St. Ann. Supp. 

1923, Sec. 8592a), giving the Interstate Commerce Commission 
exclusive control over issuance of securities by railroads en- 
gaged in interstate commerce and depriving the states of power 
to regulate the issuance of such securities, held not void as 
an attempt to regulate the purely internal and governmental 
functions of railroads, since the statute is a regulation of the 
business of the railroads, in view of the financial problem with 
which they are constantly faced, and the relation between such 
problem and the problem of rates, and therefore is within the 
power to Congress to regulate interstate commerce.—lIbid. 

Power of Congress Over Commerce Does Not Extend to Matters 
Having No Substantial Relation to Some Part of Commerce: 
The power over commerce among states conferred upon 
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Congress does not refer to matters or things which have no 
real or substantial relation to some part of such commerce.— 
Ibid. 

State Legislation Valid in Absence of Federal Action: 

In the absence of federal action, effect will not be denied 
to state legislation within its proper field until such authority 
is limited through the exertion by Congress of its paramount 
constitutional authority.—Ibid. 

Federal Legislation Supersedes State Legislation on Subject on 
Which Congress Has Expressed Power to Legislate: 
Congress, by legislation in respect to a particular subject 

on which the federal Constitution has given it express power to 
legislate, supersedes state legislation in regard to the matter, 
in view of Const. U. S. art, 6, Sec. 2, making the federal Con- 
stitution and the laws of the United States made in pursuance 
thereof the supreme law of the land.—lIbid. 

Power of Congress Over Interstate Commerce Stated: 
Congress may provide the law for the govenment of inter- 

state commerce, to adopt measures to promote its growth and 

safety, and to foster, protect, control and restrain it.—Ibid. 

Congress May Regulate Business of Railroad Where Interstate 
and Intrastate Transactions Are Closely Related: 
Wherever the interstate commerce and the intrastate trans- 

actions of carriers are so related that the government of one 

involves the control of the other, the United States Congress, 
and not the state, may prescribe the dominant rule.—lIbid. 

Congress May Establish Uniformity in Mode of Regulating Issu- 
ance of Securities by Interstate Railroads: 

Under its power to regulate interstate commerce, Congress 
may establish uniformity in the mode of regulating the issuance 


of securities by railroads engaged: in interstate commerce.— 
Ibid. 


Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
em, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





LOSS OF OR INJURY TO GOODS 


Evidence Considered in Absence of Bill of Exceptions Showing 

Objections: 

(Court of Civil Appeals of Texas, El Paso.) Evidence which 
is in the record must be considered on appeal in absence of a 
bill of exceptions showing objections to the admission thereof. 
—El Paso & S. W. R. Co. et al. vs. Keeble et ux, 258 S. W. 
Rep. 859. 

Carrier Presumed to Have Compiled With Law Requiring 

Valuation of Goods Before Shipment: 

A carrier will be presumed to have complied with U. S. 
Comp. St. Sec. 8604a, requiring goods to be valued by shipper 
before receipt by carrier and to have limited its liability to 
such valuation before fixing charges.—lIbid. 

Carrier’s Liability for Goods Lost Limited to Amount Named in 

Bill of Lading: 

In an action against a carrier for the value of household 
goods in which the liability of carrier had been limited to 
$10 per hundredweight by the bill of lading in order to secure 
a reduced rate, the court erred in refusing to limit carrier's 
liability to the amount named therein, it being sufficieni evi- 
dence of the value of the goods lost.—Ibid, 


TELEGRAPHS AND TELEPHONES 


Limitation of Liability Held Applicable to Inadvertent Failure 
to Transmit Unrepeated Message: 

A condition on the back of a telegram blank, providing 
that the company should not be liable for more than $50 for 
a mistake in transmission or delay or nondelivery of un- 
repeated message, unless a greater value was stated and an 
additional sum paid, held valid and applicable to a momentary 
inadvertence: of the receiving clerk in putting the message 
in the wrong file, resulting in total failure to transmit it, 
though the clerk told sender’s son the following day that 
the telegram had been sent.—Western Union Telegraph Co. 
vs. Czizek, 44 Supreme Court Rep. 328. 


Addressee Bound by Conditions on Telegram Blank: 

The addressee of a telegram is bound by the terms and 
conditions on the back of the telegram blank used by sender. 
—lIbid. 

Condition Requiring Presentation of Claim Within 60 Days In- 
applicable, Where Addressee Did Not Know of Message 
Until After Expiration of Period: 

A condition on the back of a telegraph blank that the com- 
pany will not be liable for damages or statutory penalties, 
where the claim is not presented in writing within 60 days 
after the telegram is filed for transmission, held not to apply 
literally to a case where, through the fault of the company, 
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addressee did not know of the message until the 60 days had 
passed, but acted as soon as he discovered the facts.—Ibid. 


DELAY IN TRANSPORTATION OR DELIVERY 


Admission of Testimony from Memorandum Made by Another 
Held Harmless Error; Testimony from Memorandum 
Made by Another Held Hearsay: : ees 


(Supreme Court of South Carolina.) Testimony given 


from a memorandum made by a person other than witness is 


hearsay, but its admission is harmless where there is enough 
other testimony to sustain the verdict—Beaufort Truck 
Growers’ Assn. vs. Seaboard Air Line Ry. Co., 121 S. E. Rep, 
554. 


Evidence Held Sufficient to Sustain Recovery for Delay in 

Transporting Vegetables: 

Evidence that the usual time for transportation between 
the point of delivery and the point of destination was three 
days, and that the car in which shipper’s romaine, a highly per- 
ishable vegetable, was transported, arrived at its destination in 
a damaged condition six days from the date of shipment, held 
to sustain a recovery by shipper.—lIbid. 


Carrier Held Not Liable for Failure of Express Company to 

Furnish Shipper a Refrigerator Express Car. 

(Supreme Court of Arkansas.) Where the express busi- 
ness of a carrier was handled by an express company which 
owned its own cars and handled all express shipments, but both 
companies had the same agent, and the express company oper- 
ated its cars over the tracks of the carrier, carrier was not 
liable for the failure of the express company to furnish a ship. 
per and iced refrigerator express car for a shipment of stravw- 
berries where the agent, in accepting the order for the ear, 
acted solely for the express company, carrier having nothing 
to do with the transaction other than setting out the car 
for the use of shipper.—St. Louis-San Francisco Ry. Co. vs. 
Fruitman’s~ Union, 258 S. W. Rep. 626. 


Carrier Not Liable Where Car Furnished for Shipment Within 

Time Required by Statute: 

A carrier was not liable for failure to furnish a shipper a 
refrigerator freight car for_a shipment of strawberries where 
the order for the car was placed by shipper some time Satur. 
day p. m. and received some time Sunday morning, in view of 
Crawford & Moses’ Dig. Sec. 931, making it the duty of the 
carrier to furnish cars ordered at place of shipment within 


24 hours from 7 p. m. on the day following the application 
for the car.—lIbid. 


CARRIAGE OF LIVE STOCK 


Connecting Carrier Only Liable for 
Negligence Occurring on Own Line: 
(Court of Appeals of Kentucky.) Connecting carrier in in- 

terstate shipment, other than the initial carrier, is liable only 

for injuries occasioned by negligence occurring on its own line, 

in view of the Carmack Amendment to the Hepburn Act (U. S. 

Comp. St. Sec. 8604a, 8604aa) McArthur vs. Payne, Director- 

General of Railroads, 258 S. W. Rep. 684. 


Burden on Connecting Carrier to Show It Was Not Negligent: 

Under the Carmack Amendment to the Hepburn Act (U. 5S. 
Comp..St. Sec. 8604a, 8604aa) in an action against connecting 
carrier for damage to cattle, plaintiff need not allege and prove 
negligence occurred on connecting carrier’s line, the burden of 
proof being on the defendant in that respect.—Ibid. 


Burden of Proof on Party Having Peculiar Knowledge: 

When a particular fact necessary to be proven resis pe- 
culiarly within the knowledge of one of the parties, the burden 
of proof rests upon him.—Ibid. 


Initial Carrier Agent of Connecting Carrier, and Latter Bound 
by Contract: 

The initial carrier in an interstate shipment is the ageni 
of the connecting carriers, and they are bound by its contract, 
and by the original contract and not by unauthorized nota- 
tions made on the bill of lading.—lIbid. 

Agent of Connecting Carrier Not Agent of Initial Carrier for 

Service of Process: 

(Court of Appeals of Kentucky.) The Carmack Amendment 
(U..S. Comp. St. Sec. 8604a), making the initial carrier of ship- 
ments on through bills of lading liable for entire damage or 
loss occurring on any line, did not make the agent of a con- 
necting carrier the agent of the initial carrier for service of 
process.—Basham’s Adm’r. vs. Missouri Pac. R. Co., 258 S. W. 
Rep. 690. 

Service of Process Cannot Be Had on Traveling Passenger 

Agent: 

Service of process may not be had on a traveling passenger 
agent of a foreign railroad corporation having no line of railway 
in the state, where such agent’s home and permanent place of 
business was in another state and he traveled into Kentucky 
for the purpose of advertising the merits of his road and in- 
ducing interstate passengers to travel by that route, being with- 
out authority to handle funds or to sell tickets or to make any 
other contract on behalf of his company.—lIbid. 


Injuries Occasioned by 
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April 19, 1924 


EXPRESS THROUGH ROUTE CASE 


The Trafic World Washington Bureau 


Arguments were made in the Supreme Court of the United 
States April 16 and the following day in United States, Inter- 
state Commerce Commission, et al.‘ vs. American Railway 
Express Co., on appeal from the three judge court which en- 
joined the Commission’s order directing the American Rail- 
way Express Company and the Southeastern Express Company 
to make through route arrangements, between Washington and 
Atlanta on business from New York and the east and permit 
the shipper to route his express matier from Washington 
southward. 

Robert C. Alston and T. M. Cunningham spoke for the 
older express company, Sanders McDaniel for the Southeast- 
ern, P. J. Farrell for the Commission and Blackburn Ester- 
line for the United States, the opening being with Mr. Ester- 
line, the attorney for the government. The Southeastern con- 
tended the order was legal. 

Two questions were involved in the case. The first was 
whether the Commission had the power to require the Amer- 
ican to “short-haul” itself south of Washington. The second 
was as to whether, even if the Commission had the power, 
could it authorize the shipper to select the route south cf 
Washington. The American stressed what might be called 
the equities by pointing to the large investment it had made 
in facilities for picking up traffic in the New York area, the 
value of which, it contended, would be greatly diminished 
if it were required to turn over that traffic to the South- 
eastern at Washington for the much longer haul south of the 
Potomac and delivery at points in the south where the de- 
livering expense would not be so great as the collection ex- 
pense in New York; and with a division to the Southeastern 
for the haul and delivery south of the Potomac greater than 
the. division for the haul north of that dividing line including 
the expensive pick-up service in New York. 

The government and the Commission contended that the 
Commission had the power to order the through route ar- 
rangement and to authorize the routing of express traffic by the 
shipper. 


FINDING NOT SUFFICIENT 


The United States Circuit Court of Appeals, at St. Louis, 
in No. $281, Chicago, Burlington & Quincy, plaintiff in error vs 
Merriam & Millard, defendant in‘error, has reversed the United 
States court for the district of Nebraska and sent the case 
back for a new trial. The appellate court, in substance, held 
that a finding of unreasonableness by the Commission was not 
sufficient ground on which suit for the recovery of reparation 
damages might be founded; and that the finding must be fol- 
lowed or accompanied by an order before reparation can be 
demaned in an action in a court of law. 

In this case suit was brought by a grain shipper to recover 
the difference between the tariff rate and what was alleged to 
have been an unreasonable rate, on shipments made from points 
in Nebraska and South Dakota to destination in Idaho, Mon- 
tana and in the three states bordering on the Pacific Ocean. 
The shipments were made after the finding of unreasonableness 
in Rates on Grain, Grain Products and Hay, 64 I. C. C. 85, but 
before the effective date of the order therein. In the report 
the Commission did not order the carriers to reduce their rates 
so as to leave in effect only half the increase granted in Ex 
Parte 74, nor to restore the coarse grain differential. It told 
them it expected them to make the reductions as soon as 
possible, but not later than November 20, 1921, else it would 
issue an order. 

They ignored the report. Thereon on November 21, the 
Commission issued an order giving the carriers until Decem- 
ber 27 to establish the rates in accordance with the finding. 

A jury trial was had. No effort was made, the court said, 
to show the date of the delivery of any of the cars ta the 
carrier. The shipments prior to December 27 in that month, 
the court said, were the only ones in question. The court 
directed a verdict for the full amount claimed. : 

“The claim that the rate was unlawful” the opinion, written 
by Judge Munger says, “cannot be sustained.” Continuing, the 
court, in part, said: 


The duly filed and published tariff rate, while it was in force, 
was the only lawful rate. Penna. R. R. vs. International Coal Co., 
220 17. S. 184. 197: Atchison Etc. Rv. Co. vs. Robinson, 233 17. S. 173. 
181: Keogh vs. C. & N. W. Ry. Co., 260 U. S. 156. 163. It is. not 
Claimed that the carrier had made any change of these tariff rates 
at the time of these shipments. The report and opinion of the Com- 
mission filed on October 20, 1921. did not purport. to and could nit 
“nnul or change the existing tariff rate. American Sugar Refining 
0. vs. Delaware, L. W. R. Co.. 207 Fed. 782. 741. 743: North 
American Co. vs. St. Louis Ete. S. F. R. Co., 288 Fed. 612, 618. The 
bir’ af, Stated in Mitchell Coal Co. vs. Penna. R. R. Co., 230 U. 8. 


4 
’ 


in “But since the Commission is charged with the duty of determin- 

& whether the practice was so unreasoniable as to be a violation of 
e law, the plaintiff must, as a condition to his right to succeed, pro- 

mee an order from the Commission that the practice or the rate was 
Us unreasonable and therefore illegal and prohibited.” 
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Section 15 of the Interstate Commerce Act required that any 
change -of the rates made by the Commission shoulda be made, not by 
a report, finding, or opinion, but by an order to the carrier to cease 
and desist from collection of the rate, to take effect not less than 
thirty days after the date of the order. The first order that was 
made, directed the carrier to abstain from collecting the tariff rate 
of 81% cents per hundred unds on and after December 27, 1921, a 
date which was subsequently to the shipments involved. Subsequent 
orders of the Commission are said to have been made extending the 
date of compliance with the order, reopening the case for rehearing, 
and vacating prior findings (rates on grain, grain products and hay, 
80 I. C. C. 362), but are not deemed material in this controversy. 

The defendant in error conceded that the 81% cent rate was the 
published rate, but makes the further claim that it is entitled to re- 
cover in this action, because that rate was unreasonable, to the 
extent that it_ exceeded a rate of 64 cents per hundred pounds. It 
conceded also that this question of the reasonableness of the rate was 
primarily for the determination of the Commission, but it claims that 
the commission did determine it,. by its finding, report and opinion 
of October 20, 1921, and that it thereby became entitled to claim rep- 
aration, without further resort to the commission by it, or by any 
other shipper, and to recover the amount of such reparation in this 
action. The finding of the Commission was that the rates would be 
for the future unjust and unreasonable. If this finding may be 
treated as a declaration’ that the rates would be unreasonable after 
that date and not after the date at which the subsequent order 
should take effect, such a finding would, for all practical purposes, 
be an order that the rates should go into effect immediately after 
the findings are filed. While the Interstate Commerce law requires 
that an order shall be made, and requires that the order shall be 
served upon the carrier, and provides that the order shall not take 
effect in less than thirty days, these requirements would be barren 
of importance if shippers are entitled to recover reparation on all 
shipments made after the findings and report are filed, on the basis 
of the new rate declared in such finding and report to be just and 
reasonable. The Commission has recognized this difficulty in 39 
I. C. C. 88, 93, a case wherein it had held in its report that a rate 
was unreasonable, and had fixed a date for compliance with a 
reduction of the rate. In considering a claim for reparation on 
shipments made before the effective date of its order, the Com- 
mission said: 

“By section 15 our order can not take effect until after a 
reasonable time, which shall in no instance be less than 30 days after 
the service of the order. To award reparation between the date of 
service of the order and its effective date, therefore, would be in 
substance to disregard this statutory restriction and to require that 
the rates prescribed, go into effect before the statutory period. Our 
finding was not, nor do we think it should have been, that the $7.50 
charge should become effective before June 15, 1911. For this reason 
we “y, of opinion that no reparation should be made on these ship- 
ments.”’ 

The conclusion is that until the Commission has, as ani official 
body of technical experts, declared the existence of a right to repard- 
tion because of shipments of grain made after its finding and opinion 
and before the effective date of its subsequent order, by some order 
fixing the right to such reparation, an action of this kind may not 
be maintained. The court erred in giving the instruction to the jury 
to return a verdict for the ‘plaintiff and in refusing to give the 
instruction to return a verdict in favor of the defendant. The judg- 
ment will be reversed and a new trial ordered. 


RATES ON FURNITURE : 


The classification of furniture in Official Classification ter- 
ritory is attacked in Docket 15347, the National Council of Fur- 
niture Associations against the Ann Arbor et al., heard before 
Examiner Gault this week in Chicago. The complaint charges 
unjust, unreasonable, discriminatory, and prejudicial claasifica- 
tion ratings and alleges that, prior to December 30, 1919, the 
carload minimum on articles named -was 10,000 pounds, and on 
that date the minimum was raised to 12,000 pounds without any 
corresponding. reduction in carload rates, constituting an in- 
crease in charges under Rule III (k) of the Commission’s rules 
of practice. It also alleges that the classifications in Southern, 
Western and [llinois territories are lower on furniture. The 
complaint asks for a rating of third class as against the present 
second Class. 

George G. Whitwer, president of the Consolidated Furniture 
Company of Detroit and chairman of the National Council of 
Furniture Associations, testified as to the nature and history 
of the complaining organization, showing that it was a body no 
organized for profit. 

F. B. Jones, manager of traffic of the Car Loading Associe- 
tion of Grand Rapids, testified regarding loading practices. He 
said an organization such as he represented was necessary in 
Grand Rapids, since the railroad facilities were inadequate. He 
told of the difficulties of loading furniture up to the minimum 
and of the equigment needed for shipping. He spoke of the 
time and labor that had to be spent in clearing braces and strap- 
ping from cars sent to furniture shippers after being used for 
carrying automobiles. 


E. L. Ewing, traffic manager for Grand Rapids shippers, 


introduced exhibits of rates and earnings on shipments of fur- 


niture tending to show that the charges were higher than for 
similar shipments in Southern territory. He told of the diffi- 
culties in loading cars and in obtaining cars of the desired 
sizes. His exhibits also showed the volume of shipments and 
of claims and damages. 

C. S. Bather, representing the National Council, the Rock- 
ford Furniture Association, and the Sheboygan Chamber of 
Commerce, submitted exhibits of rates and car-mile earnings 
on shipments governed by Official Classification contrasted with 
others governed by Southern Classification, tending to show 
lower ratings in the South. 

' J. C. Ryan, secretary of the National Council, told of the 
growing strictness in regard to packing furniture. He cited 
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an instance where a third of the freight charges paid covered 
the weight of packing material. He said that, whereas loss and 
damage claims on furniture had decreased 74.7 per cent in four 
years, rates had climbed 90 per cent in eight years. 


A. H. Greenly, member of the Official Classification Com- 
mittee, testified that, in his opinion, the packing of furniture 
shipped out of Grand Rapids was the best rather than repre- 
sentative. He said that furniture, by reason of its light loading 
property and its high value, should take a relatively high clas- 
sification. He contended that it was easy to make superficial 
comparisons of the comparative ratings in the different terri- 
tories and to build opinions from the resultant difference. All 
that suéh difference should prove, he said, was that the com- 
modities. in different classification territories bore a variable 
share of the burden of producing revenue, or that transportation 
conditions were different. He introduced rate exhibits, show- 
ing that, in many instances, the third class rates in Southern 
were higher than or equal to the second class rates in Official 
territory. 


Mr. Greenly completed his testimony April 16, the final day’s 
hearing. 


He introduced exhibits showing comparative car mile earn- 
ings on furniture moving in official territory and in southern and 
western, and exhibits of car mile earnings on furniture com- 
pared with other commodities. 

Walter J. Kelly, appearing for the defendants, went through 
a number of the complainant’s exhibits, calling attention to 
apparent discrepancies. In relation to certain exhibits show- 
ing car mile earnings, he said it was not entirely fair to figure 
earnings over short line distances, but that they ought to be 
computed on the actual service performed. In the case of ex- 
hibits making use of the rates from Little Rock, Ark., High 
Point, S. C., and Memphis, he contended that these were not 


proper for making comparisons, since they were awaiting the’ 


decision in Docket 13494 before being definitely settled. 

Referring to J. T. Ryan’s testimony on the reduction of 
loss and damage claims 74.7 per cent since 1914, Mr. Kelly 
pointed out that the comparison was made with a figure which 
in 1914 combined both furniture and household goods, which 
in subsequent years were separated. 

Leo E. Golden, in rebuttal, returned to the matter of furni- 
ture class rates in the west, pointing out that a fairly large 
number of shipments were made on class rates from Burlington, 
despite the general impression that commodity rates were ap- 
plied to furniture in the west. 

J. T. Ryan, in rebuttal, said his figure for showing the 
reduction in loss and damage claims was derived from the 
testimony in Consolidated Classification Docket 10204, and the 
believed such a source to be authoritative. In speaking further of 
figures showing loss and damage, he expressed the opinion that 
such figures were of little value unless accompanied by others 
showing the tonnage of the particular commodity involved and 
the figures showing the revenue. 


Committee Withdraws from Hearing 
The Official Classification committee withdrew from the Con- 


solidated Classification hearings held in Chicago this week in’ 


order to defend itself from the attack on furniture classifica- 
tion in its territory, made in Docket 15347, heard before Ex- 
aminer Gault. Chairman F. W. Smith made a statement as 
follows: 


The Commission set for hearing, beginning April 14, the com- 
plaint attacking the ratings on furniture throughout the Official Clas- 
sification territory. The revenues of the carriers. being involved, it 
is our duty to defend the attack, and it, therefore, becomes neces- 
sary to withdraw from this meeting in order that we may represent 
the carriers’ interests through the continuation of the hearing. 


The Commission has long been advised of the fixed quarterly 
meetings held by this committee, which involve only twelve weeks 
out of fifty-two a year. Request was made to it for a postpone- 
ment of the hearing of the complaint but, notwithstanding our vigor- 
ous protest, it has declined to change the date and, therefore, it will 
be necessary for the members of the committee to be present at the 
hearing. G. H. Kelland, member of the Official Classification com- 
a will represent us during the Consolidated Classification 
earing. 


Hearing in 2046 Ended 


Leo E. Golden, secretary and traffic manager of the Burling- 
ton, Ia., Shippers’ Association, and chief witness for the pro- 
testants, completed his testimony at the second day’s hearing of 
Docket 2046, involving changes in the rates on furniture in 
various schedules issued by the C. F. A. lines, before Examiner 
C. W. Griffin at Chicago last week. 

'Mr. Golden called attention to several errors in rates on 
exhibit No. 7, introduced by W. S. Kelly. At this point, Mr. 
Kelly introduced a corrected exhibit, after examination of which 
Mr. Golden maintained that certain rates on the new exhibit 
were not wholly correct, in so far as one rate given was the 
highest and not the only one. 

Referring to the rate of 126 per cent of fourth class, mini- 
mum 20,000 pounds, he said that rate meant nothing and was 
of no value to the shippers and jobbers at Burlington. He con- 
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tended it was impossible to load furniture, in the average car 
to a minimum as high as that: ~ 

The protestants called several representatives of shippers 
and jobbers who testified briefly as to the rate situation in re. 
lation to the plants or firms they represented, and on the be. 
half of these, expressed opposition to the proposed schedules, 
BE. G. Wylie, freight commissioner of the “Greater Des Moines 
Committee”; W. F. Coyne, representing the Alsbrook, Jones 
Furniture Company of Sturgis, Mich., Walter S. Whitten, repre. 
senting the Chamber of Commerce of Lincoln, Neb.; L. E. Munt- 
wyler, manager of the general traffic department of Montgomery 
Ward & Company, Chicago; J. H. Tedrow, traffic manager, the 
Kansas City Chamber of Commerce, Leslie La Croix, represent- 
ing the manufacturers and jobbers of Evansville, Ind., Guy Bur. 
nett, representing Showers Bros. Manufacturing Company, Bloom. 
ington, Ind., C. V. Wake, Hoosier Cabinet Company, New Castle, 
Ind., and M. J. Parlin, Belknap Hardware and Manufacturing 
Company, Louisville, Ky., were the witnesses who testified, op. 
posing the rates in the suspended tariffs. 


FRUIT AND VEGETABLE SHIPMENTS 


Shipments of leading lines of fruits and vegetables the week 
ended April 12 totaled 12,560 cars, according to the weekly 
report of the Bureau of Agricultural Economics of the Depart- 
ment of Agriculture. The totals from the weekly summary 
of carlot shipment follows: 


Total for week and season regularly subject to revision because of 
the receipt of late and corrected reports from the railroads. Aster- 
isks (*) placed at commodity totals indicate that such changes have 
been made for one or more of the states in that group. 


Tuesday, pee 15, 1924 
tals—_—_____, 


Ps Bee Ss sei Sf 
April March. 30- April This Last 

6-12, April 5, 8-14,  seasonto seasonto Last 
1924 1924 1923 April 12 April 14 season 


Anyies (West. States)— 


ere 302 416 223 4 *61,431 45,399 5, 286 
Apples (East. States)— = ie: 
ME "aate cc tls Seas s, ¢ 513 557 422 *67,585 *63,507 65,997 
Asparagus— 
ES Bare sedi aw Sens 98 93 os 324 sk 173 
Cabbage (Old Crop)— 
OS ee a eee 9 8 13 36,572 + = 41,321 32 
Cabbage (New Crop)— 4 7 
po RE AS Se See RE 900 766 933 8,063 4,282 *36,572 
as al 
ME Se ces arg cee 43 47 37 *3,942 525 ; 
pares Ras, Crop)— = eth 
MOM | & db ducsheo ss vas Ss 53 1Y *17,02 77 
Celery Ned ood ) . 7,024 14,770 14,921 
EE Xs aus cioucle adeck ae, ORO 409 509 5,73 5,282 
Géipebnt 3 0 ,739 5,28 6,398 
ME 1008 32d Sih de co os 531 634 ‘** =#15,528 ** = 17,634 
Lanes ; 
eer ee 261 223 bind 
Lettuce 3 4,540 +* 8,194 
SMR Medaka Steic sods% 667 727 97 + *15,861 * 
Mixed Vegciabies 567 127 657 15,861 14,323 *27,692 
Ee, ts Pee. 31)— 
RSE AR rE es 515 *5 * 5 5 q 
Orimmedes 915 508 661 6,935 6,165 *24,026 
OU oi vgia sicare ctsivsn i 2,147 2,225 oF... 9 ** 
Onions (1938 Crop)— ‘ seals 1 
we SARS Leah es 234 285 120 * 9,5 
Onions (1984 Crop). 5 28,325 29,581 29,758 
ag ee s. D.— 
egins Apr. 20...... 0 s 
Texas— 0 8 0 746 
ar. 15-Sept. 30..... 39 0 
Svinach.- ’ 80 39 93 3,025 
eee ee 404 *39 52 5,785 5,65 
Sindapenaia” 0 394 521... *5,785 5,656 7,354 
eed. eC ST oF Bek! 84 4 5 * : 
String Beans 8 165 599 1,410 17,896 
PE: tmelih-0-0 RW Biche vicig’s 33 29 ** 
Sweet + aa itaaatcl ‘a - ta 
ee 69 95 276 * 
RN. ll ) 76 *14,111 20,444 *21,584 


AAS 504 438 587 *2 
Summary Potatoes— “ hea ae uaF 


Leading Sections— 


Late Crop ......... 4,56 5 5,73 y 5 

other Sections 8 4,529 5,728 166,213 159,149 186,055 
3. em 90 127 118 15,962 26,861 27,181 

rey Crop, 1923... 0 2 1 33,406 40,921 40,922 

ch RCE PRR we 4,658 4,658 5,847 *215,785 226,931 254,158 


**Unavailable 


DATING EXPRESS RECEIPTS 


The American Railway Express Company is directing the 
attention of shippers to the antedating of express receipts, 
which results in confusion. Some shippers, on receipt of al 
order, prepare all of the documents in connection with this 
order, including the express receipt, and, if the shipment is 
not delivered to the express company for several days aftet 
the documents are prepared, the date of the expressed re 
ceipt does not represent the date the shipment was forwarded 
and the consignees are inclined to believe that there was 4 
delay in transportation; also, there is difficulty in locating 
the receipt if tracing is necessary. Shippers are asked to ¢0- 
operate with the express company to insure the correct dating 
of the receipts. : 
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PORT OF HOUSTON 


The Second Cotton Export Port of the United States. ; 
Tonnage through the Port of Houston continues to increase. 
The statistics below speak for themselves: 


The first two months of 1924—two hundred and forty-five arrivals and departures, handling 
632,882 tons of import, export, and coastwise freight. : 


During the same period of 1923—one hundred and ninety-eight arrivals and departures, handling 


401,527 tons of freight, and in 1922 there were one hundred and twenty-one arrivals and depart- 
ures, handling 259,049 tons of freight. 


Et first two months of 1924 show an increase in tonnage of 144% over 1922, and 58% over 


Why has the tonnage thru this port continued to increase? 


Because reliable steamship lines furnish dependable and regular service to most leading ports 
of the world. 


Seventeen railroads serve the Port of Houston and connect with the Public Wharves through 
the Public Belt Railway. 


Trunk Lines in all directions to main and assembly and distributing points. 
Modern wharf facilities designed to give quick service to both ship and shipper. 


Contractors are busy constructing four new concrete wharves to accomodate our rapid increase 


= aa and private corporations are contemplating the early construction of additional wharf 
acilities. 


For these reasons and many others, direct your shipments via Houston. 


Tariff and Particulars mailed upon request. 


DIRECTOR OF THE PORT, 





5th Floor, Court House, Houston, Texas 


PORT HOUSTON’S SHIPSIDE WAREHOUSE 
Bit EB % — ee. 


Interior view showing main conveyor delivering cargo direct from ships holds to portable conveyors for final storage in warehouse. 


Direct from ship’s holds to warehouse, by means of electric conveyors, with one handling:—No trucking, switching or draying. 
Warehouse,—Re-inforced concrete and steel,—equipped with automatic sprinkler,—insurance 12c per hundred dollars per annum. 
Exceptionally dry, well ventilated and lighted. Free from vermin,—rats,—clean and ‘sanitary. 

nae level,—35 feet above mean low tide. 


ith = long experience in the warehouse business, we are familiar with the requirements necessary to the proper handling of your 


pments. 
Complete record of all shipments mailed same day of movement. Daily stock reports furnished, if desired. 
Your shipments can be financed through our negotiable warehouse receipts. 
A branch house service without the heavy overhead usually required. Cargo or carload shipments solicited. 


BINYON SHIPSIDE WAREHOUSE CO., INC., HOUSTON, TEXAS 
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REVISED FOURTH SECTION RULES 
The Trafic World Washington Bureau 


The Commission this week promulgated revised rules show- 
ing what information must be furnished by carriers applying for 
fourth section relief. There is nothing startling in them. They 
are known as fourth section order No. 8900, superseding fourth 
section order No. 383, as amended, and fourth section circular 
No. 5, General No. 21, superseding General No. 7. They are dated 
March 4. They were made public April 16. 

Revision was made primarily to bring into convenient form 
the things the Commission had said were required, from the 
railroads in justification of applications for relief, by the fourth 
section, as amended in the transportation act. Under the head- 
ing of what all applications shall show the revised rules tell 
what constitutes a “reasonably compensatory rate” which is 
what the amended fourth section requires shall be ordained if 
and when permission is granted to make a lower rate for a 
shorter than a longer haul over the same line in the same 
direction. The revised rules summarize the Commission’s hold- 
ings in Transcontinental Cases of 1922, 74 I. C. C. 48. 

“It goes without saying” says the paragraph devoted to 
that summary of the holdings, “that carriers should not propose 
rates or rate structures for approval in a fourth section applica- 
tion which create infractions of other provisions of the inter- 
state commerce act.” 

Under a heading setting forth what information is considered 
pertinent in helping the Commission decide whether the rate 
proposed would be reasonably compensatory, the language has 
been revised in the interest of clarity. 

With regard to applications based on circuity the Commis- 
sion has added new matter. It said the information should show 
that the transportation of competitive traffic via the petitioning 
route and the diversion of such traffic from the rate-making route 
would not constitute “wasteful transportation.” In connection 
with a showing that the transportation would not be wasteful 
the Commission said the following would be deemed pertinent 
facts: The financial condition of the petitioning line; traffic 
density on the petitioning lines as compared with density on 
the competing lines; the number of routes in operation be- 
tween the competitive points; and the distances over the pe- 
titioning and rate-making routes and the percentages of circuity. 

The requirements under applications based on water com- 
petition have also been revised, both as to language, and some 
of the minor bits of information, but not enough to make them 


differ in any substantial way from the requirements now shown 
in the current circular. 


SOUTHERN CLASS RATES 


The Trafic World Washington Bureau 


At an informal conference held by Commissioner Eastman, 
April 17, on No, 13494, the Southern Class Rate Investigation, it 
was tentatively agreed that the date for filing exceptions to the 
proposed report should be postponed until July 1 and that argu- 
ment should be put off until some time in October (see page 
1056). The suggestion of this additional time for the filing of 
exceptions and preparation of arguments in the matter was 
made by Commissioner Eastman. Practically no opposition to 
the postponement was expressed by either carriers or shippers, 
although the carriers suggested that that was not as much time 
as they would like to have, and shippers indicated that post- 
ponement would put off the date of final decision to a day later 
than they had hoped. The Commission will decide the question 
as to postponement. 

Charles Barham acted as spokesman for the carriers and 
Edgar Watkins for the shippers, but the discussion, which was 
informal, brought forth expressions of views from other carrier 
representatives and from other traffic managers speaking for 
shippers. The postponenment was suggested on strong repre- 
sentation from the carriers that they needed time in which to 
make revenue studies on the basis of the proposed rates applied 
to April business. Mr. Barham said that the revenue question 
was of extreme importance to the carriers as a whole and to 
several of them as individuals. B. F. Martin, representing ship- 
pers and the Mississippi commission, urged more speed in the 
final disposition of the case, becaue, as he figured it, if the sug- 
gested postponement was made, three years will have elapsed 
between the initiation of the investigation and the earliest pos- 
sible day on which orders of the Commission could be made 
operative. 

Mr. Barham said that suggestions that the carriers assent 
to an early effective date for the order of the Commission 
reminded him of a fraternity initiation which took place in 
Cincinnati. The candidate was taken up to the fifteenth story 
of an office building and told to jump. He declined, whereupon 
those in charge of the initiation reported him as a “short 
skate.” -They so reported him because, as they said, he should 
have known they would not have allowed him to fall fifteen 
stories. Mr. Barham said that the carriers were a good deal 
like the candidate. The Commission might not permit them 
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fall fifteen stories but they preferred to be safe rather than 
sorry. 

Edgar E. Clark, speaking in behalf of the North Caroling 
commission, asked for a segregation of the revenue statistics 
to be collected from the re-rating of April bills so as to show 
revenue derived from rates to and from N@rth Carolina on the 
existing schedules and on the proposed... Mr. Martin made a 
similar suggestion respecting business to and from Mississippi 
and also intrastate in Mississippi. The railroad men said that 
that last request would fully double the amount of work to be 
done and result in the delay against which Mr. Martin had 
earlier spoken. 

It was suggested that if possible the shippers appoint q 
committee to advice with the carriers in the making of the 
revenue tests and that Director Hardie and Assistant Director 
Pitt of the Commission’s Bureau of Traffic would keep in 
touch with the railroads during the re-rating check and make 
suggestions as to points to be remembered in the compilation 
of the statistics, so that they would cover points suggested by 
the Commission and by shippers. 


LUMBER SHIPMENTS 


Reports to the National Lumber Manufacturers’ Associa- 
tion, April 17, from 382 of the larger commercial mills of the 
country making comparable weekly reports indicated slight in- 
creases in production and new business last week, while there 
was a more noticeable decrease in shipments. As compared 
with the corresponding week of 1923, there was a very trifling 
increase in production, and substantial decreases in shipments 
and new business. Taking the year as a whole so far produc- 
tion is about 7 per cent larger than in 1923, shipments about 
5 per cent less, and orders (new saver 1p: about 9 per cent 
less. Ie 

The unfilled orders of 255 Southern Pine and West Coast 
mills were 615,699,951 feet as against 611,604,296 for 257 the 
week before. Separately, the Southern Pine group, 132 mills, 
reported unfilled orders as 239,656,410 feet Compared with 238, 
477,365 the previous week; 123 West Coast mills had unfilled 
orders amounting to 376,043,541 feet as against 373,126,931 for 
125 mills a week earlier. 

Altogether the 382 comparably reporting mills had ship- 
ments of 93 per cent and orders of 86 per cent of actual produc- 
tion. For the Southern Pine mills these percentages were re- 
spectively 93 and 95 per cent, and for the West Coast mills 105 
and 92 per cent. 

Of the comparably reporting mills, 358 (having a normal 
production for the week of 221,933,697 -feet) reported produc- 
tion 102 per cent of normal, shipments 96 per cent, and orders 
89 per cent thereof. 

The following table compares the national lumber move- 
ment as reflected by the reporting mills of seven regional asso- 
ciations for the three weeks indicated: 

Corresponding Preceding Wk., 


Past Week Week, 1923 1924(Rev ised) 
ME os en gee 382 371 375 
PEGE oo 6 cose eS as 241,943,575 239,640,574 235,302, 380 
ESR ee. 225, 451, 692 246,937,637 241,988,141 
MO = Si opicc Sicle wie Be 208,710,750 226,752,554 204/219.738 


The following figures compare the lumber movement for 
the first fifteen weeks of 1924 with the same period of 1923: 


Production Shipments Orders 
BE 6 os een tessa. 3,420,613,347 3,450,467,323 3,363,747,794 
| RA A Ae 3,199,690,109 3,648,988, 497 3,600, "361,938 
1924 Increase .........<. 220,923,238 


1924 Decrease "198,521,174 “396,614,144 

The mills of the California White and Sugar Pine Associa- 
tion make weekly reports, but they are not comparable in re 
spect to orders with those of other mills. Consequently, the 
former are not represented in any of the foregoing figures. Fif 
teén of these mills reported a cut of 14,051,000 feet last week, 
shipments of 11,407,000, and orders of 14,450,000. The reported 


cut represents 41 per cent of the total of the California pine 
region. 


AUTHORIZES ACQUISITION OF LINE 


The Commission has authorized the Visalia Electric Rail- 
road Company to acquire and operate the Chowchilla Pacific 
railroad, extending from a connection with the Central Pacific 
at Chowchilla to Dairyland, Calif., a distance of approximalely 
11 miles. 


We Bind The Traffic World 


In Best Grade Buckram for $2.25 Per Volume (26 Numbers) 


Prompt Service and Quality Work Guaranteed 
We also Bind All Kinds of Publications 


The Book Shop Bindery 


314-322 West Superior Street, Chicago 
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3 POSITIONS WANTED OR OPEN JACKSONVILLE, FLA. 
OW | TE seuss epertence valesed_and paper tte Tratie ts New Erion, WIESENFELD WAREHOUSE COMPANY 


ics 
good executive. Address Box 645, Traffic World, Chicago, Iil. General merchandise storage and distribution. 





















































. POSITION WANTED—As Traffic manager or assistant, railroad Prompt and intelligent service. 
a experience and La Salle Extension University trafic. course. , Desire References: Any jobber, banker or transportation man in the city. 
1a ‘ -esen ositi uture. Address 
~ Goin sums Wond Chiage, DEEP WATER AND RAIL CONNECTIONS 
ad WANTED—A man familiar with traffic, preferably with some sell- 
ing experience, for a responsible position which involves some travel- 
a ing rd oe wie “* e° * York. es gee ret ay ee _— 
ssibilities limited only by e successful applicant’s industry an ; 
the oility. Interview in New York about May 1. "Taireas No. 250, Traf- Merchandise Storage and Pool Car 
tor fic World, Chicago, II. : 
. Onl 
ni Believing joint traffic representation would be profitable to com- Chicago's and Kansas City’s Di { ib ti 2,000 CAR LOAD 
ike paratively small roads of less than one thousand miles, an important Most Modern Warehouses S r u on CAPACITY 
ion Southwestern line would like to join two other noncompeting roads 
2 situated in any part of the country in joint commercial agencies CROOKS TERMINAL WAREHOUSES 
by in St. La. cam. wo Pueviar sad at peo Pees | = 
tant shipping centers. ere one of interested roads already 
pas representation, agency could be made joint and new agencies CHICAGO, ILL. KANSAS CITY, MO. 
established at other points. Good opportunity for roads of character 
described to increase traffic representation without material in- 
: crease in expenses. Address H-25, care Traffic World, Chicago, II. 
Cla- 
the WANTED—100,000 more shippers and carriers to help put the 
in. thieves out of business with Edgar Security First Steel Seals. No 
. hidden springs or catches to be manipulated in covering up theft. D E T R O I T 
= Sales — The Edgar Steel Seal & Manufacturing Company, M ANUF ACTURERS W AREHOUSE KT 
Tre Lawrence, ns. a 
_ 1716 West Lafayette Boaulevard 
o Commercial and Bonded Warehouse 
“‘Let Us Solve Your Distribution Problem”’ 
ent fo) Iles Kero (Us tribution Problem 
ee Centrally Located to All Railroads and Boat Lines 
past 
the 
ills, a a PORTLAND, MAINE 
238,- 
’ 1020 South Canal St., near Taylor St 
lied ‘ g 
for Teaming of Every Description—City Delivery Service Galt Block Warehouse Company 
and Carload Distributors PORTLAND, MAINE 
ship- ° 
due. Storage, General Merchandise and Household Goods 
a Private track, sprinkler equipped, low insurance rate. 
105 P e E r e & St Cc I ne Storage in Transit on Flour, Cereals and Canned Goods. 
he try Express orage CLO. fic. Office, 20 Commercial St., Portland, Maine J. S. SAWTELLE, Manager 
de TRENTON, N. J. SYRACUSE, N. Y 
ders MERCHANDISE STORAGE WAREHOUSES 
= POOL CARS CHECKED AND DISTRIBUTED 
10ve 
ore HORSE DRAWN AND MOTOR RQUIPMENT Flagg Storage Warehouse 
ad Member American Warehousemen’s Association TWO FIREPROOF WAREHOUSES 
ised) Storage of General Merchandise and Household Goods 
ase EXPERT WAREHOUSE SERVICE 
38°141 AKRON COLUMBUS Centrally located to all jobbers and freight houses. Private siding 
9,738 Correspondence Solicited. 100 Townsend St., SYRACUSE, N. Y. 
, for 
1923: ? 
ers: 
i haeiesiodmaeet naman Kedney Warehouse Co 
** Located best to serve as your warehouse. Pool car distribution—store door delivery. e 
id i4d Shei l2 Lee rT WARE om 
ae delle COTTER HOUSE Compeny Merchandise Storage and Distribution 
a ee Xe 
n > e e 
the TOLEDO MANSFIELD | Minneapolis—St. Paul—Grand Forks, N. D. 
Fif- 





k, * age Spumeser pees 2 ana Members A. W. A.—C. W. C.—Minn. W. A. 
week WACO, TEXAS | THE HEART OF TEXAS ? 


pine 

Weatherred Transfer and Storage Co. Your PROFESSION 
Rail FIREPROOF STORAGE 
a DISTRIBUTING—WAREHOUSING ATTAINED THE FRONT RANK 
valely 


One Block on Mary at 13th Street Because it is the. keynote of national economy. 


ALBANY, WW. Y, 


To be a true master of Traffic means that your income 





and your position is secure. 


I CAN HELP YOU SUCCEED. Study by my prac- 
tical method. Personal instruction and attention. 
New classes forming. ENROLL NOW! 

GEO. A. RAUTENBERG, Director 


COLLEGE OF ADVANCED TRAFFIC 


Harrison 8650 608 South Dearborn Street, CHICAGO 


Natural distributing point for New York and 
New England. Warehouses for every need 
with rail connection, U. S. Port of Entry. 


Security Storage & Warehouse Co. 


James G. Perkins, Custom Broker, Mgr. 
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Questions and Answers 


department will be answered questions of both legal and 
nature that confront dealing with traffic. A specialist 
on interstate commerce law, is a member of our legal “a 
will give his opinion in answer to simple question relating to the law 
interstate of freight. experience 









of traffic man of long 
6 ee a donde bie to practical traffic 
We do not desire to the place of traffic man but to 
oe S de wee. 
T tt is reserved to refuse to answer in this department 
question, legal or traffic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investigation 











dress Questions and Answers t, 
Traffic Service Corporation, Colorado Buil , Washington, D. C 


Application of Rates—Non Compliance With Tariff. Provision 
Requiring Notation on Bill of Lading 

Washington.—Question. We shipped a carload of carpenter’s 
moulding in a 40 foot car (a 40-ft. car being ordered) and loaded 
same to full visible capacity. However, through an error in 
billing the loading to full visible capacity notation was not 
made on the original bill of lading. The carriers are, therefore, 
endeavoring to collect on the basis of the minimum for the 
car ordered. Is it possible for us to swear by affidavit that the 
car was loaded full and obtain the same minimum as would 
apply had this notation been made-on the bill of lading? 

Answer: With respect to this question see the Commission’s 
report in Good-Hopkins Lumber Co. vs. Great Northern Ry. Co., 
51 I. C. C. 99, in which the Commission held that the law im- 
poses.upon shippers the duty of ascertaining the rates and con- 
ditions under which they ship, and noncompliance by a shipper 
with tariff rules affords no basis for a finding that the rate 
legally applicable is unreasonable .or unjustly discriminatory, 
and that, therefore, the charges assessed in accordance with the 
provisions of the published tariffs had not been shown to have 
been unreasonable or unjustly discriminatory. 

Tariff Interpretation—Two-for-One Rules 

Kentucky:—Question: Transcontinental West Bound Tariff 
1-W, Item 1595, page 292 names commodity rate of $2.25 per 
hundred pounds, minimum weight 20,000 pounds, on certain ar- 
ticles of furniture from Group M points. 7 

There is a conflict of opinion among carriers themselves 
as to the two-for-one rule applicable in connection with this 
item. To load the minimum of 20,000 pounds in a single car 
it is necessary to obtain a car at least fifty feet in length. 
Where shipper orders a fifty foot car and carrier is unable 
to furnish that size car within a reasonable time, but in lieu 
thereof does furnish two smaller cars, what rule governs the 
loading of the two smaller cars? 

Rule 56 of the tariff makes provision for the two-for-one 
rule where the items specifically make reference thereto, but 
Item 1595 does not so refer. As the tariff is governed by the 
Western Classification would it be proper to apply Rule 34 
of the Classification? 

Answer: Attention is directed to Rule 2 of Tariff 1-W 
Countiss’ I. C. C. 1129, covering “Minimum Carload Weight for 
Shipments in Cars of Less Capacity than the Required Mini- 
mum,” and paragraph (b) thereof which provides: 

Carrier will furnish car of dimensions or weight carrying capac- 
ity ordered by miner if practicable, but if carrier for its convenience 
furnishes car of different dimensions or weight carrying capacity, 
the following rules will govern. 

_ Then follows an elaborate two-for-one rule, with “See Note 
4,” which provides that the two-for-one rule of Paragraph (b) 
above quoted, applies on furniture from Group M points in Ten- 
nessee, Virginia, the Carolinas, and Georgia. It does not apply 
from Kentucky points to Group M. 

As to furniture from other Group M points, Rule 1 of the 
Tariff in question (Countiss’ I. C. C. 1129) provides on page 
157: 

The ‘“‘Rules’’ published in current Western Classification also gov- 
ern the application of rates named in this tariff, except as otherwise 
provided below (Rule 2 appears below), or in individual rate items 
of this tariff. 

Rule 34 of the Classification by ‘its terms applies, “when 
‘articles’ are subject to this rule.” Item 1595 of the trans- 
continental tariff does not specifically refer to Rule 34. Rule 
34 is divided into seven separate sections, each more or less 
individual and separate from the others; and each contain- 
ing a distinct rule of itself. It is not consistent, therefore, 
with the commodity rate item to use the authority conferred 
to Rule 1 of the Tariff,.and import into the commodity rate 
item, the two-for-one clause of “Rule 34” of the Classification. 
By Rule 1 Item 1595 does not make furniture articles named 
therein subject to-Rule 34 to the extent that Rule 34 may be 
consistently applied. 

Stopping in Transit for Partial Unloading—Charges Applicable 

When Part of Shipment Intended for Unloading at Stop 

Point Is Reforwarded 


Oklahoma.—Question: Car cabbage from A to B, stop at C 
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for partial unloading. SWL Fariff 13. provides stop for.partia} 

unloading, the stop charge for partial unloading being $6.30. 

The car in question arrived at C on an evening too late to 

notify consignee on that date. Consignee was notified on th: 

following morning and car diverted to B at 9:30 A. M. same 

date, there being no portion unloaded at C. 

The carrier contends that it can properly assess the stop 
charge of $6.30, while it is our contention that unless a por. 
tion of the contents are removed at stopping point, an order 
to move the car forward to B on the original billing withoui 
partial unloading would simply be a diversion or reconsign- 
ment, and that it is improper for the carrier to endeavor 
to collect this stop charge. 

Answer: In our opinion the carrier is correctly -assessing 
the charge for a stop for unloading, for the reason that yo 
far as it. is concerned it has performed the service required 
of it under the tariff granting the privilege. See in this con- 
nection “Stopping of Cars in Transit to Complete Loading 
or Partially Unload, 36 I. C. C. 130. 

Furthermore, unless there is a tariff provision for the 
reconsignment of a less than carload shipment, it is ou 
opinion that the less than carload rates to. and from the 
stop point should be assessed, as that part of the carload ship- 
ment which was to have been unloaded and which was s0 
billed is the only part of the shipment which the consignee 
at that point in fact reconsigned, or rather reshipped, the re- 
mainder of the shipment having originally been billed to B, 
the final destination of the entire shipment. 

Routing and Misrouting—Carrier Not Required to Turn Ship. 
ment Over to Competing Lines Even Though Rate Via 
Lower Rated Route Is Shown In Bill of Lading of Carrier 
To Which Shipment’ Delivered 
Michigan.—Question: We had a carload of salt shipped 

from “A” to “B” over “X” Railroad for “Y” Railway delivery, 

bill of lading reading “Route X.” Railroad “Y” Railway, De- 
livering Carrier “Y Railway” showed freight rate to apply 

from “A” to “B.” 

“Y” Railway also operates between “A” and “B,” “xX” 
railroad having been used by shipper because it is a short 
line and in a struggling financial condition. 

It develops that “B” is the only point on these two rail- 
roads where switching of connecting lines is not absorbed 
and “Y” Railway collected an additional 2 cents per 100 pounds, 
making rate paid under the bill of lading routing requirements, 
2 cents over that called for on the bill of lading. 


It is our contention that under Conference Rulings 321 (b) 
and 474 (c), that we have been overcharged, but originating 
earrier declines to pay, claiming that they were only obliged 
to protect bill of lading rate up to their own rails at destination 
and that switching tariff of connecting line covered at destin- 
ation. What is your opinion. 

Answer. In McLean Lumber Co. vs. L. & N., 22 J. C. ¢. 
349, the Commission held that, where a shipper’s bill of lading 
contains instructions both as to route and rate, and the rate is 
not applicable over any route of the receiving carrier, but is ap- 
plicable over the route of a rival to which the shipper might 
have delivered the shipment had he so elected, the receiving car- 
rier may forward the shipment over its own line at the rate 
lawfully applicable, it not being obligated to turn the 
traffic over to its competitor. See, however, Mulkey Salt Co. 
vs. Director General, 66 I. C. C. 441, as to shipment moving 
during federal control, in which it is held that the principle 
of the McLean case, above referred to, has no application 
where both of the carriers at point of origin were federally 
controlled, since the carriers were “being operated under a 
unified and co-ordinated national control and not in com- 
petition.” 


Cc. O. D. Shipments—Liability of Carrier for Failure to Collect 

Pennsylvania.—Question: We recently made shipment, via 
express, to a customer, which was refused and returned after 
thirty (30) days by the express company and upon which we 
paid outbound and inbound express charges. Some months 
later, we shipped C. O. D. to this same customer and to 
invoice value of material we added express charges paid by 
us on shipment he refused. 

Through error the express company, did not collect C. 0. D.. 
but delivered same open account. We filed claim for entire 
amount, which they paid. They are unable to obtain collection 
from customer and are now asking us to reimburse them with 
transportation charges, which we added to invoice, claiming 
it represents “transportation charges” on previous shipments; 
we claim due through error in not collecting C. O. D. they are 
responsible for entire amount on our C. O. D., which included 
express charges on previously refused shipment. : 

Will you please advise whether or not we are correct 2 
our stand, quoting any authority you may be able to locate. 

Answer: When a carrier makes a contract to collect 
delivery, it stands with reference to it just as any other agent, 
and is bound to a strict compliance with its undertaking. 
Where a carrier undertakes to transport goods C. O. D. it 
becomes bound to collect the amount due and to return it l 
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Consign your 


EXPORT SHIPMENTS 


TO 


KARR, ELLIS & CO., INC. 


8 Bridge Street, New York 


For Many Years Railroad Traffic Men 


ALDER ELLIS JOS. E. D’ALTON 


The Rockies! 


4 f If you are a normal person the very 
f ae term will call to mind care-free sum- 
mer days amid the wild, exhilarating 
beauty of this greatest mountain-vaca- 
tionland—days spent on horseback or 
afoot over wonder trails leading up to 
the high places, or motoring, fishing, 
golfing and wild-flowering in sunny, 
green valleys. 


Pian now to enjoy it 
all this summer 


With through trains from Chicago and 
St. Louis equipped and operated in 
true Burlington fashion, the Burling- 
ton Route serves the whole Rocky 
Mountain Region all the way from 
Pikes Peak to the Canadian Boundary 
and on out to Puget Sound, with Scenic 
Colorado, Rocky Mountain National 
Park, Yellowstone Park, Glacier Park 
and the great new cities of the Pacific 
Northwest on the way. 





Interesting booklets—material 
for many a pleasant evening 
of “planning’ 


Make this Mammoth Plant 


YOUR CHICAGO WAREHOUSE 


Downtown, readily accessible to 
your Chicago trade. Superior 
facilities for prompt out-of-town 
shipments without cartage 


BETTER INVESTIGATE 





THE ONLY PUBLIC WAREHOUSE IN NEW ORLEANS 


located on the river front. Direct handling of import and export shipments between warehouses 
and ships without drayage charges. Modern concrete floored warehouses with connections to 
Mississippi Warrior Barge Line and all rail lines entering the city. No switching charges. 


THE COMMERCIAL WAREHOUSES 





WAREHOUSE 


Your Stocks With Us 
150,000 Sq. Ft. Space 


Send Pool Cars in our care for distribution. 
42 teams and trucks insures prompt service 
to customers and satisfaction to you. 


The Kennicott-Patterson Transfer Co. 
1700 Sixteenth St. DENVER, COLORADO 


ILLINOIS NORTHERN 
RAILWAY 


Excels in the handling of INTERMEDIATE SWITCH- 
ING SERVICE AT CHICAGO, ILLINOIS, between the 
following Railroads: 


A. T. & 8. F. Ry. 
C.& A. R. R. 
- & I. W. Ry. 
. & N. W. Ry. 
.B& @ R. R. 
M. St. P. & S. Ste. M. Ry. thes Line) 


Both INBOUND AND OUTBOUND, less carload 
freight handled for ALL ROADS entering Chicago at the 
flat Chicago rate thru our McCormick Freight Station. 


INDUSTRIAL LOCATIONS 


Choice locations can be found on the line of the ILLI- 
NOIS NORTHERN RAILWAY for manufacturing and 
other business. 


Chicago rates apply to and from all industries. 


Our trap car service allows for the handling of L. C. L. 
freight between our industries and McCormick Station 
free of charge, in lots of 6,000 pounds or more, thus 
avoiding cartage. 


INQUIRIES INVITED 


Address inquiries to T. J. Maloney, Vice-President, 
606 S. Michigan Ave., Chicago, Illinois. 


The largest public warehousing 
unit west of the Atlantic Seaboard 


WESTERN 


WAREHOUSING COMPANY 
Poik Street Terminal, Pennsylvania System 
CHICAGO 
“At the Edge of the Loop” WILSON V. LITTLE, Supt. 
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the consignor, and its responsibility for the safe return of the 
money is that of a common carrier from the time it is received, 
irrespective of whether any special compensation for its trans- 
portation is paid or not. Ordinarily if the carrier delivers the 
goods to the consignee without receiving the amount to be 
collected on delivery, it renders itself liable to the consignor 
therefor; but the consignor may, by his acts, waive any rights 
he may have against the carrier for its breach of duty in this 
regard. 

A shipper may not, in our opinion, use a carrier, as a 
collection agency for debts due the shipper which are not 
related to the shipment as to which it holds itself out to 
collect charges on. Therefore, while liable for the amount of 
the C. O. D. charges on the shipment accepted by the consignee, 
we are of the opinion that the carrier can collect from you 
the amount of the C. O. D. on the refused shipment. , 
Application of Rates—“Coastwise Movement”—Meaning of 

Term 

Florida:—Question: A commodity rate from an interior 
point in the States to port is restricted “for coastwise move- 
ment.” We are without specific export commodity rate. Would 
a rate restricted “for coastwise movement” to port be ap- 
plicable on traffic reshipped from a South Atlantic port to a 
North Atlantic Canadian port? 

Answer: We have been unable to locate an opinion of 
the Commission defining the application of a rate restricted 
“for coastwise movement?” Such a rate is, apparently, not 
confined in its application to movements by water between ports 
of the United States. 

Rates—Commodity Rates Limited in Application to Terms 
Thereof Respecting Form of Shipment 

Massachusetts.—Question: Referring to our letter of the 
14th ult., relative question pertaining to limitation of com- 
modity rates in application of terms thereof, respecting form 
of shipment. Answer to this question is published on page 
906 of your April 5th issue, and we note in the first paragraph 
of the answer you state “the provisions of Rule 5 of the Con- 
solidated Classification relates only to articles shipped at class 
rates under the ratings shown in the classification and do not 
provide a basis for arriving at a commodity rate on an article 
tendered to a carrier in a form other than that prescribed in 
the commodity tariff.” 


We believe that you have overlooked the amendment to 
rule 5, section 3 of the classification as mentioned in our orig- 
inal letter and published on page 10 of Supplement No. 16, 
which is a reissue, as this provision originally became effective 
March 22, 1923. This amendment to section No. 3 of Rule 5 
specifically states that unless otherwise provided that the pro- 
. vision of Rule 5 will apply to articles transported at “specific 

commodity rates” and that the charges shall be determined 


in the following manner which is outlined in paragraphs F, G, 
and H. 


Won’t you kindly review this case and publish your answer 
in a subsequent issue of your magazine? 


Answer: We did overloook the amendment of Rule 5 
to which you refer. However, in this connection see our 
answer to Utah on page 952 of the October 20, 1923 Traffic 
World, under the caption, “Ratings Applicable When Package 
or Form of Shipment Does’ Not Comply With Requirements of 
Separate Description in Classification,” in which we stated that 
inasmuch as the statement which heads paragraph D of Rule 5 
refers entirely to articles when in containers, we cannot see 
how the ratings provided for therein can be applied on an 
article, except that it be in a container. 

Limitations Governing Collection of Undercharges Refunded in 
Amount of Supposed Overcharge 

Tennessee.—Question: On May 16, 1921, “A” paid freight 
to the railroad on the basis of $2.05 per cwt., and on June 14, 
1921, “A” filed claim with the delivering carrier on a basis of 
$2.00 per cwt., which claim the railroad paid. Carrier is now 
calling on “A” for the difference in freight as they claim the 
$2.05 rate was correct as originally assessed. 

Has the statute of limitataion effect on this shipment from 
date of payment of the original freight charges or the date of 
settlement of the claim? Or, is it effective in this instance? 

Answer: With respect to this question, see our answers, 
under the above caption, on page 184 of the January 9, 1924 
Traffic World, and page 970 of the April 12, 1924, Traffic World. 
See also the decision in G. H. & S. A. Ry. Co. vs. Lykes 
Brothers, 294 Fed. 968, in which case it was held that the 
liability of a consignee for freight is on an implied contract 
arising from his acceptance of the goods with knowledge that 
they are surrendered by the carrier in reliance on his implied 
promise to pay the charges, and an action against him 19 
recover such freight is within the two-year statute of limitation 
of Texas; that an action to recover money paid on a settlement 
through mistake of law and fact is not one on an express con- 
tract, and is barred in two years under the statute of limitations 
of Texas. 

Erroneous Declaration of Express Valuation 
Ohio.— Question: As subscriber of the Traffic World, for 
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some years past, we have found occasion to look up some of 
your opinions in connection with the matter of declared oy 
released valuation on shipments by express, and have found 
several pertinent articles on this subject in the following 
issues of the Traffic World: Page 377, issue of August 16th, 
1919; page 1029, issue of Nov. ist, 1919; page 1036, issue of 
Nov. 27th, 1920. 

After reading the first two of these opinions of yours, we 
have been somewhat confused with respect to the situation 
outlined in your answer to “Georgia” on page 1036 of the Noy. 
27th, 1920 issue, particularly as it reflected on your answer io 
“Pennsylvania,” pages 1029-30, of the Nov. ist, 1919, issue. 

To set us straight, will you kindly advise if it would be 
possible, under circumstances such as were outlined by 
“Georgia,” for him, upon proper showing of the real value of 
the shipment, to have secured redress up to $50.00 in that par. 
ticular case, despite the express receipt which showed a value 
of $8.00? 

This, of course, on the theory that his declaration was a 
typographical error, and could conclusively be so proven, and 
that the express company received its charges based upon a 
valuation up to the maximum of $50.00. 

Answer: We have endeavored to locate decisions of the 
courts dealing specifically with this question, but without avail, 

While it is held that bills of lading, except as to the recital 
or acknowledgment of the receipt of the goods and of their 
quality and condition when received, are strictly written con- 
tracts between the parties and come within the general rule 
which prohibits the introduction of parol evidence to contradict 
or vary such contracts, in view of the wording of paragraph 
2 of the Uniform Express Receipt, which makes a valuation 
of fifty dollars the maximum basic valuation and the limit of 
the carrier’s liability, unless a higher valuation is stated in the 
receipt and correspondingly increased charges paid, we are of 
the opinion that it would be held that a shipper could recover 
the actual value of his shipment, but not to exceed fifty dollars. 
Section 2 of the Express Receipt reads as follows: 

In consideration of the rate charged for carrying said prop- 
erty, which is dependent upon the value thereof and is based 
upon an agreed valuation of not exceeding fifty dollars for any 
shipment of 100 pounds or less, and not exceeding fifty cents 
per pound, actual weight, for any shipment in excess of 100 
pounds, unless a greater value is declared at the time of ship- 
ment, the shipper agrees that the company shall not be liable 
in any event for more than fifty dollars for any shipment of 
100 pounds or less, or for more than fifty cents per pound, 
actual weight, for any shipment weighing more than 100 pounds, 
unless a greater value is stated herein. Unless a greater value 
is declared and stated herein the shipper agrees that the value 
of the shipment is as last above set out and that the liability 
of the company shall in no event exceed such value. 


Freight Charges—Liability of Consignee for Freight Charges 
Supposed to Have Been Prepaid 


Ohio.—Question: Referring to your answer to Ohio on 
page 968 of the April 5, 1924, issue of the Traffic World relative 
to liability of consignee for freight charges supposed to have 
been prepaid. 

We observe you state that under the law, the carrier may 
look to the person who as consignee accepts the goods and who 
becomes by statute liable to discharge the lien thereon until 
the lawful charges are satisfied. 


In the same issue of the Traffic World on page 852 it is 
noted under caption of, “Advance Charge Case,” that the United 
States Circuit Court of Appeals for the Sixth Circuit has held 
that the ultimate consignee is not liable for advance charges in 
transactions in connection with which the consignee asked the 
freight agent at time of delivery whether or not all freight 
charges had been paid and the freight agent advised in the 
affirmative. Would not this decision of the court release the 
consignee from paying freight charges in the instance sei forth 
by “Ohio” on page 908 as referred to above? In the latter 
case, the charges were presumed to have been prepaid; in the 
case referred to on page 852 it was a matter of advance charges 
up to original destination before shipment was reconsigned and 
we believe the two cases are similar. : 

Answer: The decision referred to on page 852 of the April 
5, 1924, Traffic World, under the caption, “Advance Charge Case,’ 
appears to be in conflict with the cases cited in our answer 10 
“Ohio” on page 908 of the same issue. In these cases the 
question at issue is whether or not a consignee should be re 
quired to pay charges which he has been advised, in one form 
or another by the carrier, have been paid. Only a decision by 
the Supreme Court of the United States can definitely deter- 
mine the rights and liabilities of the parties to such transac 
tions. Nevertheless, the principle that the full amount of the 


. freight charges must be paid, regardless of any hardship im- 


posed thereby upon a consignee, would ordinarily determine 
the matter in favor of a recovery by the carrier. See in this 
‘connection P. C. C. & St. L. Ry: Co. vs. Alvin J. Fink, 250 U. §. 
577, and N. Y. C. & H. R. R. R. Co. vs. York & Whitney Co., 256 
U. S. 406. However, as the court in the Akron Feed & Milling C0. 
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INDIANAPOLIS, IND. 


TRIPP WAREHOUSE COMPANY 


Indianapolis, Ind. 


Merchandise Storage and Distribution 
Prompt and Efficient Handling of Pool Cars 
Centrally Located in Shipping District 
Insurance Rate, 18 cents per $100.00 
Motor Truck Delivery 
Service that Satisfies 


DENVER, COLORADO 


Fireproof Warehouses on Track 


For the Storage of Merchandise 
Household Goods and Machinery 


We specialize in the DISTRIBUTION of local 
and pool car shipments 


Consign via any Railroad into Denver 
Free Switching to Warehouse 


Storage capacity 350,000 square feet 
Insurance rate 15c 


Negotiable Warehouse Receipts Issued 
The Weicker Transfer & Storage Company 
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Traffic Managers! 


Send TODAY for a pamphlet de- 
scribing what our Express & Parcel 
Post Rate Book & Shipping Guide 
will do for your shipping room, 
and then 


ASK YOUR SHIPPING CLERK 


whether it would save your house 
time and money to have it. 


DON’T PRESUME! ASK! 


G. R. Leonard & Co. 


155 N. Clark St., Chicago 226 East 23rd St., New York 
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FIREPROO 


Capacity 80,000 Square Feet 


POOL CAR DISTRIBUTION 
STORAGE 


Free Switching From All Lines 


Merchants Southwest Fireproof Warehouse Company 
1 East Grand Avenue 
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Cases, printed on page 852 of the April 5, 1924, Traffic World, 

points out, there is a distinction between the two classes of 

cases, namely, that in the Fink and York & Whitney cases the 

consignee had equal means with the railway company of ac- 

quiring knowledge of the correct charges, while this is not 

true of the consignee in the Akron Feed & Milling Co. case. 
Express Receipts—Form of 

Ohio.—Kindly advise if there are any law or court deci- 
sions under which the express company can be forced to give 
separate receipts on less than carlot deliveries. 

Answer: We know of no decisions specifically in point. 
It is, however, a matter for the consideration of the Interstate 
Commerce Commission. See Express Rates, Practices, Ac- 
counts and Revenues, 28 I. C. C. 131. 

If the present practice of the carrier results in great in- 
convenience or works an undue hardship upon shippers the 
Commission would, no doubt, upon complaint, order the use, 
in all instances, of ‘such form of express receipt as it found 
to be proper. 

Freight Charges—Payment of by Shipper or Owner of Goods 

Michigan.—Question: Will you kindly let us know if there 
is any provision in the law or by tariff, whether it is compulsory 
on the part of the railroad company to notify a shipper within 
a specified time of the non-payment of charges. 

We are familiar with the fact that suit must be brought 
within a specified time and were under the impression that 
there was some provision whereby carriers were compelled 
to notify shipper within a specified time shorter than the time 
provided for bringing suit. 

Answer: There is no requirement of the law that a carrier 
notify a shipper, within a specified period of time, of the non- 
payment of charges. Where less than the legal rate has been 
paid, the shipper or owner of the goods being, under the law, 
charged with a knowledge of the legal tariff rate, is required to 
pay to the carrier the full amount thereof, the running of the 
statute of limitations being his only defense. See P. C. C. & St. 
L, Ry. vs. Alvin J. Fink, 250 U. S. 577. Likewise, he is liable 
where the goods have been delivered without any part of the 
charges having been collected by the carrier. 

With respect to charges as to which a consignee has been 
advised by the carrier have been paid, see our answer to 
“Ohio” herein, under the caption, “Freight Charges—Liability 
of Consignee for Freight Charges Supposed to Have Been 
Prepaid.” 

Freight Charges—Liability of Consignor 


Pennsylvania.—Question: A bills 2 cars of grapes to him- 
self “Advise” “B.” Bill of lading bears notation “Allow inspec- 
tion, deliver only on surrender of written order of ‘A.’ “A” 
draws draft on “B,” attaching to drafts delivery orders reading 
as follows: 


TO AGEN OF @..... . cewwssawes Css 00008 RR AD coe ee eewewer. OSES. 

Dear Sir: Upon surrender of this order and upon payment of all 
freight, refrigeration and other char, as this is your authority to 
deliver without the original bill of lading to ae of your 
city car SE Aiea 6.06 0c eWecccieie dé cecces 


eeeeeeeee 


The cars arrive, “B” pays drafts, secures delivery orders 
and surrenders them to the railroad. “B” is on the railroad 
credit list so the railroad delivers cars to him without first 
collecting the freight charges as directed by the delivery 
orders. Before the railroad in usual routine of business col- 
lects freight from “B” he becomes insolvent and the railroad 
is unable to collect the freight from him. Had railroad col- 
lected freight within the 48 hours as per their rules charges 
would have been collected before “B” became insolvent. in 
view of circumstances can railroad held “A” for the freight 
charges? 

Answer: Under the order of the Commission in its opinion 
in Ex Parte No. 73, Regulations for Payment of Rates and 
Charges, 57 I. C. C. 591, as amended in subsequent proceed- 
ings, a carrier may extend credit for a period of ninety-six 
hours from the first 4:00 P. M. following the delivery of the 
freight. However, notwithstanding the failure of the carrier 
to collect charges within this period of time, if such was the 
fact, in view of the fact that the courts have, as a general 
rule, held the consignor, as the party with whom the contract 
of shipment was entered into, liable for the freight charges, 
it is doubtful whether the courts would hold that the consignor 
is not liable therefor, particularly where collection cannot be 
made from the consignee, and this notwithstanding the order 
of the consignor respecting the collection of the charges from 
the consignee at the time of delivery of the shipment. See, 
in this connection, our Answer to “Connecticut,” on page 1072 
of the May 13, 1922, Traffic World, under the caption “Freight 
Charges—Collection of from Consignor.” 

Import Shipment—Liability of Rail Carrier for Goods Lost or 
Damaged in Transit Between Origin and Destination of 
Shipment 
Wisconsin.—Question: We buy imported chinaware through 

an import broker. Our purchase order reads F. O. B. shipping 

point in U. S. A. Consignor ships our merchandise from 
wharf direct to us without repacking. The common carriers 
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he 3 settle our loss or damage claims only on a 50 per cent 
asis. 

The P. M. L. steamers do not honor our loss or damage 
claims at all when the commodity arrives in original import 
packing. 

Are we justified in holding the shipper liable for the mer. 
chandise while in transit under these conditions? 

Answer: -Where an import shipment -delivered--in a dam- 
aged or short condition moves by water and then by rail 
there invariably arises the question whether the loss or dam- 
age occurred while it was in water transportation or whether 
while in rail transportation, because the delivering rail car. 
rier could not be held liable for damage caused solely through 
the negligence of the water carrier. 

The law makes the carrier an insurer, and the shipper or 
owner does not have to prove negligence in order to establish 
liability. He Re ny prove delivery of the goods in proper con- 
dition to the ‘rail’ carrier, and that they were delivered at des. 
tination in bad order or short. This throws the burden of proof 
upon the carrier to show that the goods were lost or damaged 
by reason of some one of the causes which the law recognizes 
as exceptions to the liability of the carrier, as such insurer. 

In fact, the plaintiff has the burden of proving the essential 
elements of his cause of action, required to be set out in his 
complaint, by a preponderance of evidence. The burden is on 
the plaintiff to show the delivery of the goods in good order to 
the carrier, and that the goods were accepted by it in its ca- 
pacity as common carrier. 

It is usual to insert in a bill of lading recitals to the effect 
that the goods were received in good condition or in appar- 
ently good condition. This clause pertains to the instrument 
as a receipt. Even without any statement on the subject it 
is presumed, if no memorandum is made on the bill of lading 
to the effect that the goods are not in good condition, that, so 
far as observable by inspection without opening the boxes, pack- 
ages, or bundles in which the goods are shipped, they were in 
good order. If the statement is that the goods are apparently 
in good condition, it is, of course, open to the carrier to show, 
as against a claim that the goods were damaged during trans- 
portation, that the damag condition existed at the time 
of receipt of the goods, but it was not apparent vn in- 
spection. Such a statement relates only to external condition, 
and does not make out even a prima facie case against the 
carrier with reference to damage not thus apparent. But the 
recital of good condition or apparent good condition does make 
out a prima facie case against the carrier that the goods were 
in apparently good condition so far as ordinary inspection with- 
out opening the packages would disclose. The burden of proof 
is on the carrier to show that the goods were not in such appar- 
ently good condition when received. The rule, as_ generally 
stated, is that the recital as to the condition of the goods is 
prima facie evidence only as to that fact, and the carrier may 
show the contrary. But a recital of good condition may be 
binding on the carrier when the bill was intended to be nego- 
tiated and is held by a bona fide transferee for value. The 
burden of proof is also on the plaintiff to show a non-delivery 
by the carrier or a failure to deliver the goods in proper order 
and condition. 

The rules applicable to the weight and sufficiency in civil 
actions generally obtain in actions against carriers for loss of, 
or injury to, goods transported, and these rules have been 
applied to evidence offered to show delivery of the goods to 
the carrier, delivery of the goods to the carrier in good con- 
dition, acceptance of the goods by the carrier for transporta- 

tion, injury to the goods while in the carrier’s possession, and 
loss of goods by the carrier. 


TRAIN CONTROL ORDER 
More than forty railroad executives met at the Congress 
Hotel, Chicago, April 17, and discussed the installation of auto- 
matic train control devices in a closed executive session. lt 
was given out that discussion centered on preparation for the 
hearing, to be held May 7, by the Commission on the order 
requiring the installation of the train control devices. 


CHARGE FOR DELIVERIES 


The Chicago Shippers’ Conference Association will be rep- 
resented before the Central Freight Association Bureau April 
21, when consideration will be given to the proposed assessment 
of 2% cents a hundred pounds for making carload deliveries 
through freight houses and to discontinue making so-called split 
deliveries. It is expected that there will be a very large rép- 
resentation in addition to the association. 


ACQUISITION OF LINE AUTHORIZED 


Acquisition by the St. Louis Southwestern Railway Conl- 
pany of Texas of control of the Stephenville North & South 
Texas Railway by lease has been approved and ‘authorized by 
the Commission. The Stephenville company’s line extends from 
Gatesville to Stephenville, Texas, and embraces a total mileage 
of 105.18 miles. 
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Mr. Traffic Man: 

Do you have Storage and Distribu- 
tion problems at ATLANTA? If so, 
we have the facilities and experience 
to be of real service to you. 





Security Warehouse Company 


100,000 Square Feet Floor Space 





‘‘Bankers of Merchandise”’ 


ROCHESTER, N. Y. 


GENERAL MERCHANDISE STORAGE 


Distribution 


The only modern Merchandise Warehouse fully 
equipped and centrally located in the 
City of Rochester. 


Insurance rate 12 cents per $100.00. 
Located on private siding of the Buffalo, Rochester 


& Pittsburgh Railway, enjoying switching at 
flat Rochester rate with all steam roads. 


BR. & P. Warehouse, Ine., "93>" 
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FORT WORTH, TEXAS 
























eS 


o SS 


11 TRUNK LINES 
17 OUTLETS 


Distribution of Pool Cars and Merchandise 
for Storage. 


FORT WORTH WAREHOUSE 
AND STORAGE COMPANY 
L. C. ABBOTT, Manager 

















Lol. SAS 


A prea ag ay STOCK within the territory served, sa 
to six days in deliveries to SOUTHWESTERN TERRITORY 


MERCHANDISE STORAGE AND FORWARDING 
SPECIALIZING ON POOL CARS 


ADAMS TRANSFER & STORAGE CO. 
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Personal Notes 


W. H. Chandler has been appointed manager of the traffic 
bureau of the Merchants’ Association of New York to succeed 
J. C. Lincoln, who died last December. Mr. Chandler has been 
manager of the transportation bureau of the Boston Chamber 
of Commerce since the fall of 1914, previously having served as 
assistant manager of the traffic bureau of the Merchants’ Asso- 
ciation of New York. He went into the New York bureau at 
the time of its organization in 1912. He has had a wide ex- 
perience in traffic matters, having been connected with one of 
New York’s largest wholesale houses as traffic manager, prior 
to which he had thorough training in railroad and steamship 
service both in the East and in the South. He was president 
of the National Industrial Traffic League for three years, presi- 
dent of the New England Traffic League for the same length 
of time, and is now chairman of the executive committee of the 
New England Traffic League. For several years he has been 
chairman of a special committee of shippers to deal with railway 
traffic executives appointed for the purpose of harmonizing dif- 
ferences between shippers and carriers respecting general rate 
problems. 

C. A. Beppler has been made traveling freight agent of the 
Norfolk & Western, with headquarters at New York. 

B. F. Parsons has been appointed general freight agent of 
the Chicago Great Western, with office at Chicago. G. R. Mac- 
Lean has been made assistant general freight agent. 

Harry A. Dietz has been made general traveling coal agent 
of the Delaware & Hudson, with headquarters at Pittsburgh. 

W. R. McEwen has been appointed division freight agent 
of the American Steel & Wire Company, with office at New 
York. 

W. F. Hack has been appointed commercial agent of the 
Norfolk Southern and C. Newhard has been made traveling 
freight agent, both with offices in Philadelphia. 

J. BE. Corfield has been made general agent of the San Fran- 
cisco-Sacramento Railroad, with headquarters at Pittsburgh. 

H. J. Forster has been appointed secretary and treasurer of 
the American Railway Association, succeeding J. E. Fairbanks, 
who died. 

Robert Gunderson has been made general agent, traffic de- 
partment, of the Chicago, North Shore & Milwaukee. 

G. P. Nissen, former traffic manager of the Sterling Oil & 
Refining Company, Wichita, Kan., has been made traffic man- 
ager of the Vickers Petroleum Company at Wichita. 

G. S. Trowbridge has been made assistant to the general 
traffic manager of the St. Louis Southwestern. 


DOINGS OF THE TRAFFIC CLUBS 


The Traffic Club of Brooklyn has changed the date of its 
monthly meeting from April 18 to April 25. William F. Ed- 
wards, of the _National Transportation Institute, will be the 
speaker. The club is planning the annual spring dinner dance, 
which will be held in the Chamber of Commerce rooms, May 10. 





The Traffic Club of Kalamazoo is conducting a membership 
campaign to be concluded June 15. The members have been 
divided into two teams, each with a captain. The losers will 


be hosts to the new members and winners at a dinner dance at 
Gull Lake, June 19. 





The Traffic Club of Kansas City met April 15. The debate 
team of the Manual Training High School were guests and de- 
bated the subject, “Resolved, That Kansas City Should Adopt 
Commission Manager Form of Government.” 





The Traffic Club of St. Louis held a meeting April 14, dedi- 
cated to the National Lime Association. L. B. Burt, associated 
with the industry, spoke on “Lime as Related to Industry.” 





The Traffic Club of New England will meet at the Hotel 
Somerset, Boston, April 22. W. C. Cowling, traffic director of 
the Ford. Motor Company, and B. C. Forbes, financial editor 
of the Hearst newspapers and editor of “Forbes’ Magazine,” 
will be speakers. 





The Traffic Club of Sioux City will hold its annual dinner 
April 22. H.C. Gardner, president of the Great Lakes-St. Law- 
rence Tidewater Association, will be the speaker. 





The Transportation Club of San Francisco announces two 
changes in its officials for 1924. John C. Rohlfe is president 
and H. G. Ilderton, secretary. 





The Traffic Club of Nashville met, April 14, and adopted the 
following resolutions: 


The present system of fixing rates and charges by the Inter- 
state Commerce Commission, an expert body equipped to do the 


| Vol. XXXIII, No. 1¢ 


work and able to protect the public interest, should be continued 
without any attempt by Congress to fix rates by direct action, 
That the transportation act of 1920 should not be materially 
amended at this time. 
a 





The Milwaukee Traffic Club will hold a “Movie Night,” Aprjj 
25. Pictures of the Grand Canyon, of a trip to California over 
the Santa Fe, of Rainier and Yellowstone National Parks, and of 
the Bozeman Roundup will be shown. Preceding this program, a 
short business meeting will be held to consider the four resoly- 
tions adopted by the Associated Traffic Clubs of America. 





The Richmond (Va.) Traffic Club met April 14. Dr. Henry 
H. Hibbs, Jr., director of the Richmond School of Social Work 
and Public Health, spoke on the need for public health nurses 
to go into Virginia’s isolated farm lands to care for women and 
children. 





The governing board of the Maritime Association, Boston 
Chamber of Commerce, met, April 14, and elected the following 
to membership in the association: Aberthaw Company, U. §. 
Shipping Board Emergency Fleet Corporation, Henry W. Pea- 
body & Co., Fay, Spofford & Thorndike, Wadsworth, Howland 
& Co., Swift’s New England Interests, Jordan Marsh Company, 
Murray Engineering Company, and Alfred W. Otis. 





The Little Rock Traffic Club held its “Initial Frolic” April 
13, at the Hotel Marion. A formal dinner was followed by a 
dance, after which the members were entertained by a vaude- 
ville and musical program. Over four hundred members and 
guests were in attendance. : 





The Traffic Club of Mansfield, O., met April 7. Donald S. 
Stevens, general superintendent of the Baltimore & Ohio, spoke 
on “The Relation of Railroads to American Industry.” He said 
that railroads stand in the same relation to the country as the 
arteries to the body, and pointed his comparison by saying that 
if the arteries were not healthy, neither was the body. That 
the carriers in the past may have behaved wrongly, he admitted, 
but he said that now they are doing their best and deserve 
punishment no more than a boy who has finally grown up. He 
pointed out that industry in America had developed 100 per cent 
in 18 years. At the same time the country has less miles of 
railroads than 20 years ago, which was not altogether a dis- 


advantage, according to him, since many should never have been 
built. 





The Central Traffic Club, Chicago, held its first annual ban- 
quet in the Central Y. M. C. A. Banquet Hall, April 15. Officers 
were elected as follows: William C. Ebert, president; William 
H. Ruhle, vice-president; Edward Haugh, secretary; Paul C. 
Hoffman, treasurer. 


SHIPPERS’ ADVISORY BOARD 


The Trafic World New York Bureau 


Plans are now under way for the organization of a national 
association to represent shippers throughout the country in 
their ‘relations with the railroads. W. J. L. Banham, general 
chairman of the Atlantic States Shippers’ Advisory Board, said 
that representatives of the nine local advisory boards in various 
parts of the country would problably be asked to meet in Wash: 
ington in June to take up and complete details of. such a body. 
The purpose of the national association would be ‘to perform 
on a larger scale the duties now exercised by the local boards 
and also to engage in more comprehensive research than is 
possible by the smaller groups. 

Among those who are being considered as directors of the 
national board are Secretary of Commerce Hoover, Represent: 
ative Sidney Anderson, of Minnesota, and bankers Charles H. 
Sabin and Paul Warburg. They would act in conjunction with 
the executive committee of the American Railway Association. 

According to present plans, each regional board would be 
requested to send three representatives to the Washington 
conference. This will provide spokesmen for the Northwestern 
region, Minneapolis; Central Western, Omaha; Trans-Missouti- 
Kansas City; Southwestern, Dallas; Southeastern, Birmingham; 
Great Lakes, Toledo; Ohio Valley, Cincinnati; Middle Atlantic 
Coast, New York; Iowa, Illinois and Wisconsin at Chicago. 

Mr. Banham believes the plan will go far toward solving 
problems involving the shippers and the carriers. Concerning 
the results to be expected, he said: “Any questions having to 
do with car service will be finally adjudicated. This board 
is the final court of appeals in all disputes between carriers 
and shippers, and any action they take will be accepted by the 
carriers, under the present agreement.” 

Headquarters of the proposed National Shippers Advisory 
Board would probably be established in Washington. One of 
its duties, as suggested by a railroad man, may be that of gatl 
ering information from shippers in the same manner that the 
American Railway Association now compiles facts for the car 
riers, 
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Ship by Water 


“DIFFERENTIAL RATES” via 


WILLIAMS LINE 


Los Angeles Harbor, San Francisco 


Seattle, Tacoma cand Bellingham 
Baltimore, Norfolk, Philadelphia 


and New York 
FORTNIGHTLY SAILINGS 
Thru bills of lading issued to other Pacific 
Coast Ports, Hawaii and the Far East 
For rates, dates of sailing and other information apply to 
WILLIAMS STEAMSHIP CO., Inc. 
Moore and Water Streets, New York Telephone Bowling Green 7394 


Baltimer e, delphia ? P 
39 cores "nel Blag. 


And at our Branch Offices at ports of call, etc. 











UNITED FRUIT COMPANY 


General Offices: 131 State Street, Boston, Mass. 


Great White Fleet 
Steamship Service <—&> 


Regular Freight Sailings From 
New York, Boston and New Orleans 





Oo 
CUBA COLOMBIA 
Havana Cartagena 
Santiago , Puerto Colombia 


JAMAICA Santa Marta 
Kingston 
Port Antonio COSTA RICA 
Jamaica Outports Port Limon 
CANAL ZONE ALSO 
Cristobal Ports of Guatemala 
PANAMA and British and 
Bocas del Toro Spanish Honduras 


Through Bills of Lading issued via Cristobal to West Coast 
Ports of South America, Central America and Mexico 


Passenger Service from New York, Boston and New Orleans 
Additional Freight Sailings from Philadelphia 
Baltimore, Mobile and Galveston 


For Rates and Other Information Address 


UNITED FRUIT COMPANY 


17 Battery Place Long Wharf 321 St. Charles St. 
New York Boston ew Orleans 
Continental and Commercial Bank Building, Chicago 
Pacific Coast Agents—Huff Shipping Company, San Francisco 


Pittsburgh, Chicago, Il. 
Oliver ag 333 S. Dearborn St. : 








MYNzsN 


MUNSON-McCORMICK LINE 
INTERCOASTAL SERVICE 


Sailings from. ..Baltimore and New York 
S.S. Wm. A. 
McKenney— Apr. 19 — Apr. 23 
S. S. Chas. R. 
McCormick—Apr. 29 — May 3 
DIRECT TO 
LOS ANGELES HARBOR—SAN 
FRANCISCO, PORTLAND AND 
SEATTLE 
Regular and Frequent Sailings Thereafter 
Through Bills of Lading issued to other 


Pacific Coast Ports; Hawaii, Far East and 
British Columbia 


MUNSON STEAMSHIP LINE 
Munson Building, 67 Wall St., New York 
Branch Offices 

"Philadelphia, Mobile, New Orleans 


McCORMICK STEAMSHIP CO. 


GENERAL PACIFIC COAST AGENTS 


fens 


@N}0313) oF Way 
uF Lit L 





DIRECT FREIGHT SERVICE 


Via Panama Canal 


REGULAR SAILINGS 


between 


NEW ORLEANS— MOBILE 
GALVESTON — HOUSTON 


and 
Los Angeles Harbor, San Francisco, Portland, 
Tacoma, Seattle and other Pacific Coast Ports. 


—— aS and Ses OS Be be ney 
Zealand, Dutch Indies, for Transhipment at San 


ee hen Pue Cat Pt Mao, ae, Poe 
Rice, West Central America, South America, Europe 
Rates quoted, bookings and other information furnished upon 
application 


THE STEELE STEAMSHIP LINE, Incorporated 
GENERAL GULF AGENTS 
424 Whitney Central Building, New Orleans, La. 
Steele Bldg. SWAYNE & HOYT, Inc. 18 Moore St. 
Galveston, Tezas 430 Sansome St. 
San Francisco, Cal. 
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RULE 77 REGULATIONS 


The Trafic World Washington Bureau 


With a view to compelling the carriers and their pubishing 
agents to comply actually and not merely in a perfunctory way 
with Rule 77, of Tariff Circular 18-A, the Commission has revised 


that rule, the revised rule being promulgated April 16. The 
changes were made in section (a) on account, as the Commis- 
sion said in its notice to carriers telling them about the 
changes, “of the difficulty shippers were encountering in secur- 
ing the publication of commodity rates in conformity with the 
promise contained in the notations shown on the title pages 
of commodity tariffs.” 

‘ The promise to which the Commission referred is as fol- 
ows: 


Commodity rates not exceeding those from (or to) the next more 
distant point from (or to) which a commodity rate, subject to Rule 
77, is named, either in this or other tariffs lawfully on file with the 
Commission will be established, under this rule, upon one day’s 
notice to the Commission and to the public from (or to) interme- 
diate points. 


Under the rule ag revised that promise is to be carried 
out, by the publication of a rate or rates in conformity with 
the rule (1) within 30 days after receipt of request, written 
or verbal, for the establishment of such rate or rates, accom- 
panied by advice of early prospective shipment from (or to) 
any such intermediate point; (2) Within 30 days after a re- 
sponsible traffic official of the carrier (or the publishing agent) 
obtains knowledge that a shipment has moved or probably 
soon will move from (or to) any such intermediate point.” 

Where Rule 77 is applicable, the revised rule says, and 
it develops that shipments have moved from or to an inter- 
mediate point under a rate higher than that contemporane- 
ously applicable from or to the more distant point, carriers 
will file an application with the Commission, on its special 
docket, for authority to make refund on all such shipments 
to the basis of the rate from or to the more distant point. 
In that way the Commission provides the spirit of the one 
day’s notice promise shall be observed although as a matter 
of printing fact the rate has not been published on the one 
day’s notice. The requirements about publication on_ thirty 
days notice are intended to make an end of dilatoriness ‘on the 
part of carriers and publishing agents in putting off for sixty, 
ninety, or more than 100 days the actual publication of tariffs 
carrying out, in printed form, the promise carried in the rule. 

In section (d) the Commission has taken a step intended 
to do away with a false impression that has been created by 
the language employed by carriers in tariff filed by them to bring 
their rates or fares into harmony with the requirements of the 
fourth section, after the Commission has denied relief. Fre- 
quently the language employed in tariffs: has misled shippers 
to believe that the rates therein published were those pre- 
scribed by the Commission. With a view to preventing any- 
thing of that kind the Commission has made the section in 
question to read as follows: 


(a) When the Commission has denied authority to carriers to 
continue exising departures from the provisions of the amended 
Fourth Section of the Act, but has not prescribed specific rates or 
fares in lieu of those existing, and it becomes necessary for carriers 
to publish arid file rates or fares in full conformity with the pro 
visions of that section, the rates or fares so filed are required by 
the statute and have not been approved by the Commission. Tariffs 
or supplements in which they are published should not indicate that 
they are prescribed by, or are in compliance with, an order of the 
Commission. If desired, however, a clause reading substantially as 
follows may be shown: 

“Issued to bring rates (or fares) into conformity with the pro- 
visions of the Fourth Section of the Interstate Commerce Act fol- 
lowing the issuance by the Interstate Commerce Commission of its 
Fou Section Order No...........  etizrotecty 2 foo Se , denying 
carriers’ application.” 


POSTAL RATES 


Postmaster-General New, in recommendations to Congress 
as to increases in postal rates to raise money to pay higher 
salaries, proposes the following rates on parcel post matter in 
a tentative bill: 


That on and after July 1, 1924, mail matter of the third class 
shall be limited in weight to eight ounces or less, and postage shall 
be paid thereon at the rate of one cent for each two ounces or frac- 
tional part thereof, and all mail matter weighing more than eight 
ounces now embraced in the third class shall thereafter be included 
in the fourth class and shall be subject to the rates of postage and 
other conditions of mailability that apply to fourth class matter: 
Provided, at the written additions permissible under existing law 
on mail matter of the third class shall be permissible on all mail 
matter of the fourth class. 

That such portion of section 8 of the act making appropriations 
for the ge department, and other purposes, for the fiscal year 
ending June 30, 1913, approved August 24, 1912, which prescribes 
the rates of postage on fourth class matter, shall be amended to 
read _as follows: 


That the rate of posta on fourth class matter weighing not 


more than four ounces shall be 1 cent for each ounce or fraction of 
an ounce, 

The rate of nostage on fourth-class matter weighing uS en 

a e 

for delivery on such 


four ounces and not exceedin 


eight ounces when mai 
post office from which a ru 


route starts, 
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route, or mailed at any point on such route for delive 
oy post thereon, or at the office from which the route “stares 


limits, for delivery by carriers from that 

for local delivery, the rate shall be 5 cents; for delivery in 

and second aes 3 5 cents; for delivery in the third zone, 6 cents: 

for delivery in the fourth zone, 7 cents; for delivery in the fifth 

zone, 8 cents; for delivery in the s zone, 9 cents; for delivery 

3 = seventh zone, 11 cents; and for delivery in the eighth zone, 
That on fourth-class matter weighing in excess of ei 


h 
the rate shall be by the t Ounces 


und, as hereinafter provided, the post. 
in all cases to be prepaid by postage stamps. affixed thereto. or sc 
otherwise prescri by re tion of the postmaster general. 

That except as provided in the next preceding graphs postage 
on matter of the fourth class shall be prepaid at the following rates: 
On all matter mailed at the pom office from which a rural route 
starts, for delivery on such route, or mailed at any point on such 
route for delivery at any other point thereon, or at the office from 
which the route starts, or on =“ rural route starting therefrom, 
and on all matter mailed at a ci y carrier office, or at any point 
within its pone f limits, for eu by carriers from that office, 
or at any office for local delivery, 10 cents for the first pound or 
fraction of a pound, and one cent for each additional two pounds 
or fraction thereof. 

For delivery within the first and second zones, except as provided 
in the next preceding Py eee 10 cents for the first pound or 
pg ay ae -. a pound, and 1 cent for each additional pound or fraction 
of a poun 

For delivery within the third zone, 11 cents for the first pound 
or fraction of a pound, and 2 cents for each additional pound or 
fraction of a pound. 

For delivery within the fourth zone 12 cents for the first pound 
or fraction of a pound and 83 cents for each additional pound or 
fraction of a pound up to and including six pounds. 

For delivery within the fifth zone 13 cents for the first pound 
or fraction of a pound and 5 cents for each additional pound or 
fraction of a pound up to and including six pounds. 

For delivery within the sixth zone, 14 cents for the first pound 
or fraction of a pound and 7 cents for each additional pound or frac- 
tion of a pound up to and including six pounds. 

For delivery within the seventh zone, 15 cents for the first pound 
or fraction of a pound and 9 cents for each additional pound or 
fraction of a pound up to and including five pounds. 

For delivery within the eighth zone and between the Philippine 
Islands and any portion of the United States, including the District 
of Columbia and the several territories and possessions, 16 cents for 
the first pound or fraction of a pound and 11 cents for each additional 
pound or fraction. of a pound up to and including five pounds: Pro- 
vided, That nothing herein shall be constru as requiring any 
changes in existing rates for weights in excess of six pounds for 
delivery within the fourth, fifth and sixth zones, or weights in excess 
of five pounds for delivery within the seventh and eighth zones: 
Provided, That books, seeds, cutting, bulbs; roots, scions, and plants 
weighing eight ounces or less shall be carried in the mails for delivery 
in all zones at the rates of postage now provided by law and by regu-’ 
lation of the postmaster general. ; ; 

That the fee for insurance shall be § cents for indemnification 
not to exceed $5, and 7 cents for indemnification not to exceed $25: 
Provided, That whenever the sender of an insured article of mail 
matter shall so request and upon payment of a fee of 1 cent, a re- 
ceipt may be taken on the delivery of such insured mail matter, 
showing to whom and when the same was delivered, which shall be 
returned to the sender: Provided further, That the fee for collect-on- 
delivery service shall be 12 cents for collections not exceeding $10 
and 15 cents for collections not exceeding $50: Provided further, That 
the provisions of section 8 of the act of August 24, 1912 (Thirty- 
seventh Statutes at Large, page 557), with respect to the insurance 
and collect-on-delive services, and the provisions of section 6 of 
the act of July 28, 1916 (Thirty-ninth Statutes at Large, page 431) 
are hereby continued in force. 


NO P. R. R.-N. & W. APPLICATION 


The Trafic World Washington Bureau 


The Commission has not received an application by the 
Pennsylvania and the Norfolk & Western jointly or separately, 
asking permission to make any kind of a combination of those 
properties, either by consolidation or an arrangement less ‘han 
consolidation. Reports from New York that the owners of the 
two properties are making plans on that line are without con- 
firmation at the Commission’s office. - 

Only one thing has come under the notice of any one con- 
nected with the Commission indicating that possibly there 
is something of that kind in the wind. That was a communi- 
cation from Governor Cornwell, of West Virginia, of counsel 
for the Baltimore & Ohio, suggesting an intervention in the 
railroad consolidation case because he had in interest in the 
proposed merging of the Pennsylvania and the Norfolk & West- 
ern. He was advised that the consolidation case was closed 
and that, inasmuch as the Baltimore & Ohio was a party to 
that proceeding, and inasmuch as there was testimony in the 
record by both the Pennsylvania and the Norfolk & Western, 
he was at liberty to comment on it. 

A further suggestion was that the plans now said to be 
under consideration, if and when placed before the Commission, 
would receive a distinct and separate finance docket number 
and all parties believing themselves interested would have 
opportunity to be heard. The notice in effect was that Mr. 
Cornwell should await until some application had been made 
before asking for permission to intervene. 


CHANGE IN DOCKET 


Hearing in No. 14784, Fibercraft} Chair Company vs. Aber- 
deen & Rockfish R. R. et al., and portions of fourth section 
applications Nos. 703 and 1548, filed by A. C. L. R. R. and 
Southern Ry., respectively, concerning rates on furniture from 
N. C. points to Georgia and Florida, assigned for April 16, at 
Columbia, S, C., was canceled. 
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MEMPHIS 


TENNESSEE 


The South’s Most Centrally Located 
Distributing Center 








The Home of the World’s Largest Cotton 
Warehouses, operating departments for the 


STORAGE 


of General Merchandise, Automobiles and 


Pool Car Distribution 


This fac simile letter shows the character of service we give our patrons 






Address all correspondence to the Company 


<<a 
' TERS Re ee 
a ae 


' “Pillsbury’s A’ Largest Flour Mill in the World 


Pillsbury Flour Mills Com 
Minneapolis,Minn.U.S.A. — 


MEMPHIS, TENN., March 6, 1924. 


Memphis Terminal Corporation, 

15th Flecy Central Bank Building, at 

Memphis, Tennessee @ South tel Serene 
Telephone Main 7914 


Gentlemen:- Box 1334 





H. L. DOUTY, Manager 
MEMPHIS BRANCH 

















Attention Mr. L. E. M ht Traffic Mer. 










We wish to thank you for the excellent service 
your Company has given us-since u have been handling 
our flair and: other products. e haven't had any 
seep cn, age a have had many compliments 

m our customers rega: g the promptness with 
which you handle our deliveries. 

















The writer has been with the Pillsbury Flour 
Mills Company for over fifteen years and I can frankly 
state that you are keeping our stock of products in 
& neater and more sanitary condition. than any stock 
of flour it has been the writer's pleasure to examine. 




















Thanking you and your associates for your ma 
courtesies, we are ‘ : = 





Very truly yours, 


MemphisTerminal Corporation 


General Offices 
15th Floor Central Bank Building 


Member: American Warehousemen’s Association 
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New York-Baltimore-Norfolk- 
Pacific Coast Ports 


VIA PANAMA CANAL 
PASSENGER AND FREIGHT SERVICE 


WESTBOUND SAILINGS 
Baltimore NewYork Norfolk 
SANTA OLIVIA ...... Apr. 21 Apr. 24 Apr. 26 
*COLOMBIA ........ Apr. 25 May 2 May 3 
RII «sie nc wos May 3 May 8 May 10 
SANTA MALTA...... May 10 May 15 May 17 


THEREAFTER EVERY WEEK 
EASTBOUND SAILINGS 
San Francisco Los Angeles 
SANTA ROSA ...... Apr. 23 = Apr. 25 
*ECUADOR......... May 13. May 15. 
SANTA PAULA .... May 15 May 17 


THEREAFTER EVERY WEEK 
*Calling at Manzanillo, San Jose de Guatemala, La Libertad, 
to, Canal | Havana (Eastbound), Baltimore (East- 
» Norfolk New York. 
FARES, to Los Angeles or San Francisco, FIRST CLASS, $250 and up 


PANAMA SERVICE 
Between San Francisco, Los Angeles, Mexico, Central America and Canal Zone 
S.S. SAN JUAN sails from San Francisco April 26 


and sailings about every 22 days thereafter 


PACIFIC MAIL S. S. COMPANY 


10 Hanover Square, New York 508 California St., San Francisco 
605 Central Blidg., Los Angeles, Calif. 


Seattl Hoge Building Norfolk Southgate Fwd. & Stg 
attle............... Hoge Building Norfolk..... ate * . 
Baltimore....... Equitatle Building Cleveland...... 630 Engineers Bidg. 
Pittsburgh. 410 State Theatre Bldg. Chicago........ 142 So. Clark Street 


Dollar Line 


The magnificent new fast PASSENGER 
and CARGO Steamship 


“PRESIDENT HAYES” 


Sails from NEW YORK, May 1, 1924 
(and a sister ship every fourteen days thereafter) to the ports of 
Los Angeles Honolulu Shanghai Manila Penang . 
San Francisco Kobe Hong Kong Singapore Colombo 


“S$. S. PRESIDENT VAN BUREN” 


Sails from SAN FRANCISCO, May 10, 1924 
(and a sister ship every fourteen days thereafter) to the ports of 
Honolulu Shanghai Manila Penang 
Kobe Hong Kong Singapore Colombo 
Direct Sailings also to Java Ports 


THROUGH BILLS OF LADING—For the convenience of Exporters and Importers, 
throuuh bills of lading will be issued at point of shipment from all interior points 
in the United States and Canada to Foreign ports and from foreign ports to interior 
destinations in the United States and Canada, via New York, ton, San Fran- 
cisco or Vancouver. 


Dependable Service 


Regular Sailings 


For all information’as to rates and space, apply to any of offices named below. 


DOLLAR STEAMSHIP LINE 


Unsurpassed Facilities 


NEW YORK CITY 
15 Moore Street 


CHICAGO, ILL. 
112 W. Adams St., Cent. 0906 


SAN FRANCISCO.... 
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SEABOARD TO LEASE FLORIDA LINE 


The Trafic World New York Bureau 


S. Davies Warfield, chairman of the Seaboard Air Line, 
announced last week that his road would lease the proposed 
Florida Western & Northern Railroad, when constructed. This 
line, the only one across the southern part of Florida, will be 
235 miles long and will constitute the only large rail project 


undertaken in recent years if the Commission permits its con- 
struction. 


At present the only route to the east coast resorts is by 
way of the Florida East Coast Railway, while the proposed 
line, from Tampa to West Palm Beach, would enable passen- 
gers to reach the resorts by the Seaboard & Coleman, where 
the Seaboard junction with the new line will be made. 

Mr. Warfield said that only eight per cent of the Florida 
territory was row being developed, and that 4,000,000 acres 
in the Everglades would form the richest soil in the nation. 
Only by expansion of railroad facilities, he added, would the 
the resources of the South be tapped. He said that $10,000,000 
has already been spent in draining the Everglades, and the 
work is nearing completion. 


Washington, April 16.—In its application to the Commis- 
sion for a certificate, the Florida Western & Northern said 
the new line might be operated by the Seaboard under lease 
or other arrangement. It said that W. R. Bonsal held the 
option on the stock and that if the Seaboard leased the property 
it would require Mr. Bonsal to turn the stock over to it. Mr. 
Bonsal is a vice president of the Seaboard. Forney Johnston, 
general counsel for the Seaboard has conducted correspondence 
with the Commission in connection with questionnaires to be 
filled out by the Seaboard and the applicant in which he has 
tried to have the Seaboard given the same amount of time 
for answering questions as given to the applicant, as if they 
were working concurrently on the matter. 

The Commission has asked if the applicant has done any 
construction work on the project and Mr. Johnston has prom- 
ised to find eut. He said he thought only preliminary work 
had been done and that he was satisfied the applicant had 
no intention to disregard the law or rules pertaining to appli- 
cations for certificates of convenience and necessity. 

No hearing had been set at the time this was written, at 
which opposition from the Florida East Coast and the Atlantic 
Coast Line, if any, could be made formally. Floridans inter- 
ested in the project expect them to oppose the construction 
of a new line. 


COAL PRODUCTION AND SHIPMENT 


“The production of soft coal was marked by a sharp de- 
cline in the week ended April 5,” the Geological Survey says in 
its current coal report which, in part, follows: 


The total output is estimated at 6,814,000 net tons, a decrease 
of 2,004,000 tons, or 25 per cent. The decrease was due in part to 
the wide observance in union districts of the eight-hour day holiday, 
and in part to a widespread slackening of demand. This is the 
lowest figure of production for eight-hour day week on record, ex- 
cept for that in 1921, when the industry was in a state of profound, 
depression. 

It is estimated that April 1 counted as about 50 per cent of 
a normal Tuesday. On the basis of a 5.5 day week the average 
daily output was 1,238,000 tons, against 1,470,000 in the week before, 
and 1,777,000 tons in the eet eg | week of 1923. The average 
daily production in 1924 is now at a lower level than in any other 
year shown except in 1921 and during the strike of 1922. In fact, it 
is lower than at any other time on record, except in the years men- 
tioned and during the strike late in 1919. 

Practically complete cessation of work at the anthracite mines 
on April 1—eight-hour day—was responsible for a_sharp decline in 
production in the week ended April 5. The total output is esti- 
mated at 1,548,000 net tons, a decrease of 394,000 tons, or more than 
90 per cent. In the corresponding week of 1923, production dropped 
from 2,008,000 tons to 1,602,000 tons. 

There was a sharp decline in the all-rail movement of bituminous 
coal into eastern New York and New England in the week ended 
April 5. According to the carriers’ reports to the American Railway 
Association 2,034 cars were forwarded against 3,065 cars in the 
preceding week. This was a decrease of 1,031 cars, or nearly 34 per 
cent. It is not yet clear whether this decrease was due principally to 
the observance at the union mines of the eight-hour holiday or to 
a general curtailment in the New England movement. The quantity 
of anthracite forwarded declined from 3,081 to 2,999 cars, an in- 
significant decrease when compared with that of bituminous coal. 

The total amount of bituminous coal forwarded during 1924 to 
date now stands at 43,499 cars, or 357 cars less than in the similar 
period of 1923. Cumulative anthracite shipments in the same period 
—43,879 cars—are 17 per cent behind those a year ago. 

Dumpings of bituminous coal over the piers at Hampton Roads 
declined to 308,823 net tons in the week ended April 5. This was 
a decrease of 49,030 tons, or 14 per cent. The decrease was shared 
by all types of dumpings except those for bunkers to New England, 
which increased slightly. In the corresponding week of 1923 dumpings 
totaled 373,955 tons. 

Tidewater shipments of soft coal remained practically unchanged 
in March. The total quantity dumped over the piers at the Atlantic 
coal ports was 2,992,322 net tons, as against 2,950,000 tons in February. 
A decrease of approximately 132,000 tons in exports and bunker coal 
was more than offset by increases in dumpings for New England, 
inside capes, and other coastwise ports. 

Cumulative dumpings during the first quarter of 1924 totaled 
8,801,887 net tons, a decrease, when compared with the first quarter 
of 1928, of 409,756 tons, or 4.4 per cent. Excepting only 1921, this 
was the smallest quantity dumped in such periods during the past five 
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years. The principal factors in the decline were decreases of 13 
cent and 12 per scent, respectively, in shipments to New England and 
other tonnage.” Exports were approximately twice those in 19 
and 1922, and less than half of those in 1921 and 1920. In 1921, forej 
demand was stimulated by the British miners’ strike and in 1920 ty 

urgent demand created by the industrial revival in Europe. 


C. OF C. CONVENTION 


: The results of the transportation referendum, which will 
bring to a focus the business opinion of the country on the 
problems and policy involved in the establishment of a national 
transportation system, will be announced at the forthcomi 
annual meeting of the Chamber of Commerce of the United 
States, at Cleveland, May 6 to 8. 

The referendum report, dealing with a variety of current 
questions, including railroad consolidation, railroad rate reaq. 
justment, terminal consolidation, store-door delivery and ¢: 
ordination of rail and water service, will constitute one of the 
principal topics of discussion at the special transportation group 
meeting under the auspices of the Department of Transports. 
tion of the National Chamber. The major subjects to be cop. 
sidered at the general sessions of the convention are “Business 
and Agriculture,” “European Readjustment,” and “The Respongi- 
bility and Integrity of Business.” 

Rail and motor transport, the postal service, and the mer 
chant marine are all on the program for the transportation group 
meeting, over which Carl R. Gray, president of the Union Py. 
cific, will preside. 

Cooperation between shippers and carriers in meeting the 
fluctuation demands of traffic, an outline of fhe work of the 
regional advisory boards of the American Railway Association, 
will be discussed by H. G. Taylor, president of the National As. 
sociation of Railroad and Utilities Commissioners, Lincoln, Neb, 
George W. Graham, president of the Chandler Motor Company, 
will speak on “Recent Developments in Highway Transport,” 
giving a survey of widening activities in the motor field. 

Conditions in the postal service, which in many of the larger 
cities have become serious because of the relatively inadequate 
pay of postal employes, will be brought to the attention of the 
group meeting in the report of the Postal Service Committe 
of the National Chamber, which will be submitted by its chair. 
man, Lucius Teter, president of. the Chicago Trust Company. 
Paul Henderson, second assistant postmaster-general, will dis 
cuss “Recent Developments.in the Postal Service” and the per- 
sonnel situation will be dealt with by Harold H. Emmons, 
president of the Board of Commerce of} Detroit. 


Principles,geverning the establishment of ocean trade routes 
and the relation of inland rail rates to ocean transportation 
will be given consideration at the group meeting. : 


INTERLOCKING DIRECTORATES, ETC. 


Frank G. Maus has been authorized to hold the position of 
director of the Massillon & Cleveland Railroad Company and 
Massillon & Little Beaver Railroad Company in addition to hol- 
ing a directorship and/or any other office with the Akron & 
Barberton Belt Railroad Company and numerous other lines. 

Orin H. McCarty has been authorized to hold the office of 
vice-president of the Union Terminal Company (Dallas, Texas) 
in addition to various positions previously authorized. 

Raymond D. Starbuck has been authorized to hold the pos: 
tions of assistant vice-president of the New York Central Rail 
road Company and director of the Cherry Tree & Dixonville 
Railroad Company in addition to holding a directorship and/o 
any other office with the Addison Railroad Company and others. 

Benjamin Campbell has been permitted to hold the office 
of director of the Harlem River & Port Chester Railroad Com 
pany in addition to other positions previously authorized. 

Robert M. Huber has been authorized to hold the positions 
of director and real estate agent of the Southern Pennsylvamia 
Railway & Mining Company and director of the Cumberland 
Valley & Martinsburg Railroad Company in addition to holding 
directorship and/or any other office or offices with the Akron & 
Barberton Belt Railroad Company and numerous other lines. 

Charles M. Kittle has been authorized to hold the position 
of director of the Central of Georgia Railway Company in addi 
tion to various other positions previously authorized. 

Messrs. A. J. County and Theodore W. Reath have beél 
authorized to hold the positions of director with the Norfolk 
& Western Railway Company in addition to various other pos 
tions previously authorized. . 


James E. Hutchison has been authorized to hold the pot 
tions of vice-president and director of the Birmingham 
Railroad Company and director of the Union Terminal Compal! 
(Dallas, Tex.), in addition to various positions previously # 
thorized. . 


W. J. Kelleher has been authorized to hold the positions af 
purchasing agent of the Alabama & Vicksburg Railway Compal! 
and of the Vicksburg, Shreveport & Pacific Railway Company 
addition to holding a directorship and/or any other office # 
offices with each of the above named carriers. 
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‘TRAFFIC CLUBS 


(The following list of traffic clubs will be published from time 
to time. We ask that readers notify us of any errors or of any 
changes or additions of which they have any knowledge.) 


Akron, O.—Traffic Study Club of Akron. H. L. Sovacool, 
Pres.; J. J. King, Secy. 

Akron (0O.) Traffic Association. 
H. L. Sovacool, Secy. 

Atlanta—tTraffic Club of Atlanta. J. W. White, 
T. B. Curtis, Secy.-Treas. 

Augusta (Ga.) Traffic Club. R. B. Arthur, Pres.; E. R. John- 
son, Secy. 

Baltimore—Traffic Club of Baltimore. H. A. Thoman, Pres.; 
C. C. Kailer, Secy. 

Battle Creek (Mich.) Traffic Club. E. C. Nettels, Pres.; 
Eugene Wallace, Secy.-Treas. 

Birmingham (Ala.) Traffic and Transportation Club. G. H. 
Wilcox, Pres.; W. G. Kidd, Secy. 

Boston, Mass.—The Association of Railway and Steamboat 
Agents of Boston. G. W. Hammond, Pres.; W. M. Macomber, 
Secy.-Treas. 

Brooklyn—tTraffic Club of Brooklyn, Chamber of Commerce. 
R. D. Simons, Pres.; F. E. Grace, Secy.-Treas. 

Buffalo—Industrial Traffic Club of the Niagara Frontier. 
H. H. Marsales, Pres.; H. J. Bryant, Secy. 

Buffalo Transportation Club. W. S. Randolph, Pres.; M. B. 
Mason, Secy. and Treas. 

Canton, O.—Stark County, Ohio, Traffic Club. A, J. Burns, 
Pres.; M. L. Underwood, Secy. 

. Chicago Traffic Club. G. A. Blair, Pres.; H. E. Mac Niven, 
ecy. 

Cincinnati—Traffic Club of the Chamber of Commerce. R., E. 
Smith, Chairman; C. G. Fredericks, Secy. . 

. Cleveland Traffic Club. F. P. Barr, Pres.; R. A. Morman, 
ec 


H. J. Zimmerman, Pres.; 


Pres.; 


y. 
Cortland, N. Y.—Industrial Traffic Club of Cortland. H. B. 
Darling, Chairman; P. F. McManus, Secy. 

Dayton, O.—Miami Valley Traffic Club. R. B. Mann, Pres.; 
M. T. Otto, Secy.-Treas. 
7 Dallas Traffic Club. Julian Nance, Pres.; A. J. Stone, Secy.- 
reas. 

Decatur (Ill.) Transportation Club. T. C. Burwell, Pres.; 
M. M. Cooper, Secy. 


j Des Moines Traffic Club. W. I. Laird, Pres.; E. J. Heck, 
ecy. 


Denver Traffic Club. J. C. North, Pres.; C. B. Rader, Secy. 
and Treas. 

Denver Commercial Traffic Club. A. W. Kirkpatrick, Pres.; 
C. J. Hotchkiss, Secy.-Treas. 

Detroit Transportation Club. P. G. Findlay, Pres.; G. W. 
Musson, Secy. 


Elmira (N. Y.) Traffic Club. L. T. Barnes, Pres.; M. J. Wil- 
son, Secy.-Treas. 

El Paso Traffic Club. B. F. Littleton, Pres.; C. W. Water- 
man, Secy.-Treas. 

Erie Traffic Club. F. L. Talcott, Pres.; M. W. Bismann, Secy, 

Evansville (Ind.) Transportation Club. H. P. Cornick, Pres.; 
W. H. Orr, Secy.-Treas. 

Flint (Mich.) Transportation Club. 
H. A. Griggs, Secy. 

Fort Wayne, Ind.—Traffic Transportation and Waterways 
Bureau of the Chamber of Commerce. V. W. Davies, Chairman; 
J. A. Curtin, Vice-Chairman. 

Fort Worth Traffic Club. F. G. Abbey, Pres.; I. S. McCon- 
nell, Secy. 

Franklin, Pa.—Oil City-Franklin Traffic Club. H. C. Filson, 
Pres.; L. A. Martin, Secy. 

Freeport, Ill—Greater Freeport Traffic Club. W. H. Jenner, 
Pres.; F. F. Pepperdine, Secy. 

Grand Rapids Traffic Club. M. G. Koon, Pres.; W. H. Cow- 
din, Secy. 

Hartford Traffic Association of Hartford (Conn.) and Vi- 
cinity. W. P. Price, Pres.; O. R. Peterson, Secy. and Treas. 

s Houston Traffic Club. S. G. Reed, Pres.; A. R. Canfield, 
ecy. R 

Indianapolis—The Traffic Club of Indianapolis. F. A. Doeb- 

ber, Pres.; S. C. Farrington, Secy. 

Jackson (Mich.) Transportation Club. J. J. Lynch, Pres.; 
J.C. Holzworth, Secy. 

Jacksonville Traffic Club. E. C. Hulett, Pres.; R. F. Swice- 
good, Secy. 

Jamestown, N. Y.—Traffic Club of the Jamestown Chamber 
of Commerce. Archie Turk, Pres.; G. L. Hilliard, Secy. 

Jersey City Traffic Club. Warren Gordon, Pres.; J. J. Cul- 
lington, Secy. 

Kalamazoo Traffic Club. G. E. Hazen, Pres.; C. H. Wins- 
low, Secy. 

Kansas: City Traffic Club. L. E. Ayer, Peter J. 
Rose, Secy.-Treas. 


Lansing (Mich.) Traffic Club. W. G, Davis, Pres.; C. V. 
Colvin, Secy. 


L. F. Burchart, Pres.; 


Pres.; 
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Little Rock (Ark.) Traffic Club. R. M. McWilliams, Pres. 
C. B. Bowling, Secy. and Treas. : 

Los Angeles Transportation Club. O. A. Smith, Pres.; L, g 
Wilson, Secy.-Treas. 

Louisville Transportation Club. A. M. Stevens, Pres.; W. T 
Vandenburg, Secy. : 

Mansfield (O.) Traffic Managers’ Division of the Manufac. 
turers’ Club. C. K. Smaltz, Chairman; W. T. Leonard, Secy, 
. Marion (0.) Traffic Club. W. R. Aukland, Pres.; S. D. Ross, 

ecy. 
‘ Memphis Traffic Club. J. B. McGinnis, Pres.; H. H. Schutt, 
ecy. 

Milwaukee Traffic Club. F. C. Bryan, Pres.; A. C. Uecke, 
Secy. and Treas. 

Minneapolis Traffic Club. A. A. D. Rahn, Pres.; W. W. Gib. 
son, Secy. 

Nashville, Tenn.—The Traffic Club of Nashville. R. D. Her. 
bert, Pres.; Earl Roach, Secy. 

Newark Traffic Club. E. F. Neagle, Pres.; R. W. Tims, Secy, 

New England Traffic Club, Boston. A. P. Russell, Pres,; 
P. L. Stuart, Secy. 
New York Traffic Club. P. M. Ripley, Pres.; C. A. Swope, 
Secy. 

New York, N. Y. Traffic Club of the Queensboro Chamber 
of Commerce. E. J. Tarof, Pres.; P. W. Moore, Secy. 

New York Traffic Forum. E. H. Mayerhofer, Pres.; B. H, 
Thome, Secy. 

New York, N. Y.—American Commerce Association Traffic 
Club. S. E. Hughes, Pres.; F. N. Tillier, Secy. 

New York, N. Y.—Railway and Steamship Traffic Associa- 
tion. N. E. H. Allen, Pres.; H. V. Ferrer, Secy. 

Norfolk and Portsmouth (Va.) Traffic Club. J. C. Nelms, 
Pres.; E. EB. Ellis, Secy. 

Oklahoma City Traffic Club. L. W. Price, Pres.; L, M. 
Voss, Secy.-Treas. 

Paris (Tex.) Traffic Club. J. K. Dirmeyer, Pres.; C. E. Cox, 
Secy.-Treas. 

Pensacola (Fla.) Traffic Club. R. K. Wallace, Pres.; P. W. 
Reed, Secy. 

Peoria Transportation Club. O. F. Becker, Pres.; O. B. Eddy, 
Secy.-Treas. 

Philadelphia Traffic Club. R. C. Smith, Pres.; W. H. Mont- 
gomery, Secy. 


Philadelphia—Commercial Traffic Managers of Philadelphia, 
C. A. Bamberger, Pres.; 'T. Noel Butler, Secy. 

Philadelphia—Philatra Traffic Association. 
Pres.; C. H. Beard, Secy. 
Pittsburgh Traffic Club. J. M. Morris, Pres.; A. H. Orr, 
Secy. 

Pittsburgh, The Traffic and Transportation Association of. 
H. A. Dietz, Pres.; E. J. Siemon, Secy. 

Port Huron, Mich—St. Clair River District Transportation 
Club. W. H. Markle, Pres.; C. D. Tuer, Secy. 

Portland (Ore.) Industrial Traffic Club. Walter Rose, Pres.; 
Frank Kensinger, Secy. 

Portland (Ore.) Transportation Club. H. H. Keck, Pres.; 
F. O. Curtis, Secy.-Treas. 

Providence, R. I—Traffic Club of the Providence Chamber 
of Commerce. A. EB. Paddock, Chairman; E. C. Southwich, Secy. 

Richmond (Va.) Traffic Club. R. P. Saunders, Pres.; R. A. 
Saunders, Secy. 

Rochester, N. Y.—Traffic Council of the Rochester Chamber 
of Commerce. W. H. Hartwig, Chairman; F. W. Burton, Secy. 

St. Louis Traffic Club.. B, H. Daily, Pres.; S. E. Wilson, 
Secy. 

St. Paul Transportation Club. C. E. Elmquist, Pres.; C. A 

Liggett, Secy. 

San Antonio (Tex.) Traffic Club. Wallace Carnahan, Jr. 
Pres.; R. L. Gohmert, Secy.-Treas. 

San Francisco Transportation Club. J. C. Rohlfe, Pres.; 
H. G. Iiderton, Secy. 

San Francisco—Pacific Traffic Association. 
Pres.; J. H. Todd, Secy. 

Seattle Transportation Club. R. C. Johnston, Pres.; 
Currie, Secy.-Treas. 

Seattle Transportation Club. Alpheus Byers, Pres.; R. A. 
Nichols, Secy.-Treas. 

Shreveport (La.) Traffic Club. J. N. Campbell, Pres.; H. L 
Viser, Secy. 

Sioux City Traffic Club. T. A. Lewis, Pres.; 
Secy.-Treas. 

Springfield (Mass.) Traffic Club. H. A. Noble, Pres.; B. A. 
Hapgood, Secy.-Treas. 

Spokane Transportation Club. E. L. Cardle, Pres.; F. J 
Greene, Secy.-Treas. 

Stark County (Ohio) Traffic Club. T. B. Ray, Pres.; L. D: 
Ellis, Secy. 

Syracuse Traffic Club. N. D. Chapin, Pres.; 
Secy. ; 
"Toledo Transportation Club. L. G. Macomber, Pres.; W. 4 
Chisholm, Secy. 


J. C. Moffett, 


W. O. Banks, 
AR 


O. Tronvold, 


F. M. Varaly 
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PORT OF NEWPORT NEWS, VIRGINIA 


BUFFALO 


CHICAGO 
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PEORIA 
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The port of Newport News is the natural port for export, import and coastal traffic to and from the 
central and middle west. Lowest inland and ocean rates. Through bills of lading issued. Unexcelled 
terminal facilities for economical and protective handling for all character of traffic. First-class 
covered storage at minimum charge and insurance. Full cargoes solicited. Million bushel grain Eleva- 
tor. Steamship services to Europe, Central and South America, West Indies, Far East and the 
Pacific Coast. Also New York, Boston and Providence. No lighterage or impediments to navigation. 
Let us serve you! Illustrated booklet on request. 


Address Chamber of Commerce, Newport News, Va., Mr. W. L. Divine, Foreign Freight Agent, C. & O. Ry., 299 
Broadway, New York City, R. H. Vaughan, A. G. F. A., Cincinnati, Ohio, or any C. & O. Railway representative. 
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Trenton (N. J.) Traffic Club. J. G. Brady, Pres.; G. EB. 
Mace, Secy. 


Troy, N. Y.—The Traffic Club, Inc., of Troy. W. J. Cipperly, 
Pres.; G. 8S. Glass, Secy. 


Tulsa, Okla.—Transportation Club of Tulsa. E. C. Kitching, 
Pres.; R. R. Trimble, Secy. 
Utica (N. Y.) Traffic Club. R. F. King, Pres.; C. E. Dar- 
rigrand, Secy. and Treas. 
. Waco Traffic Club. R. L. Goebel, Pres.; J. D. Hughett, Secy,- 
reas. 


Washington Traffic Club. O. B. George, Pres.; R. F. Rich- 
ardson, Secy. 


Wheeling (W. Va.) Traffic Club. C. W. Henry, Pres.; P. M. 
Neigh, Secy. 


Wichita Falls (Tex.) Traffic Club. A. A. Spencer, Pres.; 
J. W. Chatham, Jr., Secy.-Treas. 


. Wichita Traffic Club. F. E. Walling, Pres.; K. C. Parkhurst, 
Sec 


y. 
Windsor, Ontario, Can.—Border Cities Transportation Club. 
D. J. Bourke, Pres.; E. H. Cooper, Secy.-Treas. 


Worcester (Mass.) Traffic Association. F. A. Champagne, 
Pres.; J. H. Lane, Secy. 


York (Pa.) Traffic Club. S. B. Drenning, Pres.; G. E. Gart- 
man, Secy. 


Youngstown (Ohio) Traffic Club. 
P. B. Wait, Secy.-Treas. 


JOINT ISSUING TARIFF AGENTS 


Following is a list of tariff publishing agents, compiled from the 
files of the Interstate Commerce Commission. It will be published 
from time to time and subscribers are requested to inform us of any 
inaccuracies or omissions noticed by them. The fact that a name is 
shown in this list does not necessarily indicate that the agent bearing 
that name is active, or even still living, but merely that there has 
never been occasion to reissue the tariff, 

The agents have been classified according to the types of pub- 
lications or the association they represent. he names of some of 
these agents could be placed in several of these groups. This has 
been avoided and their names appear only under the group in which 
they are most frequently associated. 


CLASSIFICATIONS: 
Official Classification Committee, F. W. Smith, New York, 
Y 


C. P. Fairbanks, Pres.; 


Southern Classification Committee, E. H. Dulaney, Atlanta, 
Ga. 

Western Classification Committee, R. C. Fyfe, Chicago, Ill. 
MAJOR FREIGHT ASSOCIATIONS: 

Atlanta Freight Tariff Bureau (S. E. Frt. Assn.), J. H. 
Glenn, Atlanta, Ga. 

Canadian Freight Association (Eastern), G. C. Ransom, 
Montreal, Que. 

Canadian Freight Association (Western), F. W. Thompson, 
Winnipeg, Man. 

Central Freight Association Tariff Bureau, B. T. Jones, 
Chicago, IIl. 

Eastern Freight Tariff Bureau (N. E. & T. L.), H. Wilson, 
New York, N. Y. 

Louisville Freight Tariff Bureau (S. E. Miss. V. Assn.), 
F. L. Speiden, Louisville, Ky. 

New England Freight Association Tariff Bureau, N. W. 
Hawkes, Boston, Mass. 

North Pacific Coast Freight Tariff Bureau, S. J. Henry, 
Seattle, Wash. 

aes Freight Tariff Bureau, F. W. Gomph, San Francisco, 
Calif. 

Southwestern Freight Bureau, F. A. Leland, St. Louis, Mo. 

Transcontinental Freight Bureau, R. H. Countiss, Chicago, Ill. 

Trunk Line Tariff Bureau, H. Wilson, New York, N. Y. 

Western Trunk Line Committee, BE. B. Boyd, Chicago, Ill. 
MINOR FREIGHT ASSOCIATIONS: 

Colorado and New Mexico Freight Bureau, H. A, Johnson, 
Denver, Colo. 

Colorado-Utah Freight Bureau, Fred Wild, Jr., Denver, Colo. 

Illinois Freight Association, C. W. Galligan, Chicago, Ill. 

New Orleans Freight Tariff Bureau (Gulf ports), W. P. 
Emerson, New Orleans, La. 

Richmond Freight Tariff Bureau (Associated Railways of 
Virginia and the Carolinas), J. J. Cottrell, Richmond, Va. 

Texas-Louisiana Freight Tariff Bureau (Texas F. T. B.), 
A. C. Fonda, Dallas, Tex. 

Utah Freight Bureau, J. A. Reeves, Salt Lake City, Utah. 


Virginia Lines (Virginia ports and cities), A. P. Gilbert, 
Richmond, Va. 


LOCAL (SWITCHING AND TERMINAL TARIFFS): 

Chicago Standing Switching Committee, L. A. Lowrey, Chi- 
cago, Il. 

Nashville Terminals, L. G. Waldrop, Nashville, Tenn. 

New York Dock, T. C. Morrison, Brooklyn, N. Y. 

Oregon, M. C. Strawn, Portland, Ore. 

Wood River District Lines, H. G. Powell, Alton, II. 
RAILWAY AND FAST FREIGHT DISPATCH LINES (BILLING 

BOOK; INDEX; SWITCHING AND TERMINAL TARIFFS): 
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Blue Ridge Despatch (C. & O. Ry.), R. H. Vaughan, Cip 
cinnati, O. 

Continental Line, Central State Dispatch (B. & O. R. R.) 
A. M. Schubert, Cincinnati, O. 
Empire Line (N. Y. C. R. R.), M. S. O’Connor, Cleveland, 9, 
Kanawha Dispatch (C. & O. Ry.), T. Lewis, Cincinnati, 9, 
Lackawanna Fast Freight Lines (L. S.-L. L.), (M. C-L. L) 
M.-L. L.), Nat. Duke, New York, N. Y. 
Lehigh Valley Route (eastbound), (L.S.-L. V.), (M. C.-L. V) 
(P. M.-L. V.), T. Clem Beck, New York, N. Y. 

Louisiana Lines (S. P. Ry.), Chas. S. Fay, New Orleans, La. 

Merchants Despatch (N. Y. C, R. R.), (N. Y. C. R. Rg 
W.S. R. R.), (Can. Sou.), M. S. O’ Connor, Cleveland, O. 

Monongahela Railway Co. & P. C. & Y. Ry., H. C. Nut 
Pittsburgh, Pa. 

Ontario Central Despatch (M. C. R. R.), J. B. Stewart, New 
York, N. Y. 

Pennsylvania System (Index), R. H. Smith, Pittsburgh, Pa, 

Star Union Line (Basing & Billing Book), R. H. Smith, 
Pittsburgh, Pa. 

MISCELLANEOUS PUBLICATIONS: 

American Short Line Railroads (Reconsigning and Diver. 
sion Rules; also Weighing and Reweighing of Carload Freight 
Rules for Certain Short Line Railroads), B. H. Henshall, Wash. 
ington, D. C. 

Canadian Car Demurrage Rules, W. J. Collins, Montreal, Que. 

Central Electric Traffic Association, L. E. Earlywine, Indi- 
anapolis, Ind. 

Coal Tariffs (Ohio and Pennsylvania), F. V. Davis, Colun- 
bus, O. 

Electric Package Agency, J. Jordan, Cleveland, O. 

Explosives and Dangerous Articles, B. W. Dunn, New York, 
N. Y. 

National Perishable Freight Committee, R, C. Dearborn, 
Chicago, Ill. 

Official Freight Directory of Tariffs, G. B. Guthrie, Wash- 
ington, D. C. 

Pacific Car Demurrage Bureau, R. C. Mulholland, San Fran 
cisco, Calif. 

Railway Equipment Register, G. P. Conard, New York, N. Y. 
Rail-Water Lines: 

Atlantic Seaboard Freight Bureau (Coastwise Steamship 
Lines’ Tariff Bureau), Wm. J. Sedgman, New York, N. Y. 

Eastern and interior eastern points to southern points, 
J. B. Sweeny, Baltimore, Md. 

Mississippi Warrior Service, W. M. Hough, New Orleans, La, 

Morgan Line (S. P. Co.), C. W. Owen, Houston, Tex. 

New York Harbor (inland mariné and trans-marine corpo 
rations), L. Agnew Myers, Washington, D. C. 


cr: 



















Digest of New Complaints 





No. 15255. Sub. No. 1. Texas Pacific Coal and Oil Co., Thurber, Tex, 
vs. Aberdeen & Rockfish et al. 

Excessive, unjust, unreasonable and unreasonably preferential 
rates on petroleum oils, including natural gasoline, from _Carrd 
and Mine No. 11, Texas, to destinations in New Jersey, Georgia, 
Colorado, Massachusetts, Pennsylvania, Tennessee, Maryland, Mis- 
souri, Minnesota and New York. Asks for just, reasonable an 
non-discriminatory rates, and that the complaint be heard with 
docket No. 15255—Chestnut and Smith Corporation and Phillips 
Petroleum Co., vs. Aberdeen & Rockfish. 


15358, Sub. No. 1. Edgar L. Pearson & Co. et al., Houston Tex, 
Memphis, Topeka, and Philadelphia vs. Abilene & Southern et al. 

Unduly prejudicial rates on cotton linters and unduly pre 
ferential in favor of competing shippers of cotton and cottom 
linters ini that the rates on cotton linters do not bear the prope 
relation to rates oni cototn; that rates on linters in carloads and 
less than carload quantities, are not in proper relationship; that 
rates on cotton linters, carloads, in uncompressed form shou 
not exceed rates for shipmenits in uncompressed form “wi 
carriers’ privilege of compression;” and that the rates on cotton 
dinters, in carloads, uncompressed, should not exceed the rates 
such commodity when shipped in compressed form. Asks fot 
non-prejudicial and non-preferential rates, and reparation. 
. 15380, Sub. No. 1. Tidewater Portland Cement Co., Baltimor 
Md., vs. Adirondack & St. Lawrence et al. 
Unjust, unreasonable, discriminatory, preferential and prej- 
dicial rates on cement’ from Union Bridge, Md., to destinations 
in Pennsylvania, New York, Delaware, Maryland and District 0 


No. 


=e Asks cease and desist order, and just and reasonable 
rates. 
No. 15614. Sub. No. 1. Georgia Veneer & Package Co., Brunswith 


Ga. vs. Atlanta, Birmingham & Atlanta et al. 
Unreasonable, unjustly discriminatory and unduly prejudicial 

rates on crate and box material from Brunswick, Ga., to destin®: 

tions on the Florida east coast. Asks for reasonable rates 


reparation. 
No. s00u, Sub. No. 6. St. Joseph Gas Co., St. Joseph, Mo., vs. Sail 
e et al. 2 


Unjust and unreasonable rates, in violation of section 6, # 
gas oil from points in Oklahoma to St. Joseph, Mo. Asks cet# 
and desist order, just and reasonable rates, and reparation, 

. 15619. Sub. No. 1. Albert. Benton Wilkerson, Aurora, Mo. % 
Boston & Albany et al. a 

Unjust, unreasonable rates on shipments of live poultry, from 
various points in the states of Arkansas, Missouri and Oklahom 
to New York City, Jersey City and Boston. Asks reparation. 
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ao TRAFFIC BULLETIN u}) 


is as nearly complete as it is possible to make it. 
Every day it comes to you, by first class mail 
with 


Lists of abstracts of tariffs filed with the 
Interstate Commerce Commission. 


Complete lists of embargoes as issued 
by the American Railway Association 
at Chicago and Washington. 


Dockets of proposals for rate changes 
to be considered by the various car- 
riers’ rate committees. 


Abstracts of fourth and sixth section 
applications and orders. 


Suspension orders, released rate orders, 
steamship sailings, and 


THE MOST COMPLETE, PROMPT AND AC- 
CURATE NEWS ACCOUNTS AVAILABLE 
OF DEVELOPMENTS IN TRAFFIC AND 
TRANSPORTATION MATTERS. 


Subscribers for THE DAILY TRAFFIC 
WORLD AND TRAFFIC BULLETIN also re- 
ceive, without extra charge, copies of the 
weekly Traffic World and the weekly Traffic 
Bulletin. Thus, nothing is left undone that 
will make for completeness of information and 
convenience for the subscriber. 


Then, there is the personal service from Washington ~ 
recently augmented, performed without charge for 


Daily subscribers. That ought to interest you espe- 
cially, 


A series of sample copies and full 
details will be sent without obligation 
on your part, 


THE TRAFFIC SERVICE CORPORATION 


418 S. Market St. Chicago, Ill. 














Folding Paper Boxes, Solid Fibre 
and Corrugated Shipping Cases 
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| 500 TONS 


DAILY PRODUCTION 





Leaders in every line find Con- 
solidated quality and service 
satisfactory. 


Our daily production of container 
board averages five hundred tons. 
This is converted into Folding 
Paper Boxes, Solid Fibre and Cor- 
rugated containers in our own 
box factories. 


Our facilities are so extensive that 
large orders do not choke up pro- 
duction. We can meet any sched- 
ule and furnish uniform quality 
on orders of any size. 

Samples built to fit your goods—by 

our trained package designers—and 


interesting prices promptly furn- 
ished on request. Write Dept. T. 


CONSOLIDATED PAPER COMPANY 
Monroe, Michigan 


Branch Sales Offices 


Baltimore Buffalo Indianapolis New York 
Boston Chicago Cleveland Kansas City Pittsburgh 
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No. Pa 2 + . Stecleir Crue oe Purchasing Co., Tulsa, 
vs. 3) rm e oa cemeeee 
ust and unreasonable rates on steel oil storage tank ma-. 
from South Chicago, Gary and East to 

Okla. Asks cease and desist order, just and reasonable rates, | 
and reparation. 


No. 15619, Sub No. 2. Live Poultry and Dairy Shippers’ Traffic As- 
sociation, Chicago, Ill., vs. Santa Fe et al. 

Unjust and unreasonable rates on live poultry between points 
in the states of Arkansas, Connecticut, Delaware, Illinois, Indiana, 
Towa, Kansas, Kentucky, Maryland, Massachusetts, Michigan, 
Minnesota, Missouri, Nebraska, New Jersey, New York, Ohio, 
Oklahoma, Pennsylvania, Rhode Island, South Dakota,- Tennes-. 
ee Texas, Virginia, est Virginia and Wisconsin. Asks rep- 
aration. ”~ 

No. 15775. Arizona Hay Traffic Asso., Phoenix, Ariz. vs. Arizona 
Eastern et al. . 

t, unreasonable, discriminatory, preferential and preju- 
dical rates, in violation of the a egate of intermediates clause 
of the fourth section, on hay and producing points in Arizona to 
destinations in California, New Mexico, Texas, Oklahoma, Mis- 
souri, Arkansas, Louisiana, Tennessee, Mississippi, Alabama, 
Georgia and North and South Carolina. Asks cease and desist 
order, just and reasonable rates and through routes. 


No.' 15776. Four States Grocer Co., Texarkana, Ark. vs, Kansas City 
‘Southern et al. 

Unjust, unreasonable and preferential rates on sugar in straight 
carloads and sugar in mixed carloads with molasses, syrup or 
glucose, from New Orleans, La., and points taking the same rates 

o Texarkana, Ark.-Tex. Asks cease and desist order, just and 
reasonable rates, and reparation. 


No. 15777. Derby Oil Co., et al., Wichita, Kans. vs. Santa Fe et al. 

Unjust, unreasonable, discriminatory and prejudicial rates on 

lubricating oils from the so-called Houston group (various points 

n and Louisiana) and Laredo and Mirando City, Texas, to 

Wichita, Kans. Asks cease and desist order, just and reason- 
able rates, and reparation. 


No., 15778. <A. Klipstein & Co., New York City vs. Director General, 
Cc B. & Q al 


3 . et al. 

Alleges violations of sections 1, 3 and 6, of the interstate com- 
merce act, due to defendants’ refusal to accent and forward cer- 
‘tain barrels of china wood oil imported from the Orient. De- 
fendants contended that as the shipments were in wooden bar- 
rels they should be transported entirely at the owner’s risk of 
leakage. Complainant asks for damages in the amount of $2,000 
on account of such refusal. 


No, 15779. American Summatra Tobacco Co., Atlanta, Ga. vs. N. Y., 
N. H, & H al. 


Unjust and unreasonable rates on manure from Harlem River, 
WN, Y., to Hatfield and North Hatfield, Mass. Asks cease and de- 
sist order, just and reasonable rates, and reparation. 


No...15780... Depreciation charges of carriers by water. This is a pro- 
ceeding instituted by the Commission under paragraph 5 of sec- 
tion 20 of the interstate commerce act. 

No. 15781. Fred M. Lege, Jr., Dallas, Tex. vs. Chicago, Rock Island 
Gulf et al. pi? a Ve 

Unjust, unreasonable rates on carloads of wrought and cast 
iron or steel pipe from Hastings and Temple, Okla., to Corsicana, 
Texas. Asks cease and desist order, just and reasonable rates, 
and reparation. 


No. 15782. McClintic Marshall Steel Supply Co., Pittsburgh, Pa. vs. 
The P. C. & Y. Ry et al. 
Unjust and unreasonable rates on 11 carloads of structural steel, 
viz., beams, angles, girders, trusses, etc., from Carnegie, Pa., to 
Richmond, Va. Asks reparation. 


No. 15783. Moore Grocery Co. et al, Tyler, Tex. vs. The Texas & Pa: 
cific Railway et al. 

Unjust and unreasonable rates on bananas, carloads, minimum 
weight 20,000 pounds, and on bananas and cocoanuts, mixed car- 
loads, minimum weight 24,000 pounds, from New Orleans, La., to 
Tyler, Tex. Asks cease and desist order, just and reasonable 
rates, and reparation. 


No, 15784. Miller-Wilson Grain Co., et al, Omaha, Nebr. vs. Alabama 
& Vicksburg et al. 

Unjust and unreasonable rates on grain and grain products from 
Omaha, Nebr., and Council Bluffs, Iowa, to Birmingham, Ala. 
Asks reparation. 

No. 15785. American Summatra Tobacco Co., Atlanta, Ga. vs. Atlantic 
Coast Line et al. 

Unjust and unreasonable rate of $95 per car of 24,000 pounds 
minimum on two carloads of charcoal from Savannah, , to 
Havana, Fla. Asks cease and desist order, just and reasonable 
rates, and reparation. 

No. nee Taunton-New  sagegee Copper Co., Taunton, Mass. vs. 

Unjust, unreasonable, discriminatory and prejudicial rates on 
copper, brass and bronze articles, viz., sheets, plates, rods, nails, 
etc., from complainant’s plants and warehouses to destinations in 
Maine, Vermont, New ampshire, Massachusetts, Connecticut, 
New York, New Jersey, Pennsylvania, Ohio, Michigan, Indiana, 
Illinois, Delaware, Rhode Island, Maryland and the District of 


rates, 
Neo. 


tion amounting to 


. Barnsdall 
and Santa Fe et 
Unjust, unreasonable, 


and 


al. 


Asks cease “and desist order, just and reasonable 
Refining Co., Tulsa, Okla., vs. Atchison, Topekg 
unduly preferential nad » and 
on sulphuric: acid. pg lm 
No. 15788. The Parkersburg Rig ye ag Co., Parkersburg, W. Va., vs, 


Chicago & North Western et 


Unjust and unreasonable charges on iron and steel articles 


from Pittsburgh and other points in Pennsylvania and Ohio, fab. 


ricated in transi 


quently 


No. 15790. 
Fe e 


t, 


to. destinations in Colorado and Wyoming. 
Asks for reasonable rates and re 
No. 15789. The National Supply C 
Central et al 
Unjust and 


paration. 
‘o., Toledo, Ohio vs. The New York 


unreasonable charges on acarload of oil well sup- 

plies from Toledo to Bakersfield, Calif., in June, 1922. Asks for 

a cease and desist order, and reparation to the basis of subse. 
established rate. 

Carnation Milk Products Co., Oconomowoc, Wis. vs. Santa 
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Unjust, unreasonable, unduly prejudicial and unduly preferential 


rates on canned condensed or evaporated milk from 


upton and 


Johnstown, Colo., to points in Oklahoma. Asks for reasonable 

rates, and reparation amounting to $4,000. 

- Ornamental Iron Works Co., Akron, O., vs. Director- 

General, et al. 
Unjust and unreasonable rates, in violation of section 4 of the 

interstate commerce law and 

law, on shipments of angles, bars, etc., from Pittsburgh to Akron 


No. 15791 


and 


section 10 of the federal control 


South Akron, Ohio. Asks for reparations. 


No, 15793. Memphis Freight Bureau of Binswanger & Co., of Tenn,, 
Memphis vs. Baltimore & Ohio et al. 


Alleges rates on plate 


and Blairsville, Pa., .to IF noes 
sections of the interstate commerce act and the aggregates of 


the intermediate 


sonable and non- 


to $3,155.17, 


No. 15794. Sugar Brothers Co., Ltd. 


_ 


lass from Toledo, O., Saginaw, Mich. 


his, in violation of the first three 


of the fourth section. Asks for just, rea- 
iscriminatory rates, and reparation amounting 


Monroe, La. vs. Yazoo & Mis- 


sissippi Valley and Vicksburg, Shreveport & Pacific. 

ust, unreasonable, and unduly prejudicial rates on cabbage 
from St. Francisville, La., to Monroe a, via Vicksburg, Miss, 
Asks for a cease and desist order, and reparation to the basis of 
the subsequently established rate. 
F. Strauss & Sons, Monroe, La. vs. Yazoo & 
Mississippi Valley and Vicksburg, Shreveport & Pacific. 


Unj 


No. 15 


Same as for 


794, Sub. No. 1. 


oing, and same prayer. 


e 
No. 15795. H. L. Cheney, trading as the Chen Pulp * Paper Co., 


Franklin, Ohio vs, Akron, Canton & Youngstown et 


. 


Against rates in official classification territory on wet rag pulp 
as unreasonable, unjustly discriminatory and unduly prejudicial 
to the extent that they exceed 75 per cent of sixth class. Asks for 


reaso 


nable rates. 


souri Pacific et al. 
Unjust and unreasonable rates on lump coal from Paris, Ark, 
Asks reparation. 


to Greensburg, Kans. 
No. 15797. 


General as agent. 
Unjust, unreasonable rates, in violation of section 4, on zine 


ore from 


No. 15798, 


‘No. 15796. Arkansas Valley Coal Co., Greenwood, Ark., vs. Mis- 


Western Metals Co., Salt Lake City, Utah, vs. Director 


Murray, Utah, to Canon City, Colo. Asks reparation. 


. Murray-Egan-McLeod Co., Virginia, Minn., vs. Pennsyl- 
vania et al. 

Unreasonable rates, in violation of section 6, on one keg and 
eighteen barrels of iron pipe fittings from Barberton, Ohio, to 


Virginia, Minn. 


rates, and reparation. 


No. 15799. The Triad Corporation, New York City, vs. Central of 


Georgia et al. 
Unjust, unreasonable, preferential or prejudicial and_ illegal 
rates = bed sacks from Atlanta, Ga., to New York City. Asks 
reparation. 
No. 15800. Duluth Builders Supply Co., Duluth, Minn., vs. Chicago 
. & North Western et al. 
Unjust, unreasonable rates, in violation of section 6, on brick 
from Boone, Ia., to Frisco Falls, Mich. Asks cease and desist 


order and reparation. 


No. 15801 
City 


Asks cease and desist order, just and reasonable 


- Gille Manufacturing Co., Kansas City, Mo., vs. Kansas 


Southern et al 


Unjust, unreasonable, discriminatory, preferential and prejudi- 


cial rates on cans, 


iron or 8 


teel, also tin and galvanized, from 


Kansas City, Mo., to Fort Smith, Ark. Asks cease and desist 
order, just and reasonable rates, and reparation. 


No. 15801, Sub. No. 1. 


No. 15801, Sub. No. 2. 


Same vs. Santa Fe et al. 

Same complaint and prayer with reference to shipments of tin 
and galvanized cans from Kansas City to Oklahoma City. 
Same -vs. Missouri Pacific et al. 

Same complaint and prayer with reference to rates also al- 
leged to be in violation of the fourth section on same commodity 
from Kansas City to Sioux City, Iowa, and Wichita, Kans. 


Docket of the Commission 





Note. items In the Docket marked with an asterisk (*) are new, 
having been added since the last Issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change In 
this Docket will be noted elsewhere. 


April 21—Washington, D. C.—Director Mahaffie: 

Finance No. 3515—In the matter of the application of the Missouri 
Pacific Railroad Company for authority for the acquisition by it 
of 150,000, without nominal or par value, of the stock of the 
Denver & Rio Grande Western R. R. Co. 

April 21—Kansas City, Mo.—Examiner Woodrow: 


1. and 8. No. 2041—Switching in Kansas City, Mo.-Kan. switching 
district. 


1. ane S. No. 2060—Absorption of switching charges at Kansas City, 
o.-Kan. 


April 21—Baker, Ore.—Examiner Kephart: 
» 15052—. 


RR. & 
April 21—W: 


Valuat 


American National Live Stock Association et al. vs. 0.-W: 


Nav. Co. et al. 
ashington, D. C.—Examiner Marchand: 


lon Docket 260—In re tentative valuation of the properties 


of Pere Marquette R. R.. Grand Rapids. Kalkaska & Southeasiet 
& Western R. R. Co. and Chicago & W 


April 21—Bismarck, N. D.—Examiner Wagner: in 
S. No. 1953—Lignite coal from North Dakota to stations 
North Dakota, South Dakota and Minnesota. 


15321—Zap Colliery Company vs.-Northern Pacific Ry. Co. 


April 21—Argument at Washington. 


13288 
& 


and Sub No. 1)—Mississipp 
orthwestern Ry. al 


D. C.: 
1 Valley Iron Company vs Chicas? 
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EVERY STEP 


From Start to Finish 


In Both Freight Rate and 
Classification Change 


Is Now Promptly Told of 
in 


The Traffic Bulletin 


The Information Regularly Carried in This 
Publication Includes the Following: 


1—Released Rate Orders 

2—Fourth Section Applications 

3—Fourth Section Orders. 

4—Sixth Section Orders 

5—Investigation and Suspension Orders 
6—Suspension Orders Vacated 

7—New Tariffs and Supplements Filed with the I. C.C. 
8&—Tariffs Rejected by the I. C. C. 

9—Express Tariffs Filed with the I. C. C. 
10—Shipping Board Tariffs 

11—Central Freight Association Docket 
12—Central Freight Association Hearings 

13—C. F. A., Coal, Coke and Iron Ore Docket 
14—Illinois Freight Association Docket 
15—National Perishable Freight Committee Docket 
16—New England Freight Association Docket 
17—New England Freight Association Hearings 
18—Southern Freight Association Docket 
19—Southern Freight Association Dispositions 
20—Southwestern Freight Bureau Docket 
21—Southwestern Freight Bureau Hearings 
22—Texas Tariff Bureau Docket 

23—Texas Tariff Bureau Hearings 

24—Trunk Line Association Docket 

25—Trunk Line Association Hearings 

26—Trunk Line Coal and Coke Docket 

27—Trunk Line Coal and Coke Hearings 
28—Western Trunk Line Docket 

29—Western Trunk Line Hearings 

30—Western Trunk Line Dispositions 
31—Transcontinental Freight Bureau Docket 
32—-Transcontinental Freight Bureau Dispositions 
83—Southern Ports Foreign Freight Docket 
34—Consolidated Classification Docket 

35—National Diversion and Reconsignment Dockets 
36—Embargo Notices, Modifications and Cancellations 
37—Steamship Sailings 

38—Express Classification Docket 

39—Address of Roads Filing First Tariff with I. C. C. 
40—Adoption Notices 


Samples and full information free on request 


The Traffic Service Corporation 


Publishers THE TRAFFIC WORLD 
418 South Market St., Chicago 
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Large Shi iat ot eens Coes Soe Cy Cae 
mm American Consumption. 


Seattle to the Orient 


A fast Trans-Pacific freight and passenger service, 
between 


Puget Sound and Yokohama, Kobe 
Shanghai, Hong Kong and Manila 


Six reasons why this service, operated by an American, 

Company for American shippers, is the best fitted to 

Serve you: 

1—Unexcelled facilities for handling alt cargo expeditiously. 

2—Size and speed of vessels and modern equipment for 
loading and unloading cargo. 

3—Shortest and fastest route via Seattle to the Orient. 

4—Exceptional rail connections for prompt trans-shipment 
of cargo. 

5—Frequent, dependable sailings to North and South 
China, Japan and the Philippines. 

6—Modern refrigerator service. Lowest insurance rates— 
highest marine classification. 


Outward Sailings from Seattle 


*PRESIDENT McKINLEY.................... April 26 
**WHEATLAND MONTANA..................- April 27 
*PRESIDENT JACKSON...............000c00. May 8 
***BAKERSFIELD .............0 eee ecccees iene May 10 
ed cneicak ands ene re seh cheb aeet May 11 


*Combination freight and er length 585 feet, 21,000 
knots. Through tina- 


teal gle pone ba ills of lading issued to des 
tions, ond r ar poi o! 

service to Japan, North China, Shanghai, 
ten Kobe, Vladivostok, Hankow, Dairen, Tientsin and 


Tsingtao. 

***Cargo berth service to Japan, South China and Philip- 
pine Islands. 
FOR RATES, SPACE AND OTHER INFORMATION APPLY: 
Citra -Siertieate Loan & Trust Bldg., 112 W. Adams St., Phone 
New York—17 State Street, Phone Bowling Green 9234, 
Detroit—Dime Bank Building. 
San Francisco—Robert Dollar Building. . 
Los Angeles—429 Pacific Electric Building. 


Portland—424 Railway Exchange 
Seattle—409 L. C. Smith Building. 
















L. L. BATES, General Freight Agent, Seattle, Wash. 


ADMIRAL ORENTAL NF 


U.S. SHIPPING BOARD 


TRANS - PACIFIC SERVICE 
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April 22—Argument at Washington, D. C.: 
12982—-Weatherford, Crump & Company vs. Abilene & Southern et.al. 
14346—Houston Cotton Exchange and d of Trade vs. Abilene & 
Southern et al. 
14385—Houston Cotton Exchange and Board of Trade et al. vs. 
+ Aberdeen & Rockfish R. R. et al. 


April 22—Washington, D. C.—Chairman Hall and Examiner Gary: 
15007—Pittsburgh Coal Producers’: Association et al. vs. land 
Coal & Iron Ry. et al. 
15423—Northern West Virginia Coal Operators’ Association vs. B. 
| &O. R. R. et al. 
Ante 22—B ham Ala.—Examiner Hosmer: 
6226—Birmingham Traffic Bureau vs. St. L.-S. F, Ry. Co. 
A 23—Argument at Washington, D. C.: 
4189: (and Sub. Nos. 1 and 2)—Acheson Graphite Company vs. Di- 
. reetor Gene N; Y. Go: RR. et al. ; 
14313 — Sub. Nos. 1 and 1 hae ape Products Corporation 
sas & Louisiana Missouri Ry. et al. 
1 W. Thaxter & Company vs. Director General, 
13898—The Panty Carey Company et al. vs. A. T. & S. F. Ry. et al. 
Portions of fourth section app. No. 701, filed by F. A. Leland, 
' eoncerning rates on roofing and building ox or felt and pre- 
! d roofing, from Erie, Pa. and North Tonawanda, N. Y., etc. 
Beaumont, Galveston, Houston, and Orange, Tex, 
April 24—Washington, D. C.—Division 5: 
14556—Efficiency and economy of management of common carriers 
(portion affeeting the Lehigh Valley Railroad Co.). 
April 25—Philadelphia, Pa.—Public Service Comm. of Pennsylvania: 
Finance No, 3385—In the matter of the application of the Cambria 
& Indiana Railroad Company for a certificate of public convenience 


and necessity authorizing it to construct an extension of its line 
of railroad. 


April’ 25—Argument at Washington, D. C.: 
hy A ake au Creosoting Company vs. La. & Pac. Ry., Director 
neral. 
14701—Jackson Traffic Bureau vs. A. & V. Ry. et al. Portions of 
F. S. App. No. 461, filed by F. A. Leland, concerning through 
class and commodity rates from Jackson, Miss., to points in 
Louisiana and Missouri on Mo. Pac, R. R. and conn., etc. 
14810—Traffic Dept., Goldsboro, N. C., Chamber of Commerce vs. 
A. C. tT. R. BB. Ot al. 
Portions of F. S. App. Nos. 703, 1074, 1573 and 1548, filed by A. C. 
L. and others, concerning rates on fertilizer from Wilmington, 
N. C., to pts, in N, C., S. C., and Va. 
April 25—Atlanta, Ga.—Examiner Hosmer: 
‘15507—I. V. Sutphin Company et al. vs. Southern Ry. et al. 
15601—J. W. Patterson Commission Company et al. vs. Central of 
» Georgia Ry. ét al. 
April 26—Argument at Washington, D. C.: 
14739—The Coca Cola Company vs. B. & O. R. R. et al. 
14816—Aluminum Goods Manufacturing Company et al. vs. A. & V. 


Ry. et al. 

11446—The Northern West Virginia Coal Operators’ Assn. vs. P. R. 
R., Director General et al. . 

April 28—Washington, D. C.—Examiner Fleming: 

1, and S. No. 2087—Attendants with race horses, via express. 

April 28--Norfolk, Va.—Examiner Hosmer: 

I. and S. No. 2086—Absorption of switching charges at Ports- 
mouth, Va. 

April 28—Washington, D. C.—Examiner Kelley: 

Val. Dkt. No. 311—In re tentative valuations of the New York, 
New Haven & Hartford Railroad Company et al. (adjourned 
hearings). 

April 28—Washington, D. C.—Examiner Hunter: 

i. and S. No, 1878, Refrigeration charges, Florida, Maryland, Penn- 
sylvania and West Virginia to interstate destinations. 

April 28—Argument at Washington, D. C.: 

13585—The Public Service Commission of Indiana vs. Santa Fe et al. 

13669—The Public Service Commission of Indiana vs. Santa Fe et al. 

Portions of F. S. App. No. 959, filed by W. A. Poteet, Agent, 
concerning rates on sugar from points in Colo., Idaho, Kansas, 
Nebraska and Utah to points in Illinois and Indiana, etc. 
14452—Ash Grove Lime & Portland Cement Company vs. Mo. Pac. 
R. R. et al. 

April 28—Salt Lake City, Utah—Examiner Kephart: 

15245—Anderson Taylor Company et al, vs. Santa Fe Ry., Director 
General, et al. ; 

15277—SaltLake Iron & Steel Company vs. Director General. 

April 29—Salt Lake City, Utah—Examiner Kephart: 

Fourth Section Application No. 12365, filed by Agent Countiss, con- 
cerning rates on lumber and forest products from points of og 
taking ‘‘Coast group” rates in Oregon located on Southern Pacific 
Co. and connections to destinations in Idaho and Utah located 
on Southern Pacific Co. and other lines. 

April 29—Argument at Washington, D. C.: 

Fourth Section Application Nos. 1860, 1862, 3024; and portions of F. 
8. App. Nos. 1842 and 4220.—Class and commodity rates from 
Chicago, Milwaukee and St. Paul and group points to points in 
Kansas and Nebraska. 

April 30—Argument at Washington, D. C.: 

14444—Wash-Co Alfalfa Milling Co. and L. W. Rice, trustee in bank- 
ruptcy vs. Director General. 

14102 (and Sub. No. 1)—Crown Overall Manufacturing Co. vs. Di- 
rector General, A. & V. Ry. et al. 

April 30—Argument at Washington, D. C.: 

* Finance No. 3478—In the matter of the application of the New Or- 
leans, Texas & Mexico Railway Company for authority to ac- 
quire control of the International-Great Northern Railroad Com- 
pany, by purchase of its capital stock. 

April 30—Pittsburgh, Pa.—Examiner Witters: 

* 1, and S. No. 2092—Cement rates from Stroh, Ind., to Toledo, 
Maumee and Delta, Ohio. 


vax 1—Lansing, Mich.—Public Utilities Commission of Michigan: 
* Finance No. 1 Abandonment of White Cloud Big Rapids branch 
by Pere Marquette. 
May 1—Washington, D, C.—Examiner Cassidy: 
* 1 and S. No. Loading of less carload freight on lighters in 
Norfolk, Va., harbor. 
Ma rg Minn.—Examiner Pyne: 
1 '—The nd Farmers Elevator Company vs. Director General 
and Great Northern Railway Co. 
I. and S. No. Potaties, Michigan, Minnesota and Wisconsin to 
Alabama and Tennessee, 
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May 1—Fort Worth, Tex.—Examiner Weaver: 

~ S. No. 2077—Exceptions to Western Classification ratings on 
unk, 

May 1—Washington, D, C.—Examiner Fleming: 

13158—Nelson Fuel Company et al. vs. C. & O. Ry. et al. 

May 1—Philadelphia, Pa.—Examiner Konigsberg: 

13566—A. Berkman vs. P. R. et al. 

15619—Clayton N. Risser et al. vs. Santa Fe et al. 

May 1—Argument at Washington, D. C.: 

13528—Investigation of power brakes and appliances for operating 
power brake systems, 

May 1—Denver, Colo.—Examiner Kephart: 

‘ 15365—Nebraska Cement Company vs. Mo. Pac. R. R. et al. 

a James G. Noll Lumber Company vs. C. & N. W. Ry, 
et al. 

May 2—St. Louis, Mo.—Examiner Fuller: 

* 1. and S. No, 2093—Sucker and pull rods from St. Louis and other 
points, to Kansas and Missouri. 

ay 2—Memphis, Tenn.—Examiner Smith: 

* Fourth Section Application No. 12571, filed by Agents Galligan and 
Jones, concerning rates on various commodities from Chicago, 
Peoria and Springfield, Ill., Indianapolis, Ind., Milwaukee, Wis, 
and points taking same rates to Mobile, Ala., Pensacola, Fla. 
and Gulfport, Miss., etc. : 

May 2—Pittsburgh, Penna.—Examiner Witters: | 

15643—-Duquesne Reduction Company vs. P. R. R. et al. 

15660—Gulf Refining Company vs. A. & W. P. R. R. et al. 

May 2—Huntington, W. Va—Examiner Seal: ' 

15662—The Peytona Lumber Company et al. vs. C. & O. Ry. et al. 

May 2—Fort Worth, Tex.—Examiner Weaver: 

' 15574 (and Sub. No. 1)—Texas Pacific Coal and Oil Company vs. 
Texas & Pacific Ry. Co. et al. 

May 2—Memphis, Tenn.—Examiner Smith: 

Fourth Section App. No. 12540, filed by Agent Galligan et al., con- 
cerning rates on various commodities from St. Louis, Mo., Chi- 
cago, Peoria and Springfield, Iil., Milwaukee, Wis., and India- 
napolis, Ind., etc., to New Orleans, La. 

Fourth Section App. No. 12560, filed by Agent Speiden, concerning 
rates on various commodities from St. Louis, Mo., Louisville, 
Owensboro and Henderson, Ky., Evancville, Ind., and Cincinnati, 
oO. to new Orleans, .La., Guifport, Miss., Mobile, Ala., and Pensa- 
cola, Fla. 

May 2—Washington, D. C.—Examiner Fuller: 

14916—Allowances on divisions received by the Texas Gulf Sulphur 
Co. and the Houston & Brazos Valley Railway Co. 

13466—Texas Gulf Sulphur Co. vs, A. T. & S. F. et al. 

13653—Texas Gulf Sulphur Co. vs. G. C. & S. F. et al. 

May 2—Argument at Washington, D. C.: 

1 —Electric Railway Mail Pay. 

May 5—Pittsburgh, Pa.—Examine Witters: 

11 Carnegie Steel Company vs. Director General, Pittsburgh & 
Ohio Valley R. R. et al. 

a Steel Company vs. Director General, Union R. R. 
et al. 

May 5—Washington D. C.—Examiner Fleming: 

15676—Washington Publishers’ Association et al. vs. Algoma Cen- 
tral & Hudson Bay Ry. et al. 

wp 5—St. Louis, Mo.—Examiner Fuller: 

12716—Utah Gilsonite Company vs. Santa Fe et al. 

May 5—Madison, Wis.—Examiner Pyne: 

15705—Tomahawk Kraft Paper Company vs. C. & N. W. Ry. et al. 
(to be heard jointly with the Wisconsin Railroad Commission). 

May 5—Cincinnati, Ohio—Examiner Seal: 

15581—-Gentile Brothers Company vs. C. of Ga. Ry. et al. Portions 
of fourth section app. No. 1530, filed by Central of Georgia Ry. 
concerning rates on peaches from Eufaula, Ala., to Biston, Mass., 


etc. 
15627—Southern Agricultural Chemical Corporation vs. C. C. C. 
& St. L. Ry. et al. 
May 5—Dallas, Texas—Examiner Weaver: 
13703—L.. M. Cohen et al. vs. Santa Fe et al. 


May 5—St. Louis, Mo.—Examiner Fuller: 
44659—Marion & Eastern Railroad Company vs. C. & E. I. R. R 
et al. 


May 5—New York City, N. Y.—Examiner Konigsberg: 
48717 om Sub. No. 1)—The Texas Company vs. C. B. & Q. R. R. 
et al. 


May 5—Memphis, Tenn.—Examiner Johnson: 
Fourth Section Applications No. 12413 et al., filed by Agent F, A. 
Leland, concerning rates on iron or steel pipe and oil well supplies, 


ete., between points in Kansas and Oklahoma; also numerous other . 


commodities in Southwestern territory. ‘ 

Fourth Section App. No. 12543, filed ’ F. A. Leland, concerning 
commodity rates involved in Docket 9702, Memphis-Southwestern 
Investigation, 77 I. C. C. 473, and present rates from and to points 
in other territories not involved in that proceeding. h 

Fourth Sectlon App. No. 12562 et al., filed by Missouri & Nort 
Arkansas Ry., concerning rates on wheat, corn, etc., from points 
on St. L.-S. F. Ry. and C. R. I. & P. Ry. in Oklahoma to points 
on = line in Arkansas, etc., also other commodities in similar 
territory. 

Fourth Section App. No. 12549 et al, filed by F. A. Leland, con- 
cerning rates on live stock in southwestern territory. 1 

Fourth Section App. No. 12550 et al., filed by F. A. Leland, also 
by various carriers, concerning rates on lumber and forest prod 
ucts, etc., between points in Western Trunk Line, southwestern, 
southern, western, etc., territory. (This assignment covers nu 
merous applications filed by both agents and carriers.) 

May 5—New Orleans, La.—Examiner Smith: : 1 

I. and S. No. 2045—Cotton and cotton linters, Southwest via ra 
and water to eastern points. 

May 6—Des Moines, |a.—Examiner Disque: 
* 1, and S. No. 2085 and (first supplemental 
Western; Trunk Line points to Texas (2). 
May 6—New York City, N. Y.—Examiner Konigsberg: 
14905—Rope Paper Sack Bureau vs. A. & V. Ry. et al. 
May 6—St. Louis, Mo —Examincct Fuller: 

a yey Muckey ang («mpany vs. C, N. O. & T. P. RY: 

et al. 
May 6—Waco, Texus-: Examiner Weaver: 


15712—William Can.crou & Company Ince., vs. Abilene & Southern 
Ry. et al. 


order)—Grain from 
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Union Pacific 7000 (Mountain Type) the most powerful high speed passenger locomotive in the world. 


The Power That Serves 


o. C. This enormous locomotive witharecord It gives assurance of a splendidly 
of a continuous 716 mile run at high maintained roadway,protected through- 
speed is one of 50 recently placed in out by electric automatic block signals, 

RR service on the Union Pacific. over which you may journey and ship 

It embodies allthelatestimprovements your goods in the confident knowledge 

and is typical of the high standard of that the Union Pacific stands in the 

equipment of the Union Pacific. very fore-front of American railroads. 























F, A. 
pplies, 


other Traffic Agencies : 

orning Complete information regarding passenger and freight service 

Coats cheerfully furnished by any Union Pacific representative. 
Offices are maintained at principal cities throughout the country. 


North 
oints 
Points ATLANTA, GA.,....... 49 N. Forsyth St. . KANSAS CITY, MO....... 805 Walnut St. REDLANDS, CAL........... 14 Cajon St. 
similar BIRMINGHAM, ALA. .1st Ave. & 20th St. LINCOLN, NEB..........204 N. 11th St. RENO, NEVADA... .Second & Center Sts. 
_... ee 8th & Bannock Sts. LONG BEACH, CAL. .120 W. Ocean Bivd. i Sea 680 Main St. 
con- fe EASB....... 294 Washington St. LOS ANGELES, CAL... .221 S. Broadway SACRAMENTO, CAL..... 1006 Fourth St. 
. |: eee 4S. Main St. MILWAUKEE, WIS....... 221 Grand Ave. SAN PEDRO, CAL........ 
i. also H , WYO..... 1695 Central Ave. MINNEAPOLIS, MINN.. .125 S. Third St. SALT LAKE CITY, UTAH.10S. Main St. 
'prod- CHICAGO, ILL...... 58 E. Washington St. NEW ORLEANS, LA... .226 Carondelet St. SAN DIEGO, CAL....... 4th & Plaza Sts. 
osterm, CINCINNATI, O...... .. + .4th & Vine Sts. NEW YORK, N. Y......... 280 Broadway SAN FRANCISCO, CAL. ..673 Market St. 
swe CLEVELAND, O. Euclid Ave. & E. 9th St. OAKLAND, CAL.......433 Fourteenth St. © = SEATTLE, WASH....... 


COUNCIL BLUFFS, IA....... 37 Pearl St. OCEAN PARK, CAL........149 Pier Ave. 
DALLAS, TEX. ...Commerce & Akard Sts. OGDEN, UTAH...........--. 390 24th St. SPOKANE, WASH....... 727 Sprague Ave. 
oo DENVER, COLO...... 601 Seventeenth St. PASADENA, CAL..... ST. JOSEPH, MO.., Frederick Ave. & Felix St. 
ia rai ES MOINES, IA........... 209 Fifth St. PHILADELPHIA, PA. .15th & Market Sts. ST. Lame, BOD....... 2... a2 611 Olive St. 
DETROIT, MICH. 127 Lafayette Bivd., W. PITTSBURGH, PA. Smithfield St. & 6th Ave. TACOMA, WASH... .... 106 S. Tenth St. 
FRESNO, CAL., Tulare St. & Van Ness Ave. PORTLAND, ORE.......... Pittock Block TORONTO, ONT............ 69 Yonge St. 


W. H. MURRAY, General Passenger Agent, Omaha, Nebraska C. J. LANE, General Freight Agent, Omaha, Nebraska 

D. S. SPENCER, General Pass. Agent, Salt Lake City, Utah J. A. REEVES, General Freight Agent, Salt Lake City, Utah 
WM. McMURRAY, Gen’l Passenger Agent, Portland,Oregon H. E. LOUNSBURY, General Freight Agent, Portland, Oregon 
T. C. PECK, Gen’l Passenger Agent, Los Angeles, California W.F. LINCOLN, General Freight Agent, Los Angeles, Cal. 
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* May 7—New Grionas, a-New Orleans Smith: 


2—New Orleans -Coal and: Bisso Towboat Com- 
pany vs. no 0. & N. EB. R, R. * al. 


me rh. Louis, Mo.—Examiner Fuller 
Petee White Lime ty: eae ng et al. vs. C. & EB. I, Ry. et al, 
Bove ‘7—Chicago, Ill.—Examiner 
1. and & No. 2082—Glazed sash ail Tow: ieee. and Wisconsin 
points to Trunk Line = New England ries. 
May 7—New York City, N er | Beco : 


—Examin 
1 (and Sub. No. $y -Ghareten Motor Company of St. Louis et 
vs. B. & O. R. R. et al. 


15609—Somerville Iron Works vs. C. Bs R. of N. J. et al. 
May 7—W: n, D. C.—Division 4 of the Commission: 
Ralway Go 1i—Excess income o Duluth, Missabe & Northern 
Rail any. 


" ato—tn th Rt eee tic train trol devi (rehearing 
8 er automatic train-control devices. (rehea 
pe Deore. geen s order of ae Ron 1 
May 8 Pie —Examiner Witters: 
0—Carnegie oat Company vs. ‘i General, P. R. R. et al. 
May 8—Des Moines, Ia.—Examiner Disque: 
1 5 ee pee of R. R. Commissioners of Iowa vs. C. R. R. of 
6228—The Board A R. R. Commissioners of Iowa vs. Alton & 
fea R. R. e 
Lehigh Portland Cement Company et al. vs. ae Fe, et al. 
mippere’ Association vs. Santa Fe et al. 
isee8_The Atlas Portland Cement Company vs. C. B. & Q. R. R. 
Mey 6-1 S—pansodiis, gg yr ge Seal: aie ee - 
diana rates, fares and charges er heari io 
of Smite & Duckworth with re; . te rateg on onal ais Stee ts de- 


termine a mas earl bem P 3 to pg A on sand and gravel be- 


tween Terre St. Mary’ Woods, 
hn hn ie tata. es 


“~ &8—Beaumont, Tex.—Examiner Weaver: 
11898—Beaumont Chamber of nag ag = 
Beaumont, Sour Lake & Western Ry. e 
question of Pee ng t. Atlantic Rice Mills Co. 

8—Indianapolis, Ind.—Examiner Seal: 
Ms 1—O, F. rpenter vs. Central Vermont Ry. et al. 
May 9—New York City, N. Y.—Examiner Konigsberg: 
thara— ‘United Paperboard Company, Inc., vs. G. & J. Ry. et al. 
irene Peper Conmeny ve. G. & J. Ry. et al. 
18731— Ameri ood Board Company vs. ‘6% J. Ry. et al. 
May 9—St. Louis, Mo.—Examiner Fuller: 
1¢686—Am erican Tripoli Company vs. Ahnapee & Western Ry. et al. 

Mey oon Ala.—Examiner Smith: 

1 ulf Refining Company of Louisiana vs. Southern Ry. et al. 
9—Houston, Tex.—Examiner Weaver: 

hcax ago a Oil Company vs. “Director General, St. L.-S. 
J -e 


$—St. Louis, Mo.—Examiner Fuller: 
Ms 103—Si. Louis Traffic Bureau vs. Santa Fe et al. 
May 9—Chicago, Ill.—Examiner Pyne: 
i. and &. No. 2081—Hay and = between Indiana, Illinois and 
Ohio and Mississippi River crossings. 


ye 12—Los Angeles, Calif.—Commissioner Meyer: 
Gente Angeles Lumber Products C 


pt wal ompany vs. Southern Pacific 
May 12—Steubenville, a oe Witters: 
tBeso— gg Beacon Coal. Company vs. Director General, N. Y. C. 
et 
“bre 12—Washington, D. C.—Examiner Fleming 
9 ee Creek Coal & Coke Company vs. * atlantic City R. R. 


ey A ee on, Ia.—Examiner Seal: 

i. and S. No. Lumber, Missouri points to Burlington and West 
Burlington, Ia. 

Mes —Btan York City, N. Y.—Examiner Ronissbers: 
1—Blandy Paper Company et al. vs. G. & J. Ry. et al. 
6661—Blandy Paper Company et al. vs. G. AS Fie Ry. et al. 

sea 12—Kansas City, Mo.—Examiner Fuller: 


i. wee $s. No. pony St ca and its products between Colorado, 
w Mexico and Uta 


eae t0-Peamsbend 2 SD Smith: 
I. and 8. No. 2079—Creosoting forest products in transit at Pensa- 
cola, 
Mey 12—Chicago, Ill.—Examiner Pyne: 
i. and S. No, 2076—Paper scrap, between Chicago, Ill., and Joliet, Ill. 
12—El Paso, Tex.—Examiner Weaver: 
" toar—Peyton Packing Company et al. vs. Arizona Eastern R. R. 


18080 Peyton Packing Company vs. Abilene & Southern Ry. et al. 


May 13—Kansas City, Mo.—Examiner Fuller: 
* i. and 8. No. 2094—Cotton batting in Western Trunk Line territory. 
May 13—New York City, N. Y.—Examiner Konigsberg 


* |. and 8. No. 2091—Carbide of calcium from Sault Ste. Marie, Mich., 
to various southern points. 


May 13—Chicago, Ill—Examiner Pyne: 
16496—Gieneral” Refractories Company vs. HB. J. & E. Ry. Co. 


Director General 
seam solely on 


"s 14—Washington, D. C.—Examiner Sweet: 

In ene matter of divisions of joint rates, fares and charges 
on traffic interchanged between the Missouri & North Arkansas 
Railroad Company and its connections. 

"Beg 14—Cleveland, Ohio—Examiner Witters: 


gaps Cleveland Worsted Mills Company vs. B. & O. R. R. 


18637 The Canton Bridge Company et al. vs. B. & O. R. R. et al. 
Portions of fourth section app. No. 1772, filed by Agent McCain, 
concern rates on iron and steel articles from Butler, Butler 
ct., and Natrona, Pa., etc. to Canton and Massillon, Ohio, etc. 
May 14—Muscatine, Ia.—Examiner Seal: 
1 U. 8. Button Company vs. Ill. Cent. R. R. et al. 


Moy | 14—Jacksonville, Fla.—Examiner Smith: 
14—Blberta Crate Company vs, A, C. L. R. R. et al. 


M 14—Chicago, Ill—Examiner Pyne: 
ikes0—w. B. Ahern Brokerage Company et al. A. C. L. R. R. et al. 
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“teat ent at Wa 
30i—Union Bag & 
11783—Traffic Bureau of the 
188 Cand sup''N setae aie bli ea Co. et al. D 
w 0. klahoma 8 e vs. Di ector 
General, Ahnapee & Western Ry. et al. 


11864—Oklahoma Paper Company et al. vs. Director General, Ah 
eg Ry. et Os “i napee 


n, D..C.;: 
oration vs. Director 


Ma —Examiner Fleming: 
itaor” an fand d Bub. A Now 1)—United Statée Of America va Director. 
og nl. ae . R. R., et al. (in re supplemental petition fled 
ie ). 


Ma 15—San Francisco, Calif.—Commissioner Meyer: 
18303—Los Angeles Lumber Products Company vs. Southern Pacific 
Company. 
ag ee eg City, Mo.—Examiner Fuller: 
1 Board of Trade of Kansas City, Mo. vs. A. & W. Ry. ét al, 
"i 15—New Haven, Conn.—Examiner Konigsberg: 
“9 mate Foundry & & Machine Company vs. A. B, & A. Ry, 


eae’ Og RETR Til.—Examiner Pyne: 
15575—Old Ben Coal Corporation vs. C. C. C. & St. L. Ry. et al 
" 15—Argument at Washington, D. C.: 


- ee Linseed Products Company vs. Director General, 
e 


al, 
12942—Diamond Match Company vs. Director General. 
13318—Boston Wool Trade cesses. 7” Director General. 
Mos gp ty City, Ia.—Examiner 
728—Sioux City Live Stock eckanan: vs. c & N. W. Ry. et al, 
May wees nd Bopns. Mich.—Examiner Witters: | 
i. —* cellation combination rule on transcontinehta] 


Mme yo eg Fla.—Examiner Smith: 
MBeoe — oad Goutulasiohare, State of Florida vs. A. C. L. R, RB, 
r) 


"eres to 17—Boston, Mass.—Examiner Konigsberg: 
'723—T ol » Dow & Company, Inc., et al. vs. Tenn. Cent. Ry, 


May -17—Argument at Washington, D. C.: 
ay. —Arkansas Fertilizer 2 vs. Abilene & Southern Ry. ét al. 
19—Washington, D. C.—Commissioner Aitchison 
* + ide06 an re rules governing ratings of coal mines, cies than anthra- 
cite and the distribution of cars to such 
May 19—Boston, Mass.—Examiner Konigsbe: <o 
1. and S. No. 2089—Rail and lake rates, New England to C. F. A 
and W. T. L, points. 
May 19—Douglas, Ariz.—Examiner Weaver: 
i2s64—Sou thern Arizo 


na oe Assn. et al. vs. Director General, 
Arizona Eastern R. R., et al 


12391—Southern Arizona Traffic Assn. et al, vs. Director General, 
Arizona Eastern R. R., et al. 
13180—E. A. Tovrea & Company et al. vs. Director General. 
“ 19—Chi , Il.—Examiner Pyne: 
The Atlas Portland Cement Company vs. Director General. 
sei 19—Omaha, Nebr.—Examiner Seal: 
15668—O "Cold Storage Company et al. vs. C. & N. W. Ry et al. 
"bse 19—Argument at Washington, D. C.: 
96—Pri eee Steel Car Company vs. Director General, B. & 0. 


R. et al. 
piamien No. 1311—Deficit Settlement with Cripple Creek & Colorado 
Springs R. R. 


mines, 


May 20—Chicago, Ill.—Examiner Pyne: 
I. and S. No. jo-2671—Routing of coal from C. & O. Ry., via La Cross, 
20—Washington, D. C.—Examiner Fleming 


“3 697—Greenville & Northern Railway Gempuny vs. Southern Rail 
be Company. 
20—Argument at Washington, D. 
12451 (and Sub. Nos. 1 to 4, inet} ine Procter & Gamble Distribut- 
Company et x" vs. St. L.-S. F. et al. 
14118 and Sub No. 1)—Magnolia Sronlen Company vs. Santa Fe 


et a 
se eg Chamber of Commerce et al. vs, Alexandria & Wester 
y. 
May 21—Lansing, Mich.—Public Utilities Commission of Michigan: 
Finance No, 3079—Construction and operation of line by Detrdit 
Connection Railroad. 


* Finance No. 2805—Construction and operation of line by Detroit 
Grand Belt Railroad Company. 
Wit emg ® Okla.—Examiner Seal: cific 
" ess —iansas, Oklahoma & Gulf Ry. Co. et al. vs. Missouri Pa 
R. R. et al. 
May 21, 22 and 23—Argument at Washington, D. C.: 
 atbeSouthern ag Rate Investigation. 
22—Washin C.—Examiner waning, 
7 701—Electric port Thine Railway Panerny, | J. Hield and E. D. 
Luce, receivers, vs. A. T. & S. F. Ry. et al. 
“sy sl ee age Ariz.—_Examiner Weaver: 


1i—Trafiic Bureau of the Phoenix Chamber of Commerce et # 
vs. Santa ste et al. 


May 22—Chicago, Ii_—Examiner Pyne: 
«4 18870—Wellavile Fire Brick pameeny vs. Director General. 
May 23—Phoenix, Ariz.—Examiner Weaver: 


* 1. and S. 1980 (and first ny ag gies order)—Class and commodity 
rates from various points 
13139—Graham 


& Gila Counties Traffic 5 eee vs. Arizona Eastem 
R.R. et al. 


May 23—Tulsa, Okla.—Examiner Seal: 
jae and 8. No. 2062—Intermediate switching charges at Tulsa, Okls. 
y 23—Chicago, Ill.—Examiner Pyne: 


MBett—Boara of Trade of the City of Chicago vs. A. T. & S. F. BY 
et al. 


SOUTHEASTERN CLASS RATE CASE 


The Commission has postponed the time for filing exc 
tions in the Southeastern class rate case, No. 13494, from July 
and the arguments, now set for May 21, to some time in Oct 
ber not yet determined. In the mean railroads are 
conduct their revenue check under the proposed class rate 
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Cutting Your Detail 


and making money for your house 


When we handle your I. c. 1. 
shipments you will note a de- 
cided decline in your tracing 
and claim correspondence— 


in addition to the saving in 


freight charges. 


We quote definite rates, 
definite dates and deliver on 
scheduled time. Your one 


operation will be to check 
and O.K. our bill. 


Address our nearest office for full 
information 


TRANS-CONTINENTAL FREIGHT CO. 


Gen’l Offices: 203 So. Dearborn St., Chicago, III. 
East’n Offices: Woolworth Bldg., New York City 


BRANCH OFFICES 


pe ee ee Sere Van Nuys Bidg. 
7 Ce Pa Re ree Monadneck Bidg. 
IL, inoce 6 65 Lib owners 00-00 oR Seb cence cent 13th & Kearney Sts 
SO ee ee ee er L. C. Smith Bldg 
SD: Mala kcsd Kase o clare did da Kile c'cs 0 0 60s cubic es ned 1700 15th St. 
ton, adrsreera nk: tie. 6 AN tetas Rela ho @35"0 oh SR Se Old South Bldg. 
PU, so oS vc cce vc kung ssebece ccc cede ccsed ee . 
pS ED AR Ss Fe en ee ee ee tt Square 
Cleveland, .* ces Wiha sa-d Cine bins SaaS Sa 55 che annll hae <a Bldg. 
Ciapigmmatiiy., Boi 60065 2. 0 6085 Eine bebe oe cose Hee Union Trust Bldg. 
Salt Lake "city, RE Sh I he EE Bt. 136 South 4th West St 


Consolidators of machinery, merchandise, 
household goods, automobiles, etc. 
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EUROPEAN SERVICE 


United States Shipping Board A-1 Steamers 


Mobile, Pensacola and Gulfport to Rotterdam, Amsterdam, Antwerp, 
hent, Havre, Bordeaux and other French Atlantic ports. 


WINDWARD ISLANDS SERVICE 


Mobile to Kingston, Jamaica; Port au Prince, Haiti; San Domingo City; San Juan, Porto 
Rico; Guadeloupe; Martinique; Barbados and Trinidad. Also North Coast of South America 
. and Curacao as sufficient cargo ofiers. 


ST. LOUIS OFFICE: 1217 Pierce Building 
IRVING H. HELLER, Manager 


KANSAS CITY OFFICE: 624 New York Life Building 
A. J. FORD, Manager 
NEW YORK REPRESENTATIVES: W. E. HEDGER-JENKS CO., Inc. 
25 Beaver Street 
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MORE POWER--MORE SPEED 
At Smaller Cost 


Whatever the nature of your hauling business may be, 
whether it necessitates a one-ton truck or a fifteen ton trac- 
tor, GMC has a model to handle it to the best advantage. 
And, every GMC provides more power and more speed at a 


smaller cost than has ever been possible before with any 
one truck. , 


GMC trucks embody seven special features of construction General Motors 
that definitely sets them seven steps ahead in the motor y 


truck world. Surplus power is provided without increasing 


the size of the engine, without sacrificing road speed and 
without adding in any way to running expense. Low main- 
tenance cost and uninterrupted service are assured and — 


indefinitely long life is possible because of exclusive GMC 
improvements. Constant brake adjustment, perfect cooling 
and unusually efficient lubrication are maintained by other 
special GMC features. In many essential points GMC is 
different and every change from the ordinary principles 
either materially increases the earning power of the truck 
or reduces the cost of its operation and upkeep. 








Mail This Today 


GENERAL MOTORS TRUCK COMPANY, 


GMC construction—GMC special features and what they = 
Dept. 41, Pontiac, Michigan : 


mean to you in actual hauling advantage are fully explained 
in the free GMC catalogue. Actual photographs illustrate 
each feature—models are shown and specifications given. 


! 
| 
| 
| 

Please send me literature on GMC Trucks, including — 
ee | 

i 

! 

I 

‘ 





| 
| 
| 
1 
catalogue. 
e have a copy ready to send you. Let us have your ad- i 
dress and we will send it at once. Use the coupon below. Page 
p Name... eee ee eee eee crete eee ieee eeed 
1 
GENERAL MOTORS TRUCK COMPANY <a ee eee A 
Division of General Motors Corporation | 
Pontiac, Mich. ' Address... 
j Address... eee ne ees ceecetee eee e eee ee eee renee enag 


us “G.M.C. Trucks are seven steps ahead” 
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FASTEST STEAMERS 
BETWEEN SAN FRANCISCO. 
AND THE ORIENT 


PLACING ASIA 
AT is oy VERY 


PIONEER TRANS-PACIFIC LINE ©. 


CSTABLISHED 1867 


Unexcelled Freight Service 
NEXT SAILINGS 


Passengers and Express-Freight 


Highest From San Francisco to Honolulu, Yokohama, Kobe, Lowest 


— Hongkong and $Mani'‘a 
Marine . . April 29 Insurance 


Classification i i i Rates 
June 10 


June 24 
and every 14 days thereafter 


Through Bills of Lading issued to and from ail ports beyond port of call 


For rates and other information apply to any railroad agent, or to 


PACIFIC MAIL STEAMSHIP COMPANY 


508 California Street Central Bidg., 108 West Sixth St. 10 Hanover Square 
San Francisco, Cal. Los Angeles, Cal. New York City 
142 South Clark Street, Chicago, II. 


Managing Agent U. S. SHIP P ING BOARD 
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“Your consuming Markets , 


WE BRIDGE THE GAP. 


R. TRAFFIC MAN, LOOK AT THE MAP. The circled cities 
are strategic traffic pivots, linked by the rails of the Penn- 
sylvania System. 


You will recognize these cities with their dependent territories 
as being logical centers in which to carry = stocks, to be sent 
there at carload rates and be readily accessible to your local cus- 
tomers when they want your product, or available for prompt less- 


carload reshipment to your clientele in adjacent towns. 


You will save your company Time and Money in thus dis- 
tributing in and through these circled cities. 


In each city is a dependable warehouse facility of the Penn- 
sylvania System, providing a modern storage and distributing 
establishment with up-to-date methods, reasonable non-discrimina- 
tory rates, and unsurpassed service. Negotiable receipts are issued 
and low insurance rates are procurable. 


= 

Carrying stocks in these thoroughly reliable facilities will 

please your trade in the territories served by these circled cities 
and minimize your traffic costs. 


Consign your cars in care of the warehouses listed below and 
enjoy modern storage and distributing service par excellence. 


HARF IRE 


‘PITTSBURGH OL 


% Peay z 
PEL MLSE NEB SY AE LN NE TE LOS, 


Warehousing Co., Chicago, Ill Pennsylvania Terminal Warehouse Co., St. Louis, Mo. 
is Keystone Warehouse, Harrisburg, Pa. Fort Erie Warehouse & Docks, Erie, Pa. Pan Handle Storage Warehouse, Cincinnati, O. 
& The Terminal Warehouse Co., Baltimore, Md. Merchants’ Warehouse Co., Philadelphia, Pa. 


Philadelphia Tidewater Terminal, Pa. 
Keystone Warehouse Co., Buffalo, N. Y. re 






















Building at 
Dallas, Texas 


Located in the 
heart of the city 


Babson says: 


“The time will come when 
Texas will have the largest pop- 
ulation of any State in the 
country. Wise are the North- 
ern manufacturers and jobbers 
who are now laying their plans 
with this future in view.” 
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The $5,000,000 Santa Fe Terminal 


Your requirements for the South- 
west can be fulfilled in any of its 
four Units. 


UNIT 1. Nineteen story modern model finish office 
building and adjoining, ten story wholesale 
rst rooms equipped for carrying smail 
stocks. 


UNIT 2. BONDED PUBLIC WAREHOUSE. Occupied 
by THE DALLAS TRANSFER COMPANY. 
General warehousing, distribution and pool car 
service. Members American Warehouse- 
men’s Association and American Chain of 
ee Approximately 275,000 square 
eet. 


UNIT 8. Cold storage warehouse for perishable prod- 
ucts—1,500,000 cubic feet capacity—Occupied 
by the Southern Ice & Utilities-Co. 

TINIT 4. To be occupied by National Distributors. 

All Units connected by five submerged railroad 
tracks entirely out of the way of surface operations 
and interferences, through underground tubes. 

Office Building and Showroom Unit completed Jan. 

1, 1925. Cold Storage Unit Completed Sept. 1, 1924. 


Bonded Storage Warehouse Unit completed July 1, 
1924. 


The Buyers’ Center 


Contract for space in any of its Units by applying to: 


Dallas Transfer Company, Dallas 
Southern Ice & Utilities Company, Dallas 
Terminal Building Corporation of Dallas 


WEST ELEVATION; FOUR COMPLETE UNITS OF THE SANTA FE BUILDING 
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The San Antonio and Aransas Pass Railway Co 


J. 8. Peter, 
Vice-Pres. & Gen. Mgr., 
San Antonio, Tex. 


J. C. Mangham, Y 
Gen. Frt. Agt., 
San Antonio, Tex. 


J. B. Brooks, 
A. G. F. A., Yj 
San Antonio, Tex. 


H. C. Franks, 
Gen. Agt. Frt. Dept., 


KUTT TOT 
“yy 


Enid ) 














Gearyo El . 


& 
¥Chickas\ha 


’ 3) 
= OWaurika 


Uj 
San Antonio, Tex. Y; LUI) 3 
W. A. Springall, . T 
Com. Agt., Y 
San Antonio, Tex. \ y 
A. R. Canfiel 
Com A a, G Vala \ —e 


Houston, Tex. 


NSS 


‘ 


Re PMMA 
SierraBianca 


time between terminals shown below, also to Mexico via Laredo. 





Below is approximate service in days from following cities and River crossings: 


a Houston San Antonio | Corpus Christi Alice Laredo via Alice 
a 3 3 4 

oe | cs: |S 2 |) ee | oe tae [ee 
| fe Wemphis....|_........ 4 ae 3 ct) 3 ee ee 4 ee 
li +o 3 ae 3 ae 3 ee 















Proportionate service to above is rendered to all intermediate points. 
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ACCURATE, 


AND 
ACCOMMODATING 
PERFORMANCE 


Making close connection wih the Freight Service on all principal lines with which we connect; 
our service is unexcelled with through fast freight trains for carload and package freight making the 


List of Direct Connecting Rail Lines: 
Aransas Harbor Terminal Railway 
Fredericksburg & Northern Ry. 

Gulf Lines 

Gulf Colorado & Santa Fe Ry. 
International & Great Northern Ry. 
Missouri, Kansas & Texas Ry. 
Southern Pacific Lines 

San Antonio, Uvalde & Gulf R. R. | 
San Antonio Southern ay. 

Louis -. “ania y-(Cotton Belt) 


y , 
Texas Mexican Ry. ' 
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SOUTHERN PACIFIC LINES 
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Where to reach them 


——THOMAS JONATHAN JACKSON! 
Know him? Probably not—— 


——but, of course, you do know that at first “Bull Run,” July 21, 1861, 
a brother Confederate officer (General Bee) rallied his wavering troops 
as he cried out: “There’s Jackson, standing like a stone wall!” 


The name “Stonewall” Jackson ever afterward clung to the daring 
cavalry officer, whose command became famous both for mobility and 
stability. By that name he is still affectionately remembered by both 
North and South. 


A stone wall is a solid kind of a wall, and “Stonewall” Jackson 
was a solid kind of a general. Solidity, stability, steadfastness, are 
primary elements in the efficiency and success of any undertaking. 
Sound policies, clearly defined and unwaveringly pursued, attract friends 
and hold them. When looking for that kind of a railroad try the—— 


SOUTHERN PACIFIC 
It has the Thomas Jonathan Jackson habit 


ORE oe. 2 wt 1a a ome 
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